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FOREWORD 

Long planned as a definitive treatment of certain measures 
generally agreed upon as constituting the next steps in railroad 
regulation, this volume was revamped almost over night by the 
necessity of war adjustments in the relation of the federal govern- 
ment to the railroads. Certainly no one could be more reluctant 
than the editor to speak as one with authority about the present or 
future of the railroads of the United States. Howeveri by present- 
ing opinions of widely var3dng tones and by making available to the 
readers of TAe Annabdocumentarymaterial not generally accessible, 
it is hoped that this volume will afford some basis for clearer under- 
standing of the present railroad situation and for public opinion to 
formulate regarding the socially desirable relationship between 
government and railroads after the war. 
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FAILURES AND POSSIBILITIES IN RAILROAD 

REGULATION 

By T. W. Van Metre 

When in 1906 and 1910 the federal law for the regulation of 
railway transportation was amended to give the Interstate Com- 
merce Commission the authority (1) to require railroad companies 
to make just and reasonable charges for their services, (2) to put a 
stop to objectionable discriminations, and (3) to forestall any 
attempts which the carriers might make arbitrarily to increase rates, 
it was hoped, and in many quarters believed, that the troublesome 
question of public regulation of rates on interstate traffic was 
definitely settled. During the period that witnessed the movement 
culminating in the improved federal legislation the state legislatures 
were active in dealing with the railroads, and virtually every state 
was given a commission clothed with authority to regulate rates on 
intrastate traffic. The "raflroad problem" was regarded as solved. 
Private ownership and management were retained; an adminis- 
trative organization designed to afford the public protection against 
exorbitantly high and unnecessarily discriminatory rates was 
established. It was thought that a policy which combined the 
double advantage of efficient private operation and effective public 
control would surely result in the development of a thoroughly 
satisfactory transportation service at rates reasonable to those who 
used the service and adequate for those who produced it. 

Though this policy has been in efiFect more than a decade it 
does not seem to have had the entirely beneficial effect so generally 
expected. Expressions of dissatisfaction with the conditions of 
railway transportation have for some years grown steadily in number 
and in emphasis. While the complaints have not been due to the 
same causes which elicited protests and demands in former times, 
they have been none the less clamorous and insistent, and they have 
been concerned with matters just as vital to the general public, and 
with questions which touch an even greater range of interest than 
was previously involved. Owners and managers of railroad prop- 

1 



2 The Annals of the American Acadbmt 

erty point to increased investment and declining returns, to bank- 
ruptcies and receiverships, to their inability to acquire investment 
funds necessary to enable the transportation system to keep pace 
in development with other branches of industry. The shipping 
public is resentful of continued car shortage, embargoes and im- 
paired service, due to lack of equipment or to want of efficient rail- 
way organization, or to both. Railway labor, pressed nearer the 
subsistence level of income, asks for higher wages to meet the 
advancing cost of living, only to have the demand refused by 
employers, who, unable to increase arbitrarily the price of the 
commodity which they produce and sell, are themselves victims of 
increasing costs of raw materials and supplies, the prices of which are 
regulated neither by statute nor by commission. And in the midst 
of the gravest crisis in the history of the nation and of the modem 
world, we are confronted with the facts that the railway system 
of the United States is unable to meet the needs of the country; 
that while the system is probably more efficient than the railroad 
system of any other coimtry, it has fallen far short of realizing the 
highest standards of economy and efficiency; that while the railways 
are handling a greater traffic than at any previous time they are 
falling short of supplying the demand for transportation; and that 
they are not even hauling the quantity of freight which they wf uld 
possibly haul with their present equipment but with a different 
operating organization. In order that the people may secure food 
and fuel adequate to sustain life, in order to provide industry with 
raw materials, to save the tottering credit of the railroad companies, 
to anticipate the ominous situation which new demands on the part 
of railroad labor were about to create, and to make it possible for 
the country to take the effective part in the war for civilization 
which its huge resources and the will of its people warrant, the 
government has been compelled to take over the operation of the 
railroads. We have been forced to confess that our railroad policy 
has fallen far short of the ideal; the first acute emergency has 
compelled us to discard the entire structure of private operation and 
public control so laboriously and hopefully devised, of which so 
much was expected; by executive mandate the President is endeavor* 
ing to achieve the operating economies, long easily attainable but 
just as long wilfully neglected under the past policy of private 
management and public regulation. 
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The railroad problem is far from being "solved/' It has 
entered a new, and, in most respects, a much more difficult phase. 
Why, after the long and apparently successful struggle to correct 
the wrongs of former days, are we compelled to acknowledge f ailiire? 
Why are we confronted with questions more difficult and com- 
plicated than any previously encoimtered? And what is to be done 
in the future? 

In answer it must be said that there are clear and definite 
grounds for complaint against both the system of private operation 
and the system of pubUc regulation as they have hitherto existed. 
The outstanding fact about the system of private management is 
that it is inefficient because it has failed to achieve operating unity; 
it was for the purpose of securing a unification of the railroad Une 
that the government assumed control of railroad operation. There 
is a general impression that the laws of the country have prevented 
unity of operation among the carriers, and a consistent attempt 
has been made to lay at the door of the government the failure of the 
carriers to codperate in the use of their physical equipment. This 
impression is based on false assumptions. There is no federal law, 
and very few state laws, which stand in the way of cooperation 
among the carriers in the use of their facilities; the common use of 
cars, passenger terminals and tracks, is practised extensively, and it 
involves no violation of the law. The railroads have failed to " get 
together" merely because, in everything except the fixing of rates, 
the railroad business is a highly competitive business. The imifica- 
tion of terminal facilities and tracks requires that some carriers 
surrender certain monopoly advantages of location which they have 
long possessed, and such a surrender no company has ever been 
willing to make. There is hardly a large city in the country which 
has not provided a battleground for railroad strategists intent upon 
seizing and perpetuating the exclusive control of a favorable loca*- 
tion. Railroad companies have captured and held with tenacious 
grasp the waterfront of our chief seaports and, assuming a dog- 
in-the-manger attitude, they have often failed to develop the 
property themselves and have forbidden the encroachment of 
others. Bodies of railroad workmen have fought pitched battles 
over choice bits of territory; millions of dollars have been expended 
in the defeat of aggressive competitors; public service has been a 
secondary consideration to monopoly privilege. The inefficient 
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and wasteful tenninal systems in such great cities as New Yorkf 
Philadelphia and Chicago have been enduring and impressive 
monuments to the lack of raih*oad unity. Sufficient money was 
wasted in the combat waged by the Wabash Railroad to enter 
Pittsbiu'gh to construct a great unified terminal at that choked 
gateway from which it was necessary recently to divert all ship- 
ments of through freight. 

It is useless to assume that the repeal of the anti-pooling clause 
of the Act to Regulate Commerce and the modification of the 
Sherman Law would pave the way for voluntary railroad unity. 
Those laws have not stood in the way of the operating unity sorely 
needed at many terminals, and the mere repeal of those laws will 
not afifect the situation. Persons who place dependence in such 
legislative changes forget that former railway pools were organized 
solely for the purpose of controlling rates; pools were never intended 
to facilitate operating unity, and they never had such an efifect. 
Railroad managers now accomplish, through informal rate agree- 
ments, all that they ever sought to accomplish through pools and 
formal rate agreements, and they are consequently entirely in- 
different to the proposed changes in the law. Indeed the more 
astute managers are averse to these particular changes, which, if 
made, might create expectations on the part of the public which 
they have no inclination voluntarily to fulfill. There is no doubt 
that the formation of pooling agreements would make it easier for the 
railroad companies to effect the financial arrangements necessary 
to a plan of unified operation under private ownership, and if private 
operation is to be resumed it is desirable that pooling should be 
permitted; but the mere toleration of pools and rate agreements 
will not lead to the voluntary unification of physical facilities so 
long as railroad managers desire to continue their hold on their 
particular monopoly advantages. 

In recognizing the fact that railroad managers have not gone 
as far as they might have done in improving the railroad service 
through unified operation we must bear in mind that scant measure 
of blame can attach to them for their failure. We do not expect a 
business man meekly to share his strategic advantages with every 
struggling rival. The ideal of American business has been com- 
petition, and the existing railroad laws are based upon the theory 
that railroads should be forced to compete with one another. Far 
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from compelling ooSperative action among the carriers in the use 
of physical equipment, or for any other purpose, the law makers of 
the coimtry have held steadfastly to the ideal of competition, 
endeavoring even to prevent railway cooperation in rate-making, a 
form of codperation which is virtually indispensable to the satis- 
factory conduct of the railroad business. In pursuing this theory 
our legislatures have burdened our statute boolra with laws, designed 
ostensibly for the protection of the public, which have been probably 
a greater obstruction to the development of adequate railway 
service than the unfortunate policy of selfishness pursued by the 
railroad managers. Public regulation has scored as many errors, 
both of omission and commission, as has private operation. 

The dual system of railroad regulation by state and federal 
authority is without doubt cumbersome and wasteful, and it has been 
a prolific source of conflict and misunderstanding. The state rail* 
road and utilities commissions are not a conspicuous success from 
the standpoint of personnel. They are composed chiefly of lawyers 
whose main interests lie, if not in politics, in legal rather than in 
economic problems. Commissions of several states have been used 
as tools for disreputable political tactics; that they exist for the 
purpose of safeguarding one of the most vital business interests of 
the country seems to have eluded the understanding of not a few 
appointing officials. Ill-considered and unwise laws for raUroad 
regulation have been passed with too great frequency; and the 
powers vested in commissions have often been used with injurious 
effects to the carriers, or just as often have remained unused to the 
detriment of the general public. 

Underlying the entire bill of particulars against the present 
system of regulation, of which these counts are probably the most 
important, is the fact that virtually all legislation enacted for the 
purpose of controlling the practices of the railroad corporations is 
one-sided in character; it evidenced a commendable effort to protect 
the shipping and travelling public from unfair treatment by the 
carriers, but it shows little evidence that the legislatures thought 
it would ever be necessary that special precautions be taken to safe- 
guard the interests of the railroads. This situation, unfortunate 
though it be, is the quite natural result of the offensive attitude 
formerly assumed by the railroad interests. It was once a well-nigh 
universal custom of railroad officials to justify or to condone the 
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flasraat abuseB of the transportation serviee, and it was their habit 
atrenuooaly to combat all attempts made by ksisbtnre bodies to 
render their objectionable practices impossible. Total disiegard 
by the carriers of the interests of the public which they served 
bred legislation in which little effort was made to consider the 
wdCaie of the nulroads. Laws were of necessity fashioned as 
cud^ds witii which ref ractoiy selfish int^ests could be driven to a 
consideration of the rig;fats of others and to a realisation of their 
own duties and responsibilities; the stubborn opposition which the 
railroad interests exhibited to aU legislation was chiefly responsible 
for the retaliatoiy character which the law assumed. The Act to 
R^;ulate Commerce, as amended, provides easy methods for the 
reduction of rates, and supplies only obstacles to the increase of 
rates; the Interstate Commerce Commission was definitely intended 
to be primarily a rate-reducing organisation. 

The necessity of using punitive methods in the past renders 
difficult the problem of forming a constructive program for the 
future. The old feeling of bitter resentment against the railway 
official of the '^public be damned" type has not been eradicated. 
The average shipper looks with more complacency on rates which 
provide no net revenue for the carriers than upon rates which are 
ruinous to his own business. He has just as much difficulty in 
seeing that a reasonable rate involves the consideration of the welfare 
of the railroads as the railroad managers once had in seeing that 
reasonable rates involved a consideration of the welfare <rf the 
public. The old policy of brutal exploitation is having its natural, 
if undesirable, results. 

A conspicuous effect of the new order has been the confession 
of former faults on the part of railway officials, a profession of 
repentance and a bid for forgiveness. All public regulation was 
once anathema; today r^:ulatiott — ^**of the proper kind" — isacoepted 
with apparent welcome. The almost universal spirit of willingness 
to receive guidance by public authority and the unanimous desire 
to let bygones be bygones speak well at least for the influence of 
past l^islation with respect to moral regeneration. 

It is an unfortunate thing that to many ears the professions of 
willing acquiescence in a new dispensation should smack strongly of 
deathbed repentance. "When the devil was sick . • . ." 
While it is unquestionably true that the majority of raihroad officials 
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have seen a light, certain facts indicate in some quarters a want of 
sincerity, a lack of frankness, which, coupled with occasional 
regrettable lapses of conduct, tend to keep alive the old distrust 
and suspicions and to weaken belief in protestations of reform. 

It would be easier to forgive and forget the excesses of railway 
capitalization indulged in a generation ago if, in the absence of 
proper administrative regulation, all railway officials would refrain 
from giving demonstrations of a present aptitude for similar ex- 
cesses. The examples within the past few years of wanton wrecking 
of sound railroad financial structures for the purpose of enriching 
small groups of imscrupulous speculators have placed upon the record 
ample evidence that some of the trustees in charge of the trans- 
portation service are unfaithful to their trust and unfit to have a 
voice in the direction of public service. It is true that reputable 
railroad managers have condemned the acts of the speculators; 
but it is not customary for the public at large to discriminate care- 
fully between the good and bad elements of any particular class. 

Moreover virtually all railroad managers have endeavored to 
reap some advantage from the efifects of the financial wrecking. A 
common feature of the widely published appeals for increased rates 
has been to call attention tb the unprecedented mileage of railroad 
in the hands of receivers. It was widely advertised in 1915 that 
there was a greater mileage of line under the control of receivers 
than at any previous time in the history of the country, and this 
fact was earnestly presented as good evidence of the need for in- 
creased rates. A very brief anal3r8is showed that two-thirds of the 
line in the hands of receivers had reached bankruptcy because of the 
shameful financial operations of the speculators who had secured 
control of the companies; the excessive mileage of insolvent railroad 
presented a much stronger argumeht for regulation of capitalization 
than for upward revision of freight rates. 

Lapses of conduct have not been confined to buccaneering tac- 
tics in finance. The annual reports of the Interstate Commerce 
Commission record indictments and prosecutions for ofifenses which 
show every indication of having been wilful and deliberate infrac- 
tions of the law. The persistence of attempts to evade or to violate 
the provisions of present laws serves to discourage disinterested 
individuals who otherwise would desire to help the cause of the 
railroads. Other acts have a similar effect. Just as one begins 
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to feel that the railroads are an object of persecution when a threat- 
ened strike brings about the enactment of a wage law, one's sympa- 
thy is subdued by the lack of candor shown by the railroad officials 
in waiting until the day after election to begin a test of the law in 
the courts. 

Fallacious argimients and statements containing half truths 
weaken rather than help the position of the carriers. A statement 
widely circulated last year (1917) called attention to the fact that 
from 1907 to 1915 about five billion dollars was added to the capital 
account of the raUroads, and that net income was thirty-three 
million dollars less in the latter year than in the former. From 
which it was deduced that the five billion dollar investment yielded 
a retiu'n that was thirty-three million dollars less than nothing, it 
being the apparent design to create the impression that because 
of the niggardly policy of the government this huge investment was 
in immediate danger of becoming a total loss. No mention was made 
of the fact that the year 1907 was an exceptionally prosperous year 
for the carriers, freight traffic being greater even than in the two 
succeeding years, nor of the fact that railway business in 1915 
was at a relatively low ebb, traffic having been considerably less 
than in either of the two preceding years. Nor was it told that 
with the great increase of traffic in 1916 the rate of return on invest- 
ment in Class I railroads (those having annual operating revenues 
in excess of $1,000,000) was the greatest ever recorded. It might 
have been explained, too, that a large part of this investment, 
contributed chiefly from earnings, went to absorb the "water" of 
former years, which was always made to appear like real money in 
the investment accounts published before 1907. It is true that 
railroad income has showed a tendency to decline in recent years, 
but unqualified statements of this kind misrepresent the real con- 
ditions. They do more to frighten investors than does an adverse 
decision on an application for rate increases. In fact statements of 
this nature have aroused the suspicion that the carriers, by deliber- 
ately misrepresenting iheir condition, have endeavored to depress 
their own financial credit in order that their palpable inability to 
borrow needed funds on reasonable terms would bring an increase 
of rates which would enable them to pay for improvements out of 
earnings. Groundless as such a suspicion certainly is, its exis- 
tence shows how it is possible for the railroads to arouse public 
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opposition by the very means they employ to win public sympathy 
and support. 

It is highly desirable if private operation of railways is to be 
resumed that the retaliatory character of present railroad laws be 
eliminated, but such a desire will be difficult of attainment unless 
railroad authorities definitely abandon all lines of conduct which 
tend to keep alive the retaliatory spirit of the public. Misrepre* 
sentation of facts, violations of the law, and stock-jobbing must be 
halted if the confidence of the people is to be earned, and the desire 
to receive eqxutable treatment must be matched with evidence of 
willingness to act fairly. To the credit of railroad officialdom it 
must be said that a majority is evincing a spirit which promises 
well for the future. Unqualified abuse of present regulation is 
giving way to thoughtful discussions of its advantages and dis- 
advantages; federal regulation of the issue of securities is advocated 
here and there; an honest endeavor is bein^ made to suggest modi- 
fications in the present syBtem of regulation which will provide for 
conserving the interests of the transportation system without de- 
priving the public of adequate protection against unfair treatment. 

On the other hand, the public is greatly in need of education. 
People have too long been led to believe that the interests of the 
railroads are diametrically opposed to all other business interests; 
they should be made to understand that the maintenance of the 
transportation system in an unimpaired state is of vital importance 
to the economic fabric of the nation, that the railway service should 
continue to develop and expand, and that existing obstacles to a 
healthy growth of transportation enterprise should be promptly 
removed. If suspicion and hostility can be replaced on all sides by 
a spirit of mutual confidence and tolerance the work of securing 
needed changes will be easy. 

That some adequate system of railroad regulation can be 
devised which will permit the railroads to prosper and give efficient 
service at reasonable rates is not to be doubted, and it is with this 
goal in view that the next steps in railroad regulation must be taken. 
The United States is not prepared to adopt a program of govern- 
ment ownership of railroads, and it is to be hoped that once the 
present crisis is passed the railroads will be returned to private 
management and a system of regulation devised under which 
satisfactory results may be obtained. We certainly shall never 
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return to the policy recently abandoned, which has proved such a 
lamentable failure, and if government ownership is to be avoided we 
should begin at once to take stock of failures and successes and to 
make plans for the future. We do not have too much regulation or 
too little regulation; what we suffer from is an unwholesome com- 
bination of good l^islation, bad legislation and no l^islation. 
Puri)06es have been obscured by prejudices; we have been given 
drastic remedies for imaginary ills and no remedies at all for real 
diseases. There are a number of radical changes that can be safely 
made which would go far toward establishing our regulative system 
on a fundamentally sound basis, and would render easy the working 
out of the details of a harmonious and constructive policy. 

The dual system of regulation as carried on at present inevitably 
leads to a violation of the fundamental principles upon which 
regulation is based : that rates shall be just and reasonable, and that 
they shall not be unduly discriminatory. While it is possible tech- 
nically to distinguish betwe^ interstate and intrastate traffic there 
is in an economic sense no real distinction between them. If two 
cents a nule represents a just and reasonable charge for an intrastate 
passenger journey it can not be possible that a fare of two and a 
half cents a mile is a just charge for a ride taken under similar con- 
ditions but extending across an imaginary line designated as a 
state boimdary . When dissimilar rates exist for two freight services 
in every way similar except that the haul in one case crosses a 
state boundary there is no escaping the conclusion that if one of 
the rates is reasonable the other is not. Whenever a raOroad is 
compelled by virtue of the ruling of a state commission and by the 
pressure of competition to reduce an interstate rate, supposedly 
reasonable and declared so by the Interstate Commerce Commis- 
sion, either the railroad is forced to accept unduly low remuneration 
or a disagreeable reflection is cast upon the judgment of the federal 
commission. If an adjustment of the interstate rate is not made to 
meet changes in an intrastate rate an undue discrimination is created 
and the dual system becomes the means of defeating the very 
purpose for which regulation exists. As to how this paradoxical 
situation may be best treated there is much difference of opinion, 
some people believing the problem can be met by securing co6perar- 
tive action of the various regulative agencies, and others inclining 
to the plan of eliminating state control of raiboad rates, leaving 
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the work entirely to a commission or commissions of the federal 
government. The fact that nine-tenths of raihx>ad traffic is inter- 
state and consequently already under the jurisdiction of the federal 
commission would seem to indicate that the remaining tenth could 
be safely entrusted to its authority without any undue increase 
of its work and with a considerable gain in the efficiency and uni- 
forniity of regulation. 

The urgent need for a unified system of r^^uiating the issue of 
securities by railroad corporations and the almost unanimous belief 
that this function should be entrusted to federal authority leads one 
to wonder why it takes so long to secure a law by which this much 
needed change may be accomplished. When such a law is enacted 
it is to be hoped that it will also include provision for some super- 
vision of the expenditure of funds derived from the sale of authorized 
securities. There is a serious question in many minds as to the 
wisdom with which the large investments placed in the railroad 
business in recent years have been used. The wholesale expenditure 
for the construction of huge passenger terminals at a time when the 
need for improved freight terminal facilities was probably much 
more pressing has been looked upon with some disfavor both on 
account of the disparity of income from the freight and passenger 
business and because in many cases the passenger terminals repre- 
sent costly duplications of effort with results that do not show much 
progress toward an ultimate solution of the problei(h of handling a 
rapidly congesting passenger traffic. 

There should be devised some plan by which needed increases in 
rates can be secured with more expedition and promptness than 
appears to be possible under present conditions. It is not advisable 
that the authority of regulative agencies to suspend proposed 
increases be withdrawn, but it would probably be helpful if the 
time of rate suspensions were made shorter than is now customary. 
It is of the utmost importance that the credit of soundly financed 
railroads be maintained, and this can be done only if methods are 
devised for meeting promptly sudden emergencies. Rates are now 
flexible in but one direction and it is extremely difficult for the 
carriers to adjust their charges so as to meet the rapid increases in 
wages and prices of materials. If the power to name minimum 
as well as maximimi rates were given to the Interstate Commerce 
Commission the income of the railroads would receive a greater 
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measure of protection. Since the charges which the raiht>ad8 are 
allowed to make for their services are strictly regulated by com- 
missions, if there is to be regulation of wages and of prices for 
materials it should be entrusted to the same authority by which 
income is controlled. 

The adoption of a plan which would insure a more general 
representation on railroad conmiissions of the various business 
interests involved in the success of the railroads would be a step 
of progress. Laws are passed dealing with the financial numage- 
ment, the accounting, the operation and the rates of railroad 
corporations, but there is a marked dearth of bankers, engineers, 
railroad traffic managers, industrial traffic managers and accoun- 
tants among the appointees to railroad commissions. It is probably 
too much to expect that under present conditions of government it 
would be possible to elect executives who would lay aside politics in 
making appointments to administrative bodies charged with the 
important duties of regulating private business. The increase of 
the salaries of commissioners, in order to make the positions attrac- 
tive to suitably equipped individuals, has usually served only to 
increase the value of the position as a part of the political spoUs 
and to stimulate the scramble of the unfit for the appointments. 
The constant change of the personnel of commissions makes it 
impossible for them to do well the work for which they are chosen. 
The English custom of providing by law that some members of 
commissions shall possess certain qualifications might well be given 
a trial in this country. 

And finaUy as a sine qua non of a resumption of private opera- 
tion provision must be made for the permanency of the operating 
unity now going into effect. Two things will have to be done. 
The carriers must be permitted to enter pooling agreements by 
means of which the financial adjustments necessary to operating, 
unity may be effected; the carriers must be required to combine 
their physical facilities wherever such combination will result in 
improved service. There is no reason for limiting the unified 
'^ continental railway system" to the duration of the war; its proved 
advantages will be all the more valuable with the return of peace. 
It must not be expected that the railroad companies will voluntarily 
enter agreements for unity of operation, though it is highly probable 
that the present experience with unification under government 
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control will render compulsion less difficult. In the main, the joint 
use of facilities will be confined to terminals, where the wastes of 
competition have been greatest. Saving must be accomplished| 
however, through a more elastic system of routing shipments; the 
expensive duplication in passenger service may be cut down; and 
the necessity for private car Unes and express companies — parasitic 
organizations which came into existence solely because of the lack 
of a imified S3r8tem of operation — ^wiU be entirely eliminated; 
such companies have performed a real public service in the past, 
but with unity of railroad operation they will exist for no useful 
purpose. The chief economy will be eflfected, however, through 
the reconstruction and reorganization of terminals; it begins to 
appear that the time is forever past when the shamefully wasteful 
terminal operation, which exists merely as an evidence of the 
monopolistic power of a strongly entrenched special privilege, will 
be permitted to stand unchallenged. The willingness or the un- 
willingness of the carriers to acquiesce in codperative arrangements 
which plainly make for increased efficiency will be the deciding 
factor in the coming controversy over government ownership. 



FEDERAL CONTROL OF RAILROADS IN WAR TIME 

Bt Max Thblbn 

On December 26, 1917, President Wilson issued his historic 
proclamation taking possession and control of the railroads of the 
United States and appointing William G. McAdoo, Secretary of 
the Treasury, as Director General of Railroads. By this bold and 
timely act, the President, in a single moment, accomplished an 
economic change of tremendous significance and of far-reaching 
potentiality for increased national efficiency during the war. 

The American railroad system of which the government of the 
United States is now officially in possession and control, is a system 
of 262,000 miles, constituting over 40 per cent of the railroad mile- 
age of the entire world, a system with securities outstanding in 
excess of $17,000,000,000, a system to which the American people 
have always pointed with pride as the best of all railroad systems. 

In addressing myself to my subject, Federal Control of Rail- 
roads in War Time^ I shall first describe the organization of our 
railroads during the war prior to the President's proclamation. 
Next I shall consider some of the problems with which the railroads 
have been confronted during the war. Then I shall draw atten- 
tion to the solutions of the problem suggested by the Interstate 
Commerce Commission and to the solution made effective by the 
President's proclamation. Finally, I shall give some consideration 
to the results which may reasonably be expected to follow from 
government operation of the railroads during the war. 

War Organization of Railroads in Other Countries 

In all the principal nations of Europe, the railroads are being 
operated during this war by the government. 

In England, prior to the present war, private capital had always 
owned and operated the railroads. On August. 4, 1914, the very 
day on which England declared war against Germany, the British 
government took over the operation of all the railroads. A com- 
mittee of which a Cabinet member is the general chairman manages 
the railroads but their actual operation remains in the hands of 
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the fonner operators. All govemment traffic is carried free and 
no account thereof is kept. The govemment guarantees to the 
holders of railroad securities the same net revenue as the railroads 
earned in 1913, the last complete year before the war. If there is 
a surplus, the govemment keeps it and if there is a deficit the gov- 
emment meets it out of the treasury. 

In France, prior to the war, one railroad was owned and oper- 
ated by the govemment and the others were owned and operated 
by private capital. Upon the outbreak of the war the French 
govemment inmiediately took over the operation of all the railroads. 

In Germany and Italy, the railroads were owned and operated 
by the govemment prior to the outbreak of the war. In these 
countries pubHc ownership and operation have continued during 
the war. 

War Oroanization of Railroads in the United States, 

April 6-Dbcember 28, 1917 

In the United States, with the exception of the Panama Canal 
Zone and approximately 250 miles of railroad in Alaska, our rail- 
roads have been owned and operated by private capital. Prior to 
December 28, 1917, the United States was the only nation of any 
consequence which during this war continued the ownership and 
operation of its railroads by private capital. 

On August 29, 1916, more than seven months prior to the entry 
of the United States into the world contest, this government cleared 
the way for the operation of our railroads directly by the govern- 
ment, if such course should become necessary in war time. On 
that day President Wilson signed the Army Bill, which bill pro- 
vided in part as follows : 

The President, in time of war, la empowered, through the Secretary of War, 
to take pOBseaaion and aasume control of any system or systems of transportation, 
or any part thereof, and to utilise the same to the exclusion, as far as may be nec- 
essary, of all other traffic thereon for the transfer or transportation of troops, war 
matoial and equipment, or for such other purposes connected with the emergency 
as may be needfid or desirable. 

This is the provision of law on which President Wilson partic- 
ularly relied in issuing his proclamation of December 26, 1917. 
Prior to this proclamation, the power conferred by this sentence of 
the Army Bill of 1916 had been exercised by the govemment with 
reference to only one small railroad in New Jersey. 
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On April 6, 19 17, the Congjceaa of the United States declared 
that a state of war existed between the United States and Germany. 
On the preceding day, Franklin K. Lane, Secretary of the Interior, 
introduced and had passed by the Council of National Defense the 
following resolution : 

Retolved, That CommiaBioner WiUard be requested to call upon the rail- 
roads to organiie thmr buaiiieaB so as to lead to the greatest expeditioii in the 
moTement of freight. 

Acting in accordance with this resolution, the principal rail- 
road executives of the country met in Washington on April 11, 
1917, and resolved that during the war they would codrdinate their 
operations in a continental railway system, merging during such 
period all their merely individual and competitive activities in the 
effort to produce a maximum of national transportation efficiency. 
The direction of the continental railway system thus organised 
was placed by the railroads in the hands of the executive committee 
of the Special Committee on National Defense of the American 
Railway Association. This executive committee was also known 
as the Railroads' War Board. 

Under this resolution, the railroads of the United States con- 
tinued until December 28, 1917, to be operated under private owner- 
ship and private management. 

On May 29, 1917, President Wilson signed an act of Congress 
giving to the Interstate Commerce Commission jurisdiction over 
railroad cars used in the transportation of property by any carrier 
subject to the provisions of the Interstate Commerce Act. The 
Interstate Commerce Conmiission thereupon created a Division of 
Car Service. Authority with reference to car service was also 
claimed and exercised by a committee of the railroads known as 
the Committee on Car Service of the American Railway Associa- 
tion, and by the War Department, the Navy Department, the 
National Food Administration, the National Fuel Administration 
and the Shipping Board. 

While the Interstate Commerce Commission was thus granted 
all the necessary authority to act, the Commission has thus far 
issued no order under the car service statute and has been content 
to permit questions of car service to be disposed of largely by the 
railroads' own committee on car service. The fact that at least 
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six separate and distinct authorities, five governmental and one 
private, assumed jurisdiction over the question of car service of 
course resulted in great confusion and inevitably demanded that 
the entire matter be placed in charge of a single responsible au- 
thority. 

On August 10, 1917, President Wilson signed an act of Con- 
gress making it unlawful by physical force or by threats of physical 
force to obstruct or retard the movement of cars or trains engaged 
in interstate or foreign commerce. The same act authorized the 
President, whenever he may find it necessary for the national de- 
fense and security, to direct that such traiSc as, in his judgment, 
may be essential to the national defense and security, shall have 
preference or priority in transportation. The President is author- 
ized for this purpose to issue orders either directly or through such 
person or persons as he may designate for that purpose or through 
the Interstate Commerce Commission. 

Under this statute. President Wilson appointed Robert S. 
Lovett as Director of Priority in Transportation. Judge Lovett 
issued five orders calling for priority in railroad transportation. 
The first order provides for preferential shipments of bituminous 
coal to points on the Great Lakes. The second order declares that 
open top cars other than flat cars shall not be used for the trans- 
portation of materials and supplies for the construction or repair of 
streets, roads and highways, theatres and other buildings used for 
amusement or of pleasure vehicles, furniture or musical instru- 
ments. The third order provides for the priority of the transpor- 
tation of coal from the coal mines of Utah and Wyoming to the 
west and the northwest. The fourth order provides that the rail- 
roads of Texas shall give preference to the transportation of cotton- 
seed cake and cottonseed meal to feed the starving cattle in Texas 
and New Mexico. The fifth order designates the order in which 
materials and supplies for the government, war industries and other 
essential industries shall have preference or priority in car supply 
and movement. 

The reason for the enactment of the Priority Statute was the 
frank statement of the railroads that they would be unable during 
the war under their existing organizations to carry all the traffic 
which might be offered for transportation and their desire that 
some legal method might be provided by which priority or prefer- 
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enoe in transportation might be given to the most essential com- 
modities. 

Special Wab Problems 

Having sketched the organization effected by the raihroads 
and the official action taken by the government prior to the procla- 
mation of December 26, 1917, I shall. now address myself to a few 
of the more important problems with which our railroads were 
confronted as the result of the war. 

In this connection I shall refer first to the car shortage prob- 
lem, then to the financial condition of the railroads and then to the 
difficulty of securing labor, and equipment. 

Car Shortage 

From the nation's point of view, the most serious problem 
with which the railroads have been confronted is their growing 
inability to transport the nation's traffic. Car shortage is not a 
new phenomenon. It existed in the United States prior to our 
entry into the war. A serious car shortage existed in the fall of 
1912. During the latter part of 1916 and the early part of this 
year the car shortage situation, as is well known, was acute. The 
car shortage which existed prior to our entry into the war has been 
accentuated by it. The congestion of terminal facilities, the requisi- 
tioning of coastwise shipping by the federal government, the tre- 
mendous increase in the number and output of industries engaged 
directly or indirectly in the manufacture of materials and supplies 
used in war, and the transportation of men and materials to and 
from our army cantonments have all served to increase the diffi- 
culties encountered by the railroads in seeking to transport the 
nation's traffic. 

Active cooperation between the railroads, the shippers and the 
public authorities materially increased car efficiency. The shippers 
exercised greater promptness in the loading and unloading of cars 
and greatly assisted by loading cars to capacity. The railroads 
increased the daily mileage of freight cars and locomotives, de- 
creased the time during which equipment was in repair shops, 
eliminated some unnecessary passenger mileage and requisitioned 
between 150,000 and 200,000 empty freight cars from railroad sys- 
tems where they were not immediately needed to other parts of 
the country where most needed. The public authoritieSi both state 
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and federal, gave publicity to the existing conditions and advised 
and encouraged both the railroads and the shippers to do their full 
part to help meet the exigency. 

The net result of the combined activities of the railroads, the 
shippers and the public authorities was stated by the Railroads' War 
Board to be an increase in the efficiency of the existing equipment 
amounting to approximately 15 per cent. In other words, after 
the entiy of the United States into the war, practically the same 
amount of railroad equipment handled approximately 15 per cent 
more traffic than was handled before the war. 

For a while, the reports on unfilled car requirements, as pub- 
lished by the railroads, showed apparently a great improvement in 
the situation. The car shortage, as shown by these reports, de- 
creased from 148,627 cars on May 1 to 31,591 cars on September 1. 
However, by October 1 the car shortage increased to 70,38P cars 
and by November 1 to approximately 140,000 cars and subsequent 
to November 1 the situation continued to grow worse. Under 
these conditions, more drastic suggestions than any theretofore 
made were offered in an effort to meet the situation. Dispatches 
from Washington indicated that the railroads supplied to Judge 
Lovett and to Fuel Administrator Garfield a list of 525 commodi- 
ties the transportation of which was regarded by the railroads as 
least essential and it was suggested that an order might shortly be 
made by Judge Lovett providing that the transportation of such 
commodities should cease in favor of arms and munitions, coal, 
food and other absolutely essential commodities. 

Coming close on the heels of these dispatches, the railroads east 
of Chicago agreed to pool all their facilities in an effort to provide 
greater transportation efficiency. They agreed to pool their shops, 
coal and other supplies; to pool and redistribute all open top freight 
cars; to divert traffic from congested railroad lines to open routes, 
and' to ask for a rearrangement of the transportation of coal from 
mine to market. These matters all seem to be covered in the agree- 
ment made by the railroads on April 11, 1917, but were not under- 
taken by the railroads untQ the latter part of November and then 
only in eastern territory. By reason of the anti-pooling section of 
the Interstate Commerce Act, the agreement of the railroads could 
not and did not contemplate the pooling of earnings. 
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After eight months of effort, the car situation was worse in the 
latter part of December than it was when the United States entered 
the war and it was clear that measures more drastic than any there- 
tofore taken would have to be applied if the nation's essential trans- 
portation needs were to be supplied. 

Railroad Finances 

Railroad finances presented another important and serious war 
problem. 

Prior to the entry of our country into the war, prominent rail- 
road executives made the statement that the railroads needed one 
billion dollars yearly for at least ten years for the construction of 
additions, betterments and extensions and to enable the railroads 
to keep up with the country's requirements for increased terminal 
facilities, freight and passenger equipment, double tracks and other 
railroad facilities. I shall not take time now to consider why these 
necessary improvements were not made by the railroads and why 
it has been difficult or impossible for many of them to secure the 
necessary funds. Suffice it to say that the requirements for addi- 
tional construction and facilities which existed prior to the war 
were strongly accentuated by the war. During the war, more than 
ever, the railroads need additional cars, additional locomotives and 
additional terminal facilities. How could they secure the necessary 
funds? 

The normal method of securing funds for capital expenditures 
is the sale of securities. During the war, however, it will be practi- 
cally impossible for the railroads to secure large amounts of addi- 
tional capital by the issue of their securities on their own credit and 
their sale to the investing public in competition with liberty bonds 
and other government securities. 

As the war progressed, it became increasingly evident that the 
railroads would be unable on their own responsibility to meet the 
war's imperative requirements for additional terminal facilities, 
double tracks, cars and locomotives. 

Labor and Equipment 

One of the most serious problems with which the railroads 
were confronted as a result of the war was the necessity of securing 
enough labor to maintain their way, structures and equipment in 
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safe and serviceable condition. The call to the aimed forces of the 
nation and the competition of other industries have seriously de- 
pleted the supply of labor available to the railroads and they have 
no effective means to replenish the supply. Likewise, it became 
increasingly diiScult for the railroads to secure the necessary equip- 
ment, materials and supplies. Locomotives and cars ordered by 
the railroads last sunmier have not been delivered and there seemed 
no reasonable prospect for their delivery before the expiration ot 
many more months. 

SOLTTTION OF PROBLEM 

■ 

As the fall of 1917 advanced, it became more evident, day by 
day, that the nation's railroad war problem could not be satisfac- 
torily solved under the existing system and that a radical change 
was imperatively required to prevent a complete break-down of the 
nation's transportation system. 

Report of IrUerstaie Commerce Commission 

In view of these conditions, the Interstate Commerce Com- 
mission on December 1, 1917, filed with the Senate and the House 
of Representatives a special report on transportation conditions as 
affecting and as affected by the war. 

The Commission said in part: 

Sinoe the outbreak of the war in Europe, and especially sinoe this country 
was drawn into the war, it has become increasingly clear that unification in the 
operation of our railroads during the period of conflict is indispensable to their 
fullest utiluation for the national defense and welfare. They must be drawn, 
like the individual, from the pursuits of peace and mobilised to win the war. This 
unification can be effected in one of two ways, and we see but two. 

The Commission then stated these two ways. The first is 
operation as a unit by the carriers themselves, requiring the sus- 
pension during the war of the anti-pooling section of the Interstate 
Commerce Act, a modification of the anti-trust laws in so far as 
railroads are concerned and loans to the railroads by the govern- 
ment for capital purposes. The second alternative is operation as 
a unit by the President as a war measure. 

Commissioner McChord filed a separate report in which he 
holds that 'Hhe strong arm of governmental authority is essential 
if the transportation situation is to be radically improved." 

That continued private operation of the railroads by the car- 
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riers themaelveB, being the first alternative suggested by the Inter- 
state Commerce Commission, would not solve the problem seems 
clear for a number of reasons. 

First, private operation of the railroads is in its very nature 
incompatible with war needs. Under private operation, each rail* 
road very naturally seeks to gain all possible traffic so that it may 
be able to pay interest on its bonds and notes and, if possible, divi- 
dends on its stock. The price of failure to secure sufficient traffic 
is bankruptcy. On the other hand, while the nation is at war, 
traffic should be moved with an eye solely to the greatest efficiency 
in helping to win the war. The most efficient operation of the rail- 
roads as a war agency may require that traffic be diverted entirely 
from one railroad whose terminals are blocked to another whose 
terminals are open; that traffic be diverted in whole or in part from 
one railroad to another railroad which can be more economically or 
efficiently operated; that one of two parallel, competing lines be 
operated solely for west-boimd or north-bound freight and the 
other for east-boimd or south-bound freight, or vice versa; that 
certain railroads stop carrying passengers and that others stop 
canying freight; and that any number of other acts be done all. of 
which will take traffic away from one railroad and give it to another 
and thus interfere with railroad earnings. Private operation in its 
very nature can not solve these problems. Government operation 
can. 

Second, private operation can not during the war secure the 
funds imperatively needed by the railroads for additional capital 
expenditures. 

Third, private operation can not during the war secure an 
amount of labor sufficient to maintain railroad properties in safe 
and serviceable condition, nor can private operation secure with 
sufficient promptness all the necessary equipment, materials and 
supplies. 

Hence it appeared quite clearly that the nation would be driven 
to the alternative of direct operation by the government itself. 

President Wilson's Proclamation 

By his proclamation of December 26, 1917, President Wilson 
took possession and control of all railroads and shipping owned or 
controlled by them, engaged in general transportation, whether 
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operated by steam or electricity. Street railways and electric rail- 
roads commonly known as interurbans are for the present excluded 
from government operation. 

The President appointed William G. McAdoo, Secretary of the 
Treasury, as Director General of Railroads with power to operate 
all the transportation systems affected by the proclamation. The 
proclamation declares that imtil and except so far as the Director 
may from time to time otherwise determine, the operation of the 
railroads shall be continued by their officers and employes in the 
usual and ordinary course of business in the names of their respec- 
tive companies. The President also directs that until and except 
so far as the Director may from time to time otherwise determine, ^ 
the transportation systems affected by the proclamation shall re- 
main subject to all existing statutes and orders of the Interstate 
Commerce Conmiission and to all statutes and orders of regulating 
commissions of the various states. All orders of the Director, 
however, shall have paramount authority and be obeyed as such. 
The Director is instructed to enter into arrangements with the vari- 
ous companies for a just and reasonable compensation to be paid 
to them for the possession and use of their properties ''on the basis 
of an annual guaranteed compensation, above accruing deprecia- 
tion and the maintenance of their properties, equivalent, as nearly 
as may be, to the average of the net operating income thereof for 
the^three year period ending June 30, 1917." 
^ ^^ The result of such negotiations must be reported to the Presi- 
dent for his action. The proclamation contains other provisions 
to which it. is not now necessary to refer. 

In a statement accompanying the proclamation, President 
Wilson declared that immediately on the re-assembling of Con- 
gress he would recommend that definite guarantees be given to the 
railroads, first, that their properties will be maintained during the 
period of federal control in as good repair and as complete equip- 
ment as when taken over by the government and, second, that 
they shall receive a net operating income equal in each case to the 
average net income of the three years preceding June 30, 1917. 

To complete the plan, legislation would also seem to be nec- 
essary with reference to the part which the government must un- 
doubtedly play in connection with securing the funds needed for 
railroad additions, betterments and extensions while under govern- 
ment operation. 



24 Thb Annals of thb Amebican Acadeiit 

In accordance with the terms of President Wilson's proclama- 
tion, the possession of all the transportation systems therein described 
passed to the government of the United States at noon on December 
28, 1917, and they are now being operated under the control of the 
federal government acting through Director McAdoo. 

Results from Government Operation 

It is too early to predict and it may be indelicate to suggest 
the details of the plan of government operation which must be 
worked out by Director McAdoo. The broad outlines, however, 
of what may be accomplished by government operation of the rail- 
-'roads during the war seem well marked. The government can (1) 
disregard absolutely all previous traffic conditions and can operate 
the railroads as a single system with an eye solely to the maximum 
efficiency to meet the nation's war needs; (2) divert all or a part of 
the traffic, passenger or freight or both, of one railroad and give it 
to another, which can transport it more economically or efficiently; 
(3) eliminate all property and employes used and all expenditures 
incurred in the purely competitive activities of the various railroads, 
effect tremendous savings in construction and operating expenses, 
and utilize the man power thus saved for necessary railroad work 
or for other useful and necessary activities; (4) secure on reasonable 
terms the funds necessary for additional terminal facilities, equip- 
ment and other additions and betterments; (5) secure the labor 
necessary to keep railway properties in safe and serviceable opera- 
ting condition and can expedite the manufacture for the railroads 
of necessary cars, locomotives and other equipment. 

That Director McAdoo will be successful in accomplishing 
these results and will thereby greatly increase this nation's effi- 
ciency during the war is the earnest hope of every patriotic citizen. 

What the effect of government operation of the railroads will 
be on the movement for government ownership is a question which 
will be much discussed. If government operation is a success, a 
powerful stimulus will undoubtedly be given to government owner- 
ship. In the meantime, every effort of the nation should be con- 
centrated on making government operation an unqualified success. 
Whether government ownership will follow government operation 
is a question which we can answer when we have won the war. 



PRINCIPLES AND PRACTICES QF CAR SERVICE 

REGULATION 

By H. E. Byram 

The problem of car service may be stated briefly as the formu- 
lation of a plan whereby freight car equipment may be made to 
perform the maximum of service in a unified system of transporta- 
tion with the minimum of sacrifice of the rights of the owner of the 
cars. Under this definition the subject presents two distinct phases, 
one economic, the other financial. 

In what manner shall car service be regulated in the public 
interest so that each unit shall furnish the greatest amoimt of trans- 
portation? 

How shall it be regulated so that rights of possession and com- 
pensation for use will be equitably adjusted as between the owner 
and the user of the equipment? 

The managers of the railroads and of other concerns which own 
the cars must consider the problem from the standpoint of the inter- 
ests of their own concerns; but they must also consider it from the 
standpoint of the public welfare. The governmental regulating 
authorities are apt to consider the problem primarily from the 
standpoint of the public; but they should not ignore the interests 
and the rights of the companies which have invested capital in cars. 
Therefore, while regulating authorities may put more emphasis on 
the interests and rights of the public, and the railway managers 
may put more emphasis on the interests and rights of the individual 
companies, there really is no fimdamental difference between the 
problem of car service as it presents itself to the railway manager 
and to the regulating body; and there can be no substantial differ- 
ence between their solutions of it, if each gives due weight to both 
the private and the public rights and interests involved. It will be 
desirable to review the methods the railways themselves have used 
in dealing with the problem of car service before discussing the 
problem presented by regulation of car service. 

Even imder the system of car interchange in force before normal 
conditions were disturbed by the entrance of the country into the 
Great War, the railway industry of the United States, in its han- 
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dling of car equipment, bore some of the aspects of a single system. 
The complexity of the problem of car service, even under normal 
conditions, had constantly grown greater. It had been influenced 
by the number of conflicting interests involved, which had increased 
in number through the advent of new and the dissolution of pre- 
viously consolidated organizations; by the great extent of territory 
through which car equipment was handled; by the development of 
specialisation in the adoption of equipment for the handling of 
particular commodities; but more than all by the aggregate increase 
in the demands of industry for adequate equipment facilities, the 
occasional scarcity of equipment, and a recognition of the economic 
necessity, under any condition, of securing the best possible utiliza- 
tion of existing equipment. However important the problem may 
be imder normal conditions, its importance is greatly magnifled 
when, as now, it is essential that every item of transportation equip- 
ment be made to perform its fuU part in carrying out the purposes 
for which we are engaged in the war. 

Elements of the Pboblem 

The general term ''car service" is commonly used to designate 
all that concerns the handling of the car as a vehicle of transporta- 
tion, not only as between one railway and another, but also as 
between railways and the shipper or consignee. On June 30, 1916, 
according to the statistics of railways compiled by the Interstate 
Commerce Commission, there were in service in this coimtry ap- 
proximately two and one-half millions of freight cars. Of these, 
about 2,300,000 were owned by railway companies, and the rest by 
private car line companies, mining companies, etc. The number of 
the different classes of cars owned by the railways were as follows: 

Box can 1,024,418 

Flat can 136,719 

Coal can 899,638 

Stock can 83,487 

Tank can 9,828 

Refrigerator can 51,746 

Other can 92,427 



Total 2,298,263 

The mileage of all railways in the United States on the same 
date was 259,210 miles. There are then on the railways of the 



Rboulation of Cab Sbbyigb 27 

United States- approximately 9 freight cars per mile of railway. 
The ownership of these cars, excluding 'those of private ownership, 
is in the hands of about 1,000 railway companies. .The number 
owned by each company varies from a few cars to upwards of 250|000. 

Joint Use of Cab Equipment 

The plan under which railways have for many years used equip- 
ment interchangeably is the result of voluntary action on the part 
of railways themselves to the end of securing greater facility of 
operation and hence more efficient service. The Interstate Com- 
merce Commission has alwajrs recognized the commercial necessity 
of through shipments, and consequently the movement of cars over 
other than the owning roads; and, indeed, the original Act to Regu- 
late Commerce seems to recognize it, though in a negative way. 
The Act, approved on February 4, 1887, provides that 

It 18 unlawful .... to enter into any .... agreement .... 
to prevent .... the carriage of freight from being continuous from 
plaoe of shipment to place of destination .... by carriage in different 
cars, unless .... such interruption was made for some necessary purpose 
. • . . and without intent to interrupt continuous carriage, etc. 

In a decision^ rendered November 13, 1911, the Commission 
affirmatively defined the duties of the carriers with reference to a 
unified service: 

The railroads of the country are called upon to so unite themselves that they 
win constitute one national system; they must establish through routes, keep 
these routes open and in operation, furnish all the necessary facilities for trans- 
portation, make reasonable and proper rules of practice as between themselves 
and the shippers, and as between each other. 

Why There Is a Problem 

If cars performed service only upon the road by which they 
are owned, there would be no problem of car service regulation in 
the sense in which it now exists. Between railways, as distinguished 
from those phases of the problem that arise between railways on 
the one hand and shippers and consignees on the other, the ques- 
tions to be settled are predicated upon the ownership of the cars 
and their service upon other than the owning line. For this reason, 
the problem of car service is of chief importance in times of scarcity 

> Mumnuri A imnauCoalCo.Y. lUinois Cen&al, 22 1, p. C. 39. 
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of equipment to meet the requirements of shippers — ' • car shortage. " 
Since ''car shortage" does not always mean a deficiency of equip- 
ment upon all the railways considered as one transportation qystemi 
but frequently means only that cars wanted in the West are de- 
tained in the East, or vice versa, it is clear that some definite plan of 
distribution should be determined upon for securing the maximum 
of service from each car with the minimum of infringement upon 
the rights of ownership. 

A fundamental principle has been laid down by the American 
Railway Association that every railroad is entitled to the use of cars 
equal to its ownership. As a financial proposition it would seem 
that a road is entitled either to the service of its owned cars, in 
which case it would be expected that their earnings would pay inter- 
est on the investment and a fair average yearly earning plus an 
amount sufficient to keep them in repair and to provide for deprecisr 
tion; or, if the cars are in the service of or detained on other roads, to 
receive from the holding road compensation sufficient to cover these 
several items. This is, in its simple form, the end to be attained. 

It would seem, perhaps, that the application of a fixed mileage 
or per diem charge for the service or detention of a car upon a foreign 
road should a£ford an equitable basis for settlement between roads 
in all cases. Both systems have been tried. Neither has proved 
wholly satisfactory. Up to 1902, except in a few experimental 
instances, the only basis upon which a road received payment for 
the use of its cars on a foreign road was at a rate varying in different 
years from one and one-half cents to three*f ourths of a cent per mile. 
The main objection to the plan was that charges did not accrue 
when a car was not moving. It might conveniently be used as a 
warehouse while cars belonging to the road holding it were engaged 
in more profitable service. It is not necessary to mention the 
possibility of error in reporting mileage. However, it is much 
easier to check up the service of a car by days than by miles; and in 
1902 the railways constituting the American Railway Association 
adopted per diem rules, by which the owning road is paid at a fixed 
daily rental while its cars are in possession of other roads, which with 
numerous changes in rate and conditions of application have since 
remained the basis of settlement of car service between railways. 
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Two Views of Cab Sbbyicb 

With the development of the American raQway system there 
have developed two schools of opinion as to the rights of railways 
to the possession and use of rolling stock. One rests on the basis 
that all car service rules that have ever been in force, except as 
they may have been locally modified within recent months to meet 
emergency conditions, recognize the fact that ownership of a car 
involves a right to its prompt return after it has performed its 
immediate function in the through service on which it had been 
forwarded. The second school of opinion assumes that the creation 
of through routes and joint rates has in effect created a pool of all 
cars used in such service, and that existing rules do not effectually 
regulate the service in the pool. 

The Commission on Car Service of the American Railway 
Association, in formulating the two views above set forth, reported 
in March, 1916, that, whatever the solution of the problem, the 
efficiency of the rules in force had not been proved because of the 
lack of their enforcement. It then gave notice that, beginning on 
June 1, 1916, it would act not only as a mediator in disputed mat- 
ters, as heretofore, but also would enforce the rules by the imposi* 
tion of the penalties the rules authorized. The Commission found 
it had not sufficient authority to deal with the existing situation. 
The same emergency called for putting into effect certain changes 
in the rules and finally for the adoption of a revised code of rules, 
which in turn has been upset in their operation by the transporta- 
tion necessities of a nation actively engaged in war. 

Car equipment is conveniently considered in two general classes. 
Special equipment, for example, open cars, ordinarily involves an 
empty return movement. Under normal conditions its service 
seems to have been fairly regulated by the rules in force. "Legal 
tender" equipment, for example, box cars, may be and ordinarily 
is, loaded at any time at any point in any direction when there is 
traffic. The use of this class of equipment could not be effectively 
regulated under the rules formerly in force governing special equip- 
ment, because of a general recognition of the economic waste in- 
volved in returning an empty box car directly to its home road when 
by a diversion it could advantageously be loaded for movement in 
another direction. There has therefore been in effect for years a 
practicaUy unregulated pool of this equipment. The result has been 
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that in times of unusual movement of traffic roads that had provided 
a seemingly adequate supply were imable to furnish cars, while 
roads with a less adequate supply were able to meet all demands 
because of their tenacity of hold upon foreign cars. The unregu- 
lated pool is therefore particularly unjust during times of car short- 
age to originating lines that have provided their quota, or more 
than their quota, of cars. It is likewise unjust to the public served 
by those lines which, without fault of their own, have been short of 
cars. In times of surplus, the unregulated pool is a source of injus- 
tice to distributing lines, because they are unable to get rid of the 
surplus equipment and are forced to pay per diem charges. 

The situation and the remedy were summed up by the Com- 
mission on Car Service in 1913. The following paragraphs are 
extracted from its report of that date: 

To be just to the railroads themselves and to the public generally, this pool 
should be regulated, to the end that there shall be secured to every road the use, 
when it needs them, of its quota of '* legal tender" equipment (whether its own or 
the equivalent in foreign cars) or, in the alternative, compensation in money for 
the difference. Such regulation can be made effective only by the abandonment 
of the right to physical return to the owner of its own caro, and the substitution 
of the right to possession and use by each line of "legal tender" cars in kind equiv- 
alent to the cars by it owned and contributed to the pool. 

The objections to recognising a box car pool in the past have rested largely on 
the desire of roads which have supplied their quota of ''legal tender" equqnnent, 
and have maintained it on high standards, to be assured of the use of oars measure 
ing up to their standards. The answer is, that in practice existing car service 
rules have not secured this result so far as box cars are concerned. 

It is true that the force of the objections to a box car pool is 
augmented by the inequalities in construction, in strength, equip- 
ment, capacity and cost of maintenance^of the box cars contributed 
to this irregular pool by the dififerent roads. But it is also true that 
these inequalities are gradually disappearing. The adoption of a 
standard box car should remove the last objection to such a pool 
and would besides be attended with a considerable saving in cost 
of building. 

While there was, as before stated, no fair opportunity to test 
completely the e£fect of enforcement of the car service rules formerly 
in force, the new system adopted since this countiy entered the war 
seems to have tended to demonstrate the efficiency of pooling in 
securing a maximum of service from each car and a minimum of de- 
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lay to the shipper in meeting requisitions. During the six months 
ending with September, 1917, the railways handled 14 per cent more 
freight than in the corresponding months of last year with sub* 
stantially no increase in equipment. Though establishing a virtual 
pool of box cars, the new rules recognize the right of the owner to the 
prompt return of special equipment and this is doubtless for the 
good of the service as well as a recognition of ownership rights. 
The roads that have an adequate supply of special equipment — 
coali refrigerator or automobile cars — doubtless have them because 
of the amoimt of traffic originating on their roads requiring such 
facilities. ' It would neither be fair to them nor in the interests of 
the highest efficiency, except in emergency, to use this equipment 
for purposes for which the ordinary box car would serve as well or 
better. Recentlyi however, a pool of the coal cars of the Eastern 
Railways has been temporarily established. 

The principal features of the system developed by the Com- 
mission on Car Service under the authority conferred upon it as a 
war measure and acting in codperation with the Interstate Com- 
merce Commission have been the transfer of equipment from one 
section of the country to another where there was a greater need for 
it; and the success of its efforts to secure a greater efficiency of 
movement and loading of cars. Local shortages have been reduced 
by the transfer to needy localities of the required equipment col- 
lected in comparatively small lots from a large number of roads. 
More than 200,000 cars have been thus transferred. Until the 
usual increase in volimae of traffic in the late fall and the inevitable 
slowing down of movement in the early days of winter, this system 
of handling by one authority had operated to reduce unfilled requisi- 
tions for cars from 148,000 cars on May 1, to 34,000 on September 1, 
though, as before stated, 14 per cent more traffic had been handled 
than during the corresponding months of the previous year. The 
increase in traffic handled was partly due, also, to the increased 
mileage per car per day, in which the efforts of the railways were 
greatly assisted by the codperation of shippers, as they were also in 
the loading of cars more fully to capacity. So far as box cars are 
concerned, the present rules and the flexible system under which 
th^ are in force seem to afford the best means available for handling 
car service. The designation, from time to time, of commodities 
that may^or may not be transported in open cars or special equip- 
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ment, has a tendency to minimize the economic waste involved in 
the usual empty return movement. Though designated as emer- 
gency measures, the rules and their application are based on effi- 
ciency of service. 

The power conferred upon one body to regulate car supply 
as exigencies may require seems to provide for fulfilling the con- 
ditions of the economic phase of the question; and the right of 
appeal concerning the handling and use of equipment by a foreign 
road affords means for equitable financial adjustment. The slogan 
of the service is: ''In all cases, keep the cars moving, and settle 
differences of opinion afterward." 

As already intimated, the Interstate Commerce Commission, 
by act of Congress on May 29, 1917, was given express authority to 
regulate car service. The act defines the term ''car service" as in- 
cluding "the movement, distribution, exchange, interchange, and 
return of cars used in the transportation of property." It requires 
every carrier to "establish, observe andenforce just and reasonable 
rules, regulations and practises with respect to car service," and 
gives the Commission authority to "suspend the operation of any 
rules, regulations or practises then established with respect to 
car service for such time as may be determined by the Commission, 
and also authority to make such direction with respect to car service 
. . . . as in its opinion will best promote car service in the 
interest of the public and the commerce of the people." 

In the administration of this law the Commission in July, 
1917, organized a division of car service, which, under the reor- 
ganization of the Commission, has been changed to the Bureau of 
Car Service. It is evident, however, that the Commission believes 
that the railways through their own Conmiission on Car Service 
have been doing all they could to secure the greatest efficiency in 
the use of cars; for its Bureau of Car Service has thus far devoted 
itself chiefly to cooperating with tbe railways' Commission on Car 
Service. The Interstate Commerce Commission says in its annual 
report for 1917: 

Where occasion requires, orders or directions will issue under the car service 
act and directly to the carrier or the carriers directly concerned. Subject to this 
fundamental principle, the Commission is availing itself, and will continue to avail 
itself, of cooperative effort on the part of the carriers' Commission on Car Service. 
. '. . . The present is peculiarly a time for the avoidance of unnecessary 
expense and duplication of work, and it has seemed to the Commission desirable 
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to utiliie to the fullest extent all means for insuring maximum efficiency in the 
handling of can. 

That the spirit and manner in which the Commission has gone 
about its regulation of car service thus far have been effective in 
furthering the object it mentions — viz., "insuring maximum effi- 
ciency in the handling of cars" — ib imquestionable. In periods of 
heavy traffic, such as the present when there are not enough cars to 
move all the freight, the great problems of car service, whether 
viewed from the standpoint of the managements of the railways, or 
that of the regulating authority, are> first, that of putting cars where 
they are most needed, and, second, that of securing the utmost 
service from each car. With equal information as to the conditions, 
the decision of the railways' Commission on Car Service and that 
of the Interstate Conunerce Commission's Bureau of Car Service 
as to where cars are the most needed are pretty sure to be the same. 
Likewise, with the same information as to conditions, their decisions 
are pretty sure to be the same as to the best methods of securing 
the greatest efficiency in the utilization of cars. But it does not 
follow that government regulation of car service is superfluous. 
The railway man naturally looks at the problem from the railway 
standpoint. The representative of the government naturally looks 
at it from the standpoint of the public. Friendly coSperation 
between the representatives of the government and the officers 
of the railroads is desirable in order adequately to protect and 
promote the interests of both railways and public. 



REGULATION OF CAR SERVICE UNDER GOVERNMENT 

CONTROL OF OPERATION 

Bt John J. Ebch 

The existence of freight car shortage since March, 1916, and 
especially in the last two months, resulting in increased cost of 
living and widespread suffering to millions of our population, has 
compelled consideration of causes and methods of relief. There 
have been such shortages in the past, but they have been temporary, 
due largely to seasonal demands. 

Car Shobtages since 1907 

Owing to the phenomenal prosperity during the year 1907' 
there were two periods of car shortage in that year, one during the 
mid-summer months when the maximum shortage reached 30,370 
cars, the other during the last three months of the year when the 
shortage on December 24 reached 208,586 cars. During the fol- 
lowing years of 1908 and the greater portion of 1909 there was busi- 
ness depression, and the number of idle cars reached on April 29, 
1908, a maximum of 413,338 cars. During October and November 
of 1909 there was a small shortage. During 1911 there was no 
shortage. In the fall of 1912 the shortage reached a maximum on 
November 7 of 51,259 cars. During the latter part of October, 
1913, there was another small shortage, with no shortage for 1914, 
the first year of the European war. The surplus of idle cars ex- 
tended throughout the year 1915, with a maximum on April 1 of 
327,084 cars. In 1916, however, owing to the tremendous demands 
upon the United States by the allied powers for munitions and 
supplies, there was a shortage on March 1 of 19,537 cars. Begin- 
ning with September 1, 1916, the car shortage increased until it 
attained 114,908 cars on November 1, with almost an equal number 
on December 1. On January 1, 1917 the car shortage had been 
reduced to about 62,000, but during that month it increased to 
over 100,000 cars. The shortage continued throughout the year 
and January of this year finds the situation more aggravated than 
at any other period of our history. 

34 
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Cab Sttpplt 

For the last ten years about 135,000 freight cars on the average 
have been ordered and about 2,500,000 are now in use, but only about 
80,000 w6re ordered during 1917, a material reduction notwith- 
standing the increased demands of traffic. " Prices, labor, material, 
deliveries and lack of funds have all contributed to keep the rail- 
roads out of the market." In the testimony presented to the New- 
lands Joint Coiomittee on Interstate Commerce, representatives 
of the railroads declared that, owing to various causes and particu- 
larly to the regulatory control exercised not merely by the Inter- 
state Commerce Commission but also by the several state com- 
missions, it was impossible to secure sufficient funds to finance the 
roads, and, as a consequence, orders for new cars, locomotives and 
other rolling stock have not been given and the normal increased 
demand therefor on the part of some roads has not been met. 

This testimony, taken together with the declaration made sev- 
eral years ago by Mr. James J. Hill that "the railroads of the coun- 
try must invest over five billion dollars for enlargement of facilities 
upon roads now existing," leads to the conclusion that the present 
car shortage, to a considerable extent, is due to the underequipment 
of the roads. While it is true, as declared by the Supreme Court 
of the United States,^ "That it would be unreasonable to under- 
take to require a carrier to provide facilities which would meet 
every condition that might arise," nevertheless, common carriers 
should provide sufficient equipment to take care of seasonal de- 
mands, for these are recurrent, can be anticipated with reasonable 
certainty, and should be provided against. All efficiently managed 
public utilities seek to take care of the peak load, and while this 
may mean keeping idle part of the equipment even for the greater 
portion of the time, the convenience of the public must be met. 

Some Causxs of Cab Shobtagb 

Some of the causes for existing paralysis of transportation are 
the following: 

1. Lack of adequate yard, trackage, warehouse and elevator facilities, espe- 
dally in large manufacturing and producing centers and at terminal points at 
the seaboard. 

^HautkmA Texas CmUrdl B. B. v. Maue$, 201 U. S. 321. 
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2. Lack of suffident cars and motiye power and inefficient operation. 

3. The holding of cars by shippers and consignees for speculative purposes 
and the failure of consignees to unload promptly. 

4. Lack of ocean carrying space. 

6. The slow moyement of freight and shortage of cars resulting from the 
practice of oariiers in permitting reconsignment of cars and the extent to which 
shippers have availed themselves of reconsignment. 

The car statistics furnished by the American Railway Associa* 
tion and the Interstate Commerce Commission show an unprece* 
dented movement of ears from middle and western producing centers 
toward the Atlantic and Gulf port terminals for consignment abroad. 
Inadequate warehouse, elevator and other faciUties at these, ter- 
minals and lack of .ocean carrying space has resulted in unprece- 
dented congestion, thousands of cars being held on terminal tracks 
for days, weeks and even months, awaiting unloading. This con* 
gestion has prevented the prompt movement of unloaded oars west- 
ward to their home lines. Notwithstanding embargoes declared 
by western roads on eastbound shipments, the congestion has been 
only partially relieved. 

Car Sebvice Legislation 

Car service rules initiated by the carriers and voluntarily 
assented to have existed for several years. These rules regulated 
the exchange, interchange and return of cars, prescribed per diem 
charges and penalties for the violation of these rules. During 
periods of lax and normal freight movement rules were generally 
obeyed, but during periods of car shortage or congestion they were 
openly violated and penalties were not enforced because of fear of 
loss of traffic or retaliation. There was neither inclination nor 
power of enforcement. 

During the latter part of 1916 the Interstate Commerce Com- 
mission made repeated efforts to get the American Railway Asso- 
ciation, through its car service committee, to enforce its own rules, 
but failed notwithstanding the fact that the executives of some of 
the leading roads gave ready and effective support. The Commis- 
sion, therefore, to relieve a situation growing constantly more des- 
perate, after notice of hearing, issued an order on January 18, 1917, 
modifying the car service rules of the American Railway Associa- 
tion by requiring the carriers to return to their owners without 
diversion or misuse all foreign open-top cars and all railroad owned 
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or controlled refrigerator, heater, ventilator and insulated cars after 
being unloaded at destination, either loaded or empty, (a) direct if 
belonging to direct connections, (b) through the proper home route 
if belonging to other thHn direct connections, or in accordance Vfith 
such rules as may be found reasonable and be prescribed, and to 
return all other foreign freight cars to their owners in accordance 
with car-service rules 1, 2, 3, and 4 of the American Railway Asso- 
ciation, or to effect a relocation of such cars in accordance with 
such other rules as may be found reasonable and be prescribed. 

This order was to have become effective April 15, 1917. War 
having been declared April 6, on April 11 the chief executive officers 
of the railroads met wid resolved "That during the present war 
they will co5rdinate their operation^ in a continental railway sys- 
tem .... to produce a maximum of national transportation 
efficiency'' and created the organization necessary to effect this 
object. A car service committee was appointed and through it an 
earnest and partially successful effort was made to abate car short- 
age and congestion. 

Owing to the fact that the Interstate Commerce Commission 
was not unanimous in its order and report of January 18, 1917, due 
to doubts as to its authority to prescribe general rules relative to 
interchange of cars, and the recommendation of the Commission 
that the "punch" of law was necessary to secure prompt and uni- 
versal observance. Congress passed, and on May 29, 1917 the Presi- 
dent approved the Car Service Act, defining "car service" as includ- 
ing "the movement, distribution, exchange, interchange and return 
of cars used in the transportation of property by any carrier subject 
to the Act to Regulate Commerce" and making it the duty of every 
such carrier "to establish, observe and enforce just and reasonable 
rules, regulations and practices with respect to car service." It 
was further provided that: 

The commission shall, after hearing, on a complaint or upon its own initita- 
tive without complaint, establish reasonable rules, regulations, and practioes^t'h 
respect to car service, including the classification of cars, compensation to be paid 
for the use of any car not owned by any such common carrier and the penalties 
or othdr sanctions for nonobservance of such rules. 

Whenever the oonunission shall be of opinion that necessity exists for imme- 
diate action with respect to the supply or use of cars for transportation of prop- 
erty, the commission shall have, and it is hereby given, authority, either upon 
complaint or upon its own initiative without complaint, at once, if it so orders, 
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withoat answer or other formal pleading by the interested carrier or carrierB, and 
with or without notice, hearing, or the making or filing of a report, according as 
the commiBBion may detennine, to suspend the operation of any or all rules, regu- 
lations, or practices then established with respect to car service for such time as 
may be determined by the commission, and aSao authority to make such just and 
reasonable directions with respect to car service during such time as in its opinion 
will best promote car service in the interest of the public and the commerce of 
the people. 

To carry out these broad powers effectively the Commission 
on July 9, 1917, created the Bureau of Car Service, through which 
it has undertaken to regulate this service throughout the United 
States in cooperation with the carriers' conunittee. Much good 
has already been accomplished and thousands of cars, irrespective 
of ownership, have been ordered from congested centers to the 
South and West where shortages existed. Car equipment has been 
pooled to expedite movement of coal to Lake Erie and Atlantic 
ports. The use of open-top cars has been denied to industries not 
essential in war production. 

How Cab Sebvice Can be Incbeased 

Car service can be increased through voluntary effort on the 
part of shippers and carriers and through regulation. Shippers can 
load cars 10 per cent above their stenciled carrying capacity; ship 
full instead of less than carloads lots; increase their storage room; 
install effective loading and unloading devices; order no more cars 
than needed; regulate their shipment as far as possible so as to 
avoid a glutted or congested terminal market; purchase coal and 
other supplies at times when traffic is slack; join with other shippers 
to make a full carload billed to a common destination; cooperate 
with carriers in establishing "sailing da3rB." 

The carriers can on their own motion expedite traffic move- 
ment by reducing the 15 per cent of locomotives ordinarily imder 
repair to 10 per cent, thereby adding 3,325 to the nimiber in service; 
increase the average per diem run of locomotives from 75 to 90 
miles, thereby in effect adding 3,300 locomotives; reduce the num- 
ber of cars now normally imder repair from 6.5 per cent to 4 per 
cent and thereby release 64,000 cars for active service; increase the 
average per diem run of freight cars from 25 to 30 miles and thereby 
add 20 per cent or 515,000 cars to the existing equipment. 

If these suggestions making for efficiency were even partially 
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carried out by shippers and carriers there would be no question of 
car shortage to solve at this time. While there has been an earnest 
and patriotic spirit manifested throughout the coimtry to get the 
most use out of cars and locomotives, the compulsion of law and 
regulation made pursuant thereto has been foimd necessary. 

Regulated Cab Sebvics 

The car service rules voluntarily adopted years ago by the 
carriers have, since the decision of the Interstate Commerce Com- 
mission of January 17, 1917, with the modification ahready referred 
to and under the Car Service Act, become laws capable of 
rigid enforcement. Existing rules approved by the Commission 
expedite traflSc by allowing carriers to make a per diem charge per 
car for the use by another carrier with a maximum of $1.25 per 
day; to make a charge for the diversion of a foreign car; to charge 
demurrage against shippers for detaining cars after the two days' 
free time allowed for unloading; to make a charge for the recon- 
signment privilege. The purpose of these charges is not to increase 
the revenues of the carriers but to hasten the return of cars to the 
owning road and the loading and imloading of cars. The more 
rapidly this is done the less cars will be required. Slow movement 
means congestion. Doubling the number of cars without hasten- 
ing their movement will only add to the congestion. 

In time of emergency the Commission can suspend, with or 
without notice, hearing or the making or filing of a report, the opera- 
tion of any existing rules, regulations or practices with respect to 
car service and can make such just and reasonable directions as 
will best promote such service in the interest of the public and the 
commerce of the people. Only recently the demurrage rates were 
increased to a maximum of $5 per day to lessen congestion. That 
high demurrage rates reduce by one-half the time consumed by 
shippers and consignees in loading and unloading, the experiences of 
California and Canada fully attest. 

Congress could greatly increase car efficiency by standardizing 
cars, locomotives and other equipment. It has already standard- 
ized air brakes, automatic couplers, running boards, grab irons, 
ladders, sill steps and hand brakes in the interest of safety. Stan- 
dardization of cars and equipment will result in efficiency as surely 
as it has ahready done in the manufacture of automobiles. There 
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a^B almost as many types of cars as there are railroad systems. As 
they pass from i^ystem to system they must be repaired from time 
to time while on lines remote from the owning line and where nec- 
essary spare parts are not obtainable: delay or an imperfect job 
results. In 1914 the railroads hauled one empty for every two 
loaded cars, due in large measure ''to the design and construction 
of freight cars, which are for the greater part designed for special 
service, rendering them incapable of transporting a load except in 
one direction with a given commodity/' Hopper coal cars are an 
example. With standardization, a type of car could be built that 
would be readily unloadable and fitted for, a back haul. If imifica- 
tion of control is to result from the war, standardization may follow 
naturiaJly and without legislation. It should come gradually, even 
as a result of legislation, and should apply only to new equipment. 

Requlatign of Car Service Under Government Control 

By proqlamation of December 26, 1917, and under the Act of 
August 29, 1916, and the Resolution of April 6, 1917 declaring war 
against Germany, the President, through the Secretary of War, 
took possession and assumed control at twelve o'clock noon of De- 
cember 28, 1917, "of each and every system of transportation and 
the appurtenances thereof located wholly or in part within the 
boundaries of the continental United States" consisting of railroads, 
etc. The proclamation gives to the Director General of Railroads 
appointed thereunder, power to issue orders, general or special, 
which shall be paramount, even though they override existing stat- 
utes and orders of the Interstate Commerce Commission or of state 
commissions. 

Conceding the constitutionality of the grant of such power, it 
is evident that existing car service rules applicable in time of peace 
and under private ownership may be materially modified or even 
abrogated now that the roads are taken over, under the war power. 
Already the Director General has requested the Interstate Com- 
merce Commission to change demurrage rates to a maximum of $10 
per car. In his first order issued December 29, he ordered all trans- 
portation systems to be operated as a national system, and "all 
terminals, ports, locomotives, rolling stock and other transportation 
facilities" to be fully utilized without regard to ownership. This 
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gives sanction to pooling of equipment, already practiced since last 
May as to freight cars, by the Railroads War Board. 

The unification of the roads and surrender of control by their 
owners of all equipment will be the most salutary kind of revolution, 
a revolution which in large part will remain whether the roads are 
returned to the owners after the war or are controlled or owned by 
the government. Unified government control during this war wUl 
make the freight car as current as a dollar bill and be governed by 
the same economic law — go where it can be used. It will be as 
responsive to the needs of traffic as the Pullman car is to "the needs 
of the traveling public:" If this be true, then fewer car service 
rules will be necessary during the war. 

Under order No. 1 of the Director General, designation of 
routes by shippers, heretofore authorized by law, are to be disre- 
garded to promote speed and efficiency, cross hauling of freight and 
use of circuitous or long-haul routes are to be discontinued for the 
same purpose as are also traffic agreements between carriers. The 
result of this order will make it possible to discharge many men, 
eliminate advertising, maintenance of needless offices and effect 
other economies, but the greater cost of government management as 
a rul^, may offset the savings, if past experience is any guide. 

Before the proclamation of December 26, the railroads, in the 
interest of coal conservation and to release train crews and locomo- 
tives to haul freight and to relieve congestion, had abandoned many 
of their passenger trains, especially in eastern territory. In fur- 
therance of this movement the Director General has ordered "so 
far as practicable, the annulment of passenger trains which interfere 
with giving necessary freight service." Hundreds of passenger 
trains have already been taken off and a reduction of 20 per cent of 
through trains is contemplated. On the passenger traiins still re- 
maining, the use of private and observation cars has been aban- 
doned and the use of sleeping and parlor cars on daylight runs, 
because of their weight and restricted seating capacity, are to be 
dispensed with. As passenger traffic is diminished, freight traffic 
can be increased and speeded up and the winning of the war made 
possible. To do this, who will not be willing to make some sacrifice? 



PHYSICAL NEEDS OF THE RAILWAYS UNDER GOVERN- 

MENT CONTROL 

Bt Julius H. Pabmblbb 

Railway congestion may result from two wholly distinct f onns 
of inadequacy, so far as concerns equipment; an inadequate supply 
of equipment, or inadequate utilisation of equipment already in ser^ 
vice. Having first ascertained which particular form of inadequacy 
is responsible for some specific experience in congestion, it becomes 
possible to determine what shall be the proper remedy. Govern- 
ment control over the American raOway system, which became 
effective as the calendar year 1917 was drawing to a close, was made 
necessary partly by the congested condition of railway traffic, es- 
pecially in the eastern section of the United States. To arrive at 
an estimate of the equipment and other facility needs of the railways 
while under government control, it is advisable briefly to review 
recent traffic history, to ascertain what steps led up to the Presi- 
dent's proclamation taking over the railways, and finally to attempt 
a forecast of the probable traffic developments and physical needs 
of the near future. 

For the sake of clearness and convenience, certain terms will be 
used throughout this article to convey certain specific meanings, as 
follows: "Period of government control" will be used to include 
such period after the declaration of peace as may be assigned (either 
by Congressional or Presidential action) for the retention of the 
lines. The term ''raOway facilities" throughout the article will 
denote the general railway plant, including roadway and track, 
bridges, stations and other structures, with the sole exception of 
equipment. ''Equipment" will refer to the movable part of the 
plant, including locomotives and cars of all kinds. " Motive power " 
will refer to locomotives, while ''rolling stock" will be used to apply 
to cars as distinguished from locomotives. Inasmuch as the dis- 
cussion will center almost wholly on freight traffic problems, "roll- 
ing stock" will iodicate freight cars unless otherwise specified. 

The railways of the United States are under constant obliga- 
tion not only to maintain their facilities and equipment, indudhig 
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repairs, retirements, and ordinary replacements, but also to add 
such new facilities and new equipment each year as will enable them 
to keep up with the growth of traffic. There is a clear distinction 
between maintenance of the railway plant at normal level, and such 
improvements and betterments as represent additions to the plant. 
The cost of maintenance is an operating expense, met from current 
revenues and chargeable to ''maintenance of way and structures" 
and ''nuuntenance of equipment" accounts. The cost of additions 
is a capital charge, whether the new facilities and equipment are 
paid for out of surplus earnings or are financed by the sale of securi- 
ties. The distinction is not only one of accounting, but also reflects 
the purposes for which maintenance and additions are carried out. 
Maintenance work is designed to keep a railway in condition to 
meet the normal traffic demands that, judging by past records, will 
be made upon it; new additions are made to care for the added 
traffic that is expected to develop from the growing needs of a 
community, or to promote economy and efficiency in operation. 
These distinctions should be borne clearly in mind, as they have 
a definite bearing on any discussion of physical railway nee<]s. 

Gbowth of Traffic, Equipment and Facilities to 1917 

Growth of railway traffic has been astonishingly great in recent 
years. From 1908 to 1915 the annual increase in tons of revenue 
and non-revenue freight carried one mile, or ton-miles, was less than 
4 per cent, while the number of passengers carried one mile, or 
passenger-miles, increased less than 2 per cent per year. Since 
1915| however, both forms of traffic have grown by leaps and 
bounds. The calendar year 1916 showed an increase in freight 
traffic Over the fiscal year 1915 (ended June 30) of about a third, the 
increase being from a little over 300 billion ton-miles to about 400 
billion ton-miles. This was the growth of a period of eighteen 
months. The calendar year 1917 showed an increase over 1916 of 
not less than 10 per cent, which would place the 1917 traffic in the 
neighborhood of 450 billion ton-miles. For the thirty-month period 
from July 1, 1915, to December 31, 1917, this represents an in- 
crease from about 300 billion to 450 billion ton-miles, or 50 per cent. 
Similarly, passenger-miles increased from 32 billion in the fiscal 
year 1915 to 35 billion in the calendar year 1916, an increase of 
approximately 10 per cent in eighteeen months* The passenger 
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business in 1917 was unusually heavy, partly owing to the demands 
of war travel, and partly to heavy troop movements. While exact 
figures are not as yet available regarding the passenger traffic of 
1917, it was approximately 15 per cent greater than in 1916, which 
would make it not less than 40 biUion passenger-miles. This is an 
increase for the period from 32 billion to 40 billion passenger- 
miles, or about 25 per cent. 

We have thus presented an extraordinary picture of traffic in- 
creases as between the annual periods ended July 1, 1915, and 
December 31, 1917, as follows: 

Ton-miles, from 300 billion to 450 billion a year, or 50 per cent. 
Passenger-miles, from 32 bilUon to 40 billion a year, or 25 per 
cent. 

The significance of these astounding figures will be made ap- 
parent in our discussion of physical needs. 

Bailway mileage has increased but slowly during the past few 
years, the average annual increase being about a thousand miles. 
This refers to miles of line, or first main track. Increase in addi- 
tional trackage, such as second, third and fourth tracks, yard tracks, 
and sidings, constructed to enable railways to handle a more inten- 
sive traffic, has been more rapid than in miles of line. Additional 
trackage has been growing recently at the rate of nearly 2,500 miles 
a year. Applying these annual rates to the thirty-month period 
from July 1, 1915, to December 31, 1917, the best available figures 
make it appear that miles of line increased about 2,500 miles, and 
additional tracks about 6,000 miles. While this represents a con- 
siderable amount of new construction, it is an increase in line mile- 
age of only 1 per cent, and in additional track mileage of about 5 
per cent. Recollection that freight traffic increased 50 per cent 
during the same period and passenger traffic 25 per cent will lead 
to a reaUzation of the additional traffic burden thrown on each mile 
of line in 1917 as compared with 1915. In fact, traffic density as 
measured by ton-miles and passenger-miles per mile of line in- 
creased 48 per cent in the case of freight traffic and 24 per cent in 
the case of passenger traffic. This burden fell primarily on the 
railway staff, secondarily on the terminal facilities, motive power, 
and rolling stock, freight and passenger, and lastly on the other 
facilities included in the railway plant. 

While the growth of traffic was throwing this greatly increased 
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burden onto the raOways, was there a colresponding increase in the 
amount of equipment in service and available to handle the traffic? 
Detailed figures are not available to December 31, 1917, but it is 
possible to approximate an answer to this query. During the eigh- 
teen months from July 1, 1915, to December 31, 1916, the increase 
in number of steam locomotives in railway service was less than 2 
per cent, the increase in freight cars was considerably less than 1 per 
cent, and in passenger cars approximately 1 per cent. The year 
1917 offers a most complex record as to the construction and dis- 
tribution of new equipment, and as will be shown a little later, the 
demands of our allies and of our own armies in France drew off much 
of the production originally intended for the American railways. 
It probably does not overstate the case to say that as a whole 1917 
did not add over 1 per cent to the supi^y either of locomotives, or 
of freight and passenger cars, which would make the number in ser- 
vice on December 31, 1917, greater than on July 1, 1915, by about 
3 per cent in the case of locomotives and about 2 per cent in the case 
of cars. Thus with an added 2 or 3 per cent of equipment, and an 
additional 1 to 5 per cent of trackage, the railways in 1917 were 
handling 25 to 50 per cent more traffic than in 19151^ 

The answer to what seems at first sight a most puzzling riddle 
may be found partly in the fact that 1915 was a year of low traffic, 
partly in the monthly freight efficiency reports issued by the Rail- 
roads' War Board beginning with April, 1917. Such great increases 
in traffic as hav^ just been indicated could not have been handled 
merely by taking up the slack of 1915, but must have been met either 
by greatly increasing railway facilities or by utilizing existing facili- 
ties to a much greater degree than formerly. We have seen that 
mileage and equipment showed very moderate rates of growth from 
1915 to 1917, while traffic was growing by tremendous leaps; the 
first alternative, that of increased facilities, is therefore untenable. 
That the second alternative must more nearly approximate the 
correct solution is confirmed by the War Board efficiency reports 
and by the testimony of close students of the period. During the 
first eight months of the War Board's operations (April to November 

' Owing to the continually increasing size and capacity of equipment, and to 
improvements in other facilitieB, railway facilities do not need to increase pro- 
portionally so fast as traffic. My emphasis m merely on the very wide margin 
hoe shown between the dififerent rates of increase. 
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inclusive) the average load per loaded car increased from 24^ tons 
in 1916 to 27.1 tons in 1917, or 9.3 per cent; the number of tons 
hauled per train increased from 626 tons to 672 tons, or 7.3 per cent; 
finally, the daily mileage of locomotives increased 1 .9 per cent. This 
resulted in a saving of 32 million train-miles and 1,350 million car- 
miles. That is, even with heavier loading, which might logically 
have tended to slow up the movement of trains over the tracks, the 
drive for efficiency inaugurated by the Railroads' War Board had 
its result in greater carloads joined together in heavier trains, 
traveling longer distances each day than formerly. Combining 
these different factors into one, each freight locomotive during the 
seven-month period of 1917 hauled a greater amount of traffic, 
measiu^d in terms of ton-miles, by 11.1 per cent, than during the 
corresponding period of 1916, while similarly each freight car carried 
a greater traffic by 9.9 per cent. Available statistics on passenger 
traffic efficiency are far less definite and complete than those for the 
freight traffic, but with the same equipment limitations as in the 
case of freight, on the one hand, and similar increases in passenger 
traffic on the other hand, the use of each locomotive and car in 
the passenger service must also have increased greatly. 

The comparisons of the preceding paragraph are all of 1917 
with 1916, and portray considerable gains in efficiency in 1917. We 
have already seen that the year 1916 showed great traffic increases 
as compared with 1915, and with but slight additions to equipment 
and other facilities. It seems safe to assume, therefore, that operat- 
ing efficiency in 1916 was at a higher level than in 1915, and this in 
spite of the fact that 1915 was a year of business depression, when 
railway facilities were not being utilized to the fullest. If the effi- 
ciency of 1916 was greater than that of 1915, while the efficiency 
of 1917 was considerably greater than in 1916, it follows that the 
two-year gain in efficiency was more than considerable. 

The foregoing review of growth of traffic, of equipment, and of 
facilities to 1917 brings us to the prospects and needs of the period 
of government control. At the outset we are confronted with the 
annoying fact that difficult as it may be to picture the immediate 
past and grasp the present, it is almost impossible to outline the 
future, even in the most sketchy fashion. What will be the period 
of the war, how will its needs and demands shape themselves, what 
new alignments of men and materials will be necessary before the 
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clarion of peace is sounded? These and many similar queries call 
for answer before the attempt be made to prophei^ the future needs 
of the railways. Yet some idea of the railway future is necessary, 
if our transportation facilities are to be kept up to their mark and 
do their share toward the prosecution of the war and toward the 
later general reconstruction. 

Equipmbnt Problbms in 1917 

Before turning to the future, it may not be unfruitful to glance 
for a moment at the equipment problems confronting the American 
railways in 1917. The annual output of locomotives for domestic 
use has not been below 2,000 for many years, and has risen much 
higher in some years. In 1916 it was slightly over 4,000. Anything 
short of 2,500 would appear insufficient to take care of replace- 
ment and renewal needs. It is clear, of course, that a certain 
amount of construction each year serves merely to fill up such 
gaps in equipment in service as are due to loss by fire or wreck, con- 
signment to the scrap heap because no longer fit for service, and 
obsolescence. Replacements and renewals are for the most part 
charged to operating expenses. Over and above replacement de- 
mands are the demands for entirely new equipment to meet the 
needs of increasing traffic; and the cost of such equipment is a capi- 
tal charge. In 1917 the number of locomotives built for domestic 
use was only 2,600, or less than half the total output for the year, 
the balance being allotted to the French and Russian governments 
and to the American army in France. These 2,600 engines for do- 
mestic order hardly more than met the normal replacement needs of 
the railways. With freight and passenger traffic in 1917 much higher 
than the 1916 and 1915 levels, and with locomotive construction 
hardly sufficient to meet replacement needs, it is clear that what 
motive power was in service in 1917 must have been driven at top 
speed to accomplish the necessary results. 

The situation with regard to freight and passenger cars was not 
so bad, although it was serious enough. The normal replacement 
need for freight cars is probably in the neighborhood of 100,000 cars 
a year. In 1916, construction for domestic use amounted to 135,000 
cars, while in 1917 it dropped slightly below 120,000. That is, the 
domestic supply of freight cars in 1916 and 1917 added about 55,000 
cars above replacement needs to equipment already in service, or 
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something over 2 per cent.* Passenger car construction for domestic 
needs averages normally not less than 2,500 cars. In 1916 it was 
1,800 and in 1917 about 2,000, or below normal. Production of 
freight cars for foreign order in 1917 was about 32,000, while pas- 
senger car construction for foreign use wbb negligible. 

The statistics of the foregoing paragraph may be summarised 
in the statement that with a freight and passenger traffic running 
much greater than in 1915, the supply of new freight cars for do- 
mestic use was only slightly greater tluin sufficient for replacement 
needs, certainly hardly equal to providing for the ab^iormal traffic 
requirements of 1917, while the supply of new locomotives and pas- 
senger cars was not only below normal in 1917, but was probably 
insufficient to meet normal requirements for replacement. 

With this review of 1917 conditions in mind, and having before 
us also the growth of traffic and of equipment and other facilities 
from 1915 to 1917, we may now turn to the prospects for the period 
of government control. Such a survey of futmie prospects must 
rest partly on traffic possibilities and partly on the possibility of 
keeping up the supply of new equipment, rails, bridges, ballast, ties 
and countless other materials that are included under the head of 
facilities. 

TbAFFIC PoSBIBILniBS DURING PERIOD OF GOVERNMENT CONTROL 

First, as to traffic possibilities. In the matter of passenger 
service, it may be assumed that under government control of trans- 
portation facilities and operation the needs of passenger travel will 
be very largely subordinated to the movement of absolutely neces- 
sary war materials and other necessary freight, food and fuel. In 
Great Britain every effort has been made since the outbreak of 
war to reduce passenger travel upon the railways. To effect re- 
ductions low rates have been cancelled, special service has been cut 
down or abolished, free baggage and other privileges have been 
largely withdrawn, and every effort made to induce the general pub- 
lic to refrain from unnecessary travd. When these various devices 
did not produce the fullest results desired, the Railway Executive 
Committee in 1917 took the radical step of increasing passenger 
fares 50 per cent by a stroke of the pen, the avowed object of the 
move bdng to decrease travel rather than to increase revenues, 

^^1 otber rMtnfftions m V^ prospeot, Whatever irtepe mft^ b9 
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taken in the United States to stem the tide of passenger travel dur- 
ing the war, it is safe to predict that serious and earnest attempts 
will be made to keep it down to a reasonable level, if possible, and 
that the demands of the traveling public for such facilities as new 
passenger stations and other convenienceSi and for passenger equip- 
ment (especially for special equipment such as Pullman, drawing, 
observation, restaurant cars, and the like) will not be met until the 
freight service has been taken care of, and that means not at all dur- 
ing the progress of the war. The history of the principal warring 
nations has given us a striking picture of official effort to keep down 
passenger travel, and we may reasonably assume that the United 
States will soon be a figure in the same picture. In fact, efforts 
have already been made, both under private management and gov- 
ernment control, to make travel less attractive by providing less 
trains and fewer special services and conveniences per train. Pas- 
senger traffic may be kept stationary, or may even be reduced if that 
proves practicable. 

The problem of freight transportation is wholly different. If 
the United States is to be a significant factor in winning the war, her 
transportation system must be tuned up to highest pitch, both to 
meet the normal and legitimate demands of our economic activities, 
to supply vital munitions and supplies to our troops across the seas, 
and to assist our allies with the essential food and other supplies that 
will hold up their hands in the final stages of the conflict. Freight 
traffic will probably continue at its maximum, then, during the re- 
mainder of the war period. The maximum to date was the freight 
record of 1917, which was in the neighborhood of 450 billion ton- 
miles. In fact, the war demands for transportation in 1918 and 
later years may go above this maximum of 450 billion ton-miles. 
True, the traffic will be different in many respects, will be in different 
directions, and will be made up of different articles and in different 
proportions from that of normal times, but that the speeding up of 
our war machine will lay demands on our transportation system far 
above any yet made seems almost beyond question. Let us assume 
at the beginning, therefore, that traffic demands during the period 
of government control will be more likely to increase than tQ 
decrease. 
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GoYSBNUBNT Uthjsation OF Eqxjipiobnt and Facilitibs 

How will these demands be met? By utOmng the existing 
railway plant to fuller capacity than ever before, or by increaong 
the plant? Probably both methods wiD be called into play. In 
the fibrst place, government unification should lead to nuiny improve- 
ments in the utilization and co5rdination of railway facilities. The 
President's address to Ck)ngress on January 4, 1918, stated this 
clearly in the following words: 

It had become umnistakably plain that only under gOTemment administra- 
tion can the entire equipment of the several systems of transportation be fully 
and unreservedly thrown into a common service without injurious discrimination 
against particular properties. Only under government administratioii can an 
absolutely unrestricted and unembarrassed common use be made of all tracks, 
terminals, terminal facilities and equipment of every kind. Only under that 
authority can new terminals be constructed and developed without regard to the 
requirements or limitations of particular roads. But under government adminis- 
tration all these things will be possible, — not instantly, but as fast as practical 
difficulties, which cannot be merely conjured away, give way before the new 

mAJMltf»| |Mff>t. 

The routing privileges heretofore held by the shipper, under 
the provisions of the Interstate Commerce Act, can be withdrawn 
by the Director General of Railroads if he deems desirable, and a 
hampering element in freight transportation be removed thereby. 
As a matter of fact, the congested situation in the east has already 
compelled the waiving of this privilege in many instances. At first 
sight it may not appear clear why the routing privilege hampered 
traffic, but second thought will bring into relief the fact that con- 
gestion could not be relieved at terminal or junction points, or at 
gateways into the east from west and south, so long as shippers were 
directing that certain freight shipments should move into or through 
those very terminals, junctions, or gateways. It actually happened 
during the summer of 1917 that the Railroads' War Board pleaded 
with large shippers of certain food supplies to relieve congestion at 
the Pittsburgh gateway by diverting their traffic through the south- 
east. The War Board could not accomplish this because the law 
tied their hands; the food administration took up the matter and 
the diversion was accomplished. Under government control freight 
can be routed with little reference to the preferences of the shipper; 
the chief consideration will be to move freight, and to move it 
quickly. 



Physical Nbbdb of thb Railways 51 

Again, government control can unify the supply and distribu- 
tion of motive power and equipment, making of it virtually a na* 
tional pool. The Railroads' War Board in 1917 pooled several kinds 
of freight car equipment by meeting demands for cars from what- 
ever source happened to be available. Motive power was also 
pooled to a limited degree in December. Congestion in the Pitts- 
burgh district grew so serious that 100 western freight locomotives 
were commandeered by the War Board and placed in eastern ser- 
vice, while to relieve the coal situation in the West Virginia district 
25 locomotives were drawn from southeastern roads and turned over 
to two roads operating in that district. These efforts, excellently 
designed as they were, could be but partial solutions of the problem 
of congestion. The government can organize an extensive pool of 
motive power and of freight equipment without delay, friction, or 
any of the hampering restrictions that may accompany deals be- 
tween separate roads. In fact a step in this direction was taken 
by Director General McAdoo in January, when he directed Ameri- 
can locomotive builders to deliver to specific eastern lines all loco- 
motives completed during the months of January, February and 
March for railway order, regardless of the roads for which they were 
under construction. It was estimated that this would release 700 
locomotives for almost immediate service in the east during the 
three-month period, only a part of which had actually been ordered 
by eastern roads. 

Further, the Railroads' War Board pooled certain forms of 
freight traffic, notably the lake coal pool of June, the tide-water coal 
pool of July, and also iron ore pools at the lake ports. By agree- 
ment, shippers of coal and iron ore patriotically waived their indi- 
vidual identities for the time being and delivered their products at a 
common point or points, to be drawn against for whatever purpose 
seemed most needful. Shippers of other goods also threw their 
goods into what were virtually common pools of their kind of prod- 
uct. But while the War Board met with considerable success in 
the pooling of traffic, they were prohibited by law from pooling 
freight revenues, and this prohibition was a bar to the fullest suc- 
cess of their efforts. Roads that lost traffic in 1917 through pooling 
operations lost revenue as well, and while losses were incurred with- 
out protest by many roads, the inequity of the situation spelled 
failure. for any widespread extension of pooling measures. The 
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Director General is hampered by no anti-pooling or anti-trust laws, 
and the guarantee to each road of its normal net income makes it, 
for the time being, a matter of little moment how, in what direc« 
tions, and by what routes traffic is collected, forwarded, pooled, or 
otherwise disposed of. 

Thus it becomes clear why the government, as the controller of 
the railway system, will be subject to none of the hampering restric- 
tions which undoubtedly had their share in bringing about the 
events that resulted in the President's proclamation. 

Not only can cars be pooled and distributed without restric- 
tion, but all the related and complex questions of car supply, of 
demurrage charges, of free time for loading and unloading, and other 
perplexing problems underlying car service, can be solved at one 
stroke by the government. Several steps have already been taken in 
that direction, as in the rules fixing demurrage rates on a sliding 
scale that become almost prohibitive after a week, and instituting 
definite restrictions as to free time for loading and unloading. The 
Director General may conceivably travel farther along the same 
line before the period of government control is terminated. Here, 
too, the Railroads' War Board through its important sub-committee, 
the Commission on Car Service, had attempted a solution of the 
problem with definite results. Freight congestion is largely a mat- 
ter of inadequate car supply and imeven car distribution as be- 
tween localities. The War Board's reports of total car shortage 
throughout the United States in 1917 throw light on the results 
attained by the Board through the Car Service Commission. From 
May 1 the total car shortage, that Is, cars for which there was de- 
mand but no immediately available supply, fell rapidly to Septem- 
ber 1, then reacted quickly to a high level on November 1. This 
reaction was partly seasonal, but probably represented also in part 
the rising tide of traffic offered. 

The Railroads' War Board met also with considerable co- 
operation from shippers in their campaign to increase car loading. 
Rules governing minimum weights were modified by the roads, and 
many shippers agreed to sink the identity of their goods and com- 
bine similar products from different factories in common carloads. 
The result of this campaign is reflected in the increased carload 
averages of 1917 already referred to, amounting to nearly 10 per 
cent. 
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Ab to making the present supply of motive power and rolling 
stock available, then, the government will have virtually a free hand. 
The only hampering factor may be found in the fact that during 1917 
the pressure of traffic, the shortage of labor, and the high cost of 
materials kept some roads from maintaining their equipment at the 
highest level of repair. This applies more specifically to motive 
power than to cars, and also in some degree to track maintenance. 

The question of the adequacy of maintenance work is extremely 
difficult of solution. That the maintenance level in 1917 was not 
sufficient to the heavy traffic of that year may be admitted, but the 
reasons are a matter of some discussion. The cost of transporta- 
tion increased 28.9 per cent during the first eleven months of 1917, 
while maintenance costs increased only 11.1 per cent, maintenance 
of equipment increasing 14.9 per cent and maintenance of way 6.6 
per cent. This comparison is only suggestive, inasmuch as labor 
and materials enter into transportation and into maintenance in 
different proportions, yet it has a certain significance. It seems 
reasonable to consider the scarcity of labor, the high cost of 
materials, and the terrific pressure of war traffic which forced equip- 
ment to remain in service when it might ordinarily have been 
shopped, as the predominant causes for the relatively low main- 
tenance of 1917. Railway shop labor was unusually mobile, owing 
to the competition of higher wages in munitions and other factories, 
and flowed into other industries with appalling ease, some railway 
shops turning over their forces two or three times during the year. 
This shortage of shop labor had an especially disastrous effect on 
the maintenance of equipment. 

This disjposes of the problem of inadequate utilization of equip- 
ment and brings us to the more difficult problem of the supply of 
equipment and other facilities, and necessary additions thereto. 
This problem introduces factors so complex and so vast that we can 
hardly attempt more than a brief enumeration of the factors and a 
statement of their general relationship to the question as a whole. 

Needed Equipment and Facilittbs xtndbb Government Control 

To begin with, it must be clear that a living organism must 
either grow or degenerate. The transportation system is a part of 
the economic body of a people ; it furnishes the economic arteries and 
pumps goods through those arteries. It must live and grow, or the 
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people's progress is doomed. We have seen that the past two and a 
half 3reafs have added little to the facilities of the roads, compared 
with the great increase in traffic. We have also seen that traffic 
will continue at a high level, perhaps higher than in 1917, and that 
the general condition of railway equipment and facilities at the be- 
ginning of 1918 is on some roads below par. These various realiza- 
tions lead necessarily to the conclusion that new facilities and new 
equipment must be added under government control and in con- 
siderable amounts, if the railways are to perform their full share in 
the war. 

In the earlier analysis of maintenance and additions, we saw 
that the former is chaigeable to operating expenses, while the latter 
is a capital item that may be charged to surplus or provided for by 
means of new securities. As to railway maintenance work during 
the period of government control, that should proceed on a fully 
adequate level. This evident fact is recognised in the legislation 
now before Congress (which may become law before this is in print), 
which specifically provides for adequate maintenance and depreda- 
tion charges.* These should take care of war time requirements for 
repairs to equipment and facilities, for replacements, and for ordi- 
nary renewals. As expenditures of this nature are chargeable to 
operating expense, they will be guaranteed by the federal govern- 
ment during the period of control. Under these conditions, there 
should be no reason why the railways cannot keep up their plant to 
a fair degree of efficiency, barring only the war time exigencies of 
the supply of labor and of materials. 

Riulways never stop improvement work. Even under the 
uncertain financial and operating conditions of the last six months 
of 1917, the roads invested about (200,000,000 in their properties, 
in large measure for the purpose of bringing their plant nearer the 
point of most efficient service. We may assume that during the 
period of government control the railways will so far as possible 
^ continue their custom of putting a portion of net earnings back into 

* The language of the proposed Senate bill is as follows: "The Ptesideiit is 
further authorised to make in such agreement all reasonable provisions for the 
maintenance, repair, and renewals of the property for the depreciation thereof and 
for the creation of necessary reserve funds in connectbn therewith, to the end 
that at the termination of federal control the property shall be returned to each 
cairier in substantially as good repair and in substantially as complete equip- 
ment as at the beginning of federal control." 
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their plant, and will invest part of the net operating income (the 
so-caUed "standard return" of the law) guaranteed them by the 
government, in their properties in the shape of additions to facilities 
and equipment. The standard return as provided in the proposed 
bill amoimts to something over $900,000,000 a year. There should 
be added to this an amount of from $50,000,000 to $100,000,000 of 
net income from other sources. Out of the sum of the standard 
return and this net income the roads must take care of war taxes, 
interest and other fixed charges, and must meet dividend require- 
ments. A large part of what balance is left will undoubtedly be 
invested in their plant, in the form of additions and betterments. 
Many of the weaker roads will have no balance for improvements, 
so that improvements out of the standard returns will necessarily 
represent amounts expended by the more prosperous roads out of 
their own balances on their own properties. Even for strong roads, 
the money available for additions and betterments out of the stand- 
ard return will almost certainly be insufficient for necessary additions 
to the plant during the period of control, and this wiQ be the case, 
afartiari, with the roads that have no balance. In other words, the 
weaker roads certainly, and the stronger roads probably, wiQ be 
forced to secure new capital for needed additions to their plants. 

While there is no absolute distinction between improvement 
work financed by sale of securities and that paid for from net earn- 
ings, yet improvements charged to earnings are usually of the kind 
represented by increasing the weight of rail, the size of cars, the 
weight and tractive power of locomotives, and adding more ballast, 
more ties, and the like — ^in short, an aggregate of many small im- 
provements; while improvements financed by security issues are 
usually large-scale additions to the plant, such as the construction 
of new lines or branches, the purchase at one time of a hundred new 
locomotives or a thousand new cars, or the construction of a com- 
pletely new terminal. 

If the foregoing reasoning is correct it follows that considerable 
new capital must be raised during the period of government con- 
trol, and that such new capital must be expended upon the many 
additional facilities that the demands of war traffic and general war 
conditions wiQ call for. Briefly summarized, such facilities wiQ 
comprise principally the following: 
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Terminal facilities. These are needed as much as any 
other kind of facility. 

Additional tracks, especially in terminal yards and at 
concentration points. 

Additional lines into port terminals as developed, to new 
shipbuilding plants demanded by war needs, and to training 
camps, embarkation stations, quartermaster depots, and the 
like. Considerable work of this nature was carried on in 1917; 
it will be needed in much greater degree as the participation of 
the United States in the war grows greater. 

Improved shopping and other working facilities These 
are needed to keep equipment in order, to conserve man-power, 
and to enable more work to be produced by each man. 

Increased motive power. Even with the locomotives of 
the American railways in one gigantic pool, and with the diver- 
sion of passenger locomotives into freight service, the demands 
will probably exceed the available supply. High-powered 
locomotives capable of hauling heavy freight trains will be 
especially needed, and it will be absolutely essential to add 
engines of this type to railway equipment. 

There must also be a considerable addition to the freight 
car equipment. The roads wiU need a considerable number of 
coal and ore cars, also other freight cars of many lands. 

What will be the aggregate amount and total cost of new facili- 
ties and equipment needed by the railways during each year of gov- 
ernment control, whether paid for out of standard return or from 
new capital issues? Clearly any attempt at estimating either the 
physical units needed, or their aggregate cost, will be but an approxi- 
mation. Yet we may assume that capital must be forthcoming 
during each year of government control for 3,000 new miles of track 
of all kinds — say 500 miles of main line, and 2,500 miles of additional 
tracks, yard tracks and sidings — and that the demand for new equip- 
ment over and above renewal needs will amount to 2,000 loco- 
motives and 50,000 freight cars. The cost of these facilities, and 
of other facilities that may be required, may be estimated roughly 
as follows: 

500 miles of line ® $36,000 $17,600,000 

2,600 miles of other track ® $26,000 62,600,000 

2,000 locomotives ® $76,000 160,000,000 

60,000 freight care @ $2,600 126,000,000 

Other facilities, not less than 200,000,000 

Total 1066,000,000 
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These rough estimates are all conservatively made, with due 
regard to current prices and prevailing labor conditions and wages. 
For example, in arriving at (25,000 as the average oost of laying a 
mile of track, no account was taken of the original cost of the land, 
but merely of the cost of rails, ties, ballast, and track fastenings, 
the cost of grading and filling, and a very moderate estimate of the 
labor cost of laying the rail, as follows: 

RaU (100 lbs. per yd.) 167 tons i® S40 $6,280 

Ballast (2 ft. deep, 7 ft. wide) 2,740 cu. yds. @ $1 2,740 

Ties, 2,000 & $1.00 2,000 

Track fastenings (fioga, switch fastenings, tie plates, bolts, etc.) 2,000 

Grading, filling, etc 6,000 

Labor oost per mile 5,980 

Total $26,000 

Miles of line have been estimated at $35,000 per mile, to allow 
ioT cost of land and for buildings that may need to be erected. 
This is a very low average. 

In brief, the best attempt at a guess — for it is nothing more at 
present — leads to the opinion that the railways of the United States, 
while under the control of the federal government, will not only be 
under the necessity of adequately maintaining their equipment and 
other facilities, including all repairs, renewals, and replacements, 
with proper depreciation charges, but will also put into their plant 
each year an amount certainly not less than $500,000,000 — ^probably 
more — ^that will represent additions and improvements to plant. 
Maintenance charges will be cleared through the operating expense 
accounts. The cost of additions and betterments must be borne in 
large part by the issuance of new securities. How these securities 
shall be financed is no concern of the present inquiry; what does con- 
cern us is that for capital account the railways must expend not 
less than half a billion a year on their properties during the period 
of government control. This amount is if anything moderate and 
conservative; only a small part of it can come out of the standard 
return, while a considerable part must be financed in the open 
market. It would seem to foUow as a logical conclusion that the 
greater the standard return allowed to the railways, the smaller the 
amount for which special financing arrangements must be made by 
the Director General of Railroads. The railways may safely be 
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expected to invest the larg^Bt possible proportion of their standard 
return in their properties, while the Director General will certainly 
keep the aggregate of railroad finapcing at a miniTniifn consistent 
with efficient operation. Whatever the results of these various 
efforts, it seems reasonable to conclude that the aggregate amount 
of capital needed each year will more likely be above $500,000,000 
than below that figure, and furthermore, that a large proportion 
of this annual amount will call for the issue of new securities. 

Nan. — Since this article went to press, the Director General of Railroads has 
iasued blank forma to all railways, requesting that they be filled out with statia- 
tioB aa to the needs of the roada for new equipment, for additiona and betterments, 
and for new eoctensions of road or branches. The returns made on these forms, 
when compiled, will throw a flood of li|^t on the problem which I have 
attempted to picture in its broad outlines. — J. H. P. 



ADJUSTMENT OF LABOR'S DEMANDS DURING FEDERAL 
CONTROL OF RAILROAD OPERATION 

Bt Glenn E. Plumb 

Legal Status of Railboad Propbbties 

Railroads are public highways, so declared by the various state 
constitutions, and so held by the Supreme Court from the begin- 
ning of railroad history. They are in the nature of things public 
highways to be used in a particular manner, but highwajrs devoted 
exclusively to public use, and over which the public have an inde- 
feasible right of transportation. Under the terms and conditions 
prescribed by law the operation of railroads as public highways is 
purely a function of government, the exercise of which has been 
delegated by the various states to the corporations which they have 
created for that particular exclusive purpose. All of the property 
which railroad corporations have been permitted to acquire 
under the terms of their charters is held subject to the perpetual 
right of passage retained by the public. Public highways are mat- 
ters purely of public concern, in which no private property interest 
can exist, except such interests as have been conferred by legislative 
enactment. The extent of these private interests must be deter- 
mined from the terms of the grants under which they have their 
existence. All interests in public highwa3rs, which are not included 
within the grant which the legislature has made, remain in the pub- 
lic. All of the functions which railroad corporations exercise under 
their charters are delegated governmental functions. 

There are naturally three separate and distinct interests in 
railroad properties: the interests of labor, the interests of capital, 
and the interests which the public have retained in this property 
which has been acquired solely for public use. Labor's interests 
are inherent, not based on grant or legislative enactment, save for 
those rights which are protected by remedial legislation. Labor 
has the right to demand, and the public interests require that it 
shall obtain, sufficient remuneration to attract men of the required 
intelligence to offer their employment in the service, and to provide 
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sufficient inducement to retain these men in the public service. The 
interests^ of capital are protected by contract and based on legisla- 
tive and charter grants. Under such grants capital is entitled to 
receive ^ fair return for its use in the public service, and this fair 
return must be so construed as to afford sufficient inducement to 
attract capital to the public service and to retain it permanently 
in that service. The public interest requires that the tax levied in 
the shape of toUs and charges shall produce an amoimt sufficient to 
satisfy the interest of labor and provide the agreed returns on capi- 
tal, in addition to protecting the integrity of the investment through 
proper maintenance and renewal charges. The public interest is 
entitled to protection against the imposition of tolls and charges in 
excess of the rates necessary to produce an income which shall satisfy 
the requirements of labor and of capital. 

Extent of Labor's Interests in Bailroad Properties 

I wish to outline, briefly, the extent of labor's interests in rail- 
road properties: first, as to the number of citizens directly affected 
by such interests; and second, the amount and importance of the 
financial interests involved. 

There are approximately 1,700,000 men employed in railroad 
operation within the United States. Allowing three dependents 16 
each worker, 6,800,000 are directly dependent upon railroad opera- 
tion for their livelihood. This is about one-sixteenth of the popula- 
tion of the continental United States. This proportion of the total 
population is therefore more directly interested in the solution of 
railway problems than the rest of the entire citizenry of the 
country. 

The public paid in wages and salary to the 1,700,000 men who 
operated these railways, in the year 1916, the sum of $1,500,000,000. 
For the use of capital in the same year there was paid, in dividends 
and interest, the sum of $827,000,000. The owners of the money 
which was devoted to railway service of the public have capitalized 
their investment at $21,000,000,000. If the return paid to labor 
were capitalized on the same basis, it would represent a labor in- 
vestment of upwards of $37,000,000,000. This actual labor invest- 
ment is nearly double the amount for which the actual money in- 
vestment has been capitalized. The capitalization of the money 
investment, however, does not actually represent the number of 



\ 



Adjustment or Labob's DeIi ands 61 

dollars employed in the public service, but represents merely the 
par value of the securities which have been issued against an actual 
investment of dollars which is very much less in amount than that 
which the face or par value of the securities purports to represent. 

The number of dollars actually employed in the service of the 
public in railroad operation, and entitled by reason of that service 
to receive a return in interest or dividends, corresponds, in principle, 
to the number of men employed in this service, and entitled to re- 
ceive compensation in the form of wages or salaries. It is just as 
much a fraud against the public to pad the dollar pa3rroll in such a 
manner as to require an increased exercise of the state's delegated 
power of taxation, in order to pay a return on such a padded capital 
payroll, as it would be to pad the wage payroll. 

In the present situation there is no padding of pa3rrolls for the 
advantage of labor. No fictitious names appear on such pa3rrolls. 
No amounts are paid out for services which are not actually ren- 
dered. The number of men employed, the hours, days, or months 
of their service, are definitely ascertained. The amounts which 
they receive for the services actually rendered are known with great 
certainty. The public are not defrauded by the payment of wages 
for fictitious employes who render no service. 

It is not so with capital. We do not know the number of dol- 
lars actually invested and which at this time are employed in the 
service of the public. We only know that the capital payroll pur- 
ports to represent $21,000,000,000, which are alleged to be serving 
the public, but it is admitted that $4,000,000,000 of this amount is 
duplicate capitalization, and it is also admitted that the remaining 
$17,000,000,000 of secu^ties do not in all cases represent the actual 
number of dollars devoted to the public service, — as in the Alton 
case. Its capitalization is $121,000,000, yet Mr. Harriman ad- 
mitted, when on the stand before the Interstate Conmierce Com- 
mission, that $60,000,000 of these securities outstanding did not 
represent a single dollar of property or investment. The most con- 
servative defender of railroad securities will not attempt to defend 
the Alton capitalization, and it is severely condemned by railroad 
financiers themselves, but it is so condemned only because the facts 
in the case have become established. The record is known, and 
while not all railroads have practiced the same frauds, to the same 
extent, few railroads are free from this taint in their financiering; 
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and many railroads equal, or exceed, in the extent of the frauds 
which they have perpetrated, the known facts in the Alton case. 

Labor is capital. The engineer who commands and is paid a 
wage of $1,200 per year performs a service exactly equivalent in 
importance to the public as does the investment of $20,000 for which 
the public pays a return of 6 per cent per year. The capital invest- 
ment and the labor investment are identical in worth and impor- 
tance. The one is entitled to as much protection as the other. 
Neither is entitled to any advantage or privilege denied to the other, 
but so long as a capital investment of $20,000 is permitted to mas- 
querade as an investment of twice that amount, and to receive for 
its services a double wage, by means of fictitious bookkeeping, capi- 
tal does receive an advantage which is denied to labor, and that ad- 
vantage must represent a corresponding loss or burden which either 
labor, the public, or both, must bear. 

Heretofore when labor has approached capital as its employer 
and asked for a betterment of working conditions, or an increase in 
the compensation to be paid for its services, capital has always 
replied: 

Tbe rates which we may charge the public for the use of our property are 
fixed by law. We cannot increaae our returns without lesudative enactment. 
The net returns now secured under ensting rates are not sufficient to give us a 
reasonable return upon the amount for which we have capitaliied our investment, 
therefore, we cannot increase your wages, unless you can procure for us a corre- 
qx>nding increase in rates. 

These rates, and any increase thereof, must be borne directly by the 
public, so that the labor organizations, in seeking to obtain better 
wage conditions, have always been placed in direct opposition to the 
public interests. It has always been made to appear that the 
laborer, through his organization, was seeking to obtain a benefit 
for himself at the expense of the public. 

Whenever capital has consented to increase the wages of labor 
it has immediately sought to secure an increase in rates, upon the 
ground that more money wa& needed to meet the increased operat- 
ing expenses, and that as the net returns were not sufficient to pay 
reasonable dividends on the number of dollars then expressed as 
being in the public service, the increased cost of wages must be met 
by an increased rate of charges. 

The carriers have been strenuously contending that all of the 
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profits which they can make under rates fixed by law are the ex- 
clusive property of the owners of the money invested in the enter- 
prise; that the amount of such net profits represents the value of 
their properties; and that they are entitled to capitalize the value 
so determined. They further contend that they are entitled to 
establish such rates as will protect the value so determined. 

If this be true, then the greater their net receipts, the greater 
the value of the interest which they claim in such properties. Any 
value which accrues to them by reason of a rate increase would be 
a property right, protected by the Constitution, and could not be 
diminished by an increase in wages made by direction of the govern- 
ment, without depriving them of the value of their so-called prop- 
erty right The evil of the situation lies in the uncertainty as to the 
extent of the private interest which belongs to the owners of the dol- 
lars invested in such properties. If that interest were ascertained 
and made definite, the evils of the old system of railroad operation 
would be very greatly corrected. There must be a determination of 
the actual number of dollars invested in such properties. We must 
know how many dollars are employed in the public service, and what 
reasonable return they are entitled to receive. When these facts 
are judicially ascertained, then we can limit the taxing power so that 
no more than the necessary amounts of money shall be provided. 
If more is provided we can require that the excess, which the public 
has paid, shall be devoted to the public use in such manner as not to 
increase private interests. If such excess be expended in better- 
ments or additions to property, then the value of these betterments 
or additions is a part of the value of the public interest. It is not to 
be added to the value of the private interest. If it be just, such 
excess earnings can be appliedvto increase wages without increasing 
rates or diminishing rates without lessening wages. 

What Abb the Exact Rights of Capital in Railroad 

Pbopebties? 

The railroad labor organizations have determined that in the 
interest of labor the exact rights of capital in railroad properties 
must be definitely ascertained. These organizations believe that 
this is also in the interest of the public, and this must be done 
whether the railroads are to be operated under governmental con- 
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trol or are to be returned to private operation, subject to govern- 
mental regulation. 

The government has now reassumed to itself its proper func- 
tion of operating these public highways. However, it is obligated to 
pay to the corporations, to whom the government had delegated 
the exercise of these functions, what is entitled ''just compensa- 
tion." This ''just compensation" has been arbitrarily assumed to 
be an annual amount, equivalent, as nearly as may be, to the average 
annual net operating revenues for the years 1915, 1916 and 1917. 
No attempt has been made to ascertain whether or not this so-called 
"just compensation" is sufficient to meet the legal demands of capi- 
tal, or is more than enough to pay compensation for the amount of 
money actually devoted to the public service. If it is not enough 
we should know it. If it is more than enough the public are being 
unjustly taxed, and if the public are being unjustly taxed for the 
benefit of cap'tal, it becomes correspondingly more difficult to in- 
crease this tax to meet the just demands of labor. The necessity 
for a final determination of the amount of money required to meet 
the lawful demands of capital is greater, if possible, under govern- 
ment control than it would be 'under private operation. 

Labor recognizes that an existing property right cannot be 
taken away by new legislation, without making just compensation 
for the value of the right. All existing rights must be determined 
under existing laws. We are firmly convinced that the laws, as they 
are now written in the constitutions and statutes of the various 
states, as construed by their supreme courts, and the Supreme Court 
of the United States, do afford an ample and sufficient basis for the 
determination of such rights. These laws do provide: (1) that 
railroads are public highways; (2) that the operation of a public 
highway is a governmental function; (3) that railroad corporations 
are agencies created for the exercise of these governmental func- 
tions; (4) that no private property interest can exist in a public 
highway, except that which is based upon a legislative grant; and 
(5) that corporations cannot acquire, or assert against the public 
any property interest, right or privilege, except those which have 
been granted by their charters, or the laws under which they 
operate. 

If these premises are to be accepted, it necessarily follows that 
the extent of the property interests which corporations may enjpy. 
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in the public highways which they operate, must be determined 
from a study of the charter provisions under which they have ac- 
quired these properties, together with the limitations imposed by the 
laws of the jurisdiction within which they operate. 

Rights of Capital Must Be Determined bt Chabters and Laws 

The limitations of this article preclude anything more than an 
outline of the theory above stated. The privilege of issuing rail- 
road securities is a corporate franchise. The limitations imposed 
upon this privilege are expressed in the grant, or the laws imder 
which the grant was made. Corporations, being creatures of 
statute, do not receive their franchises from the common law, but 
the common law has imposed many limitations upon the powers of 
corporations — ^limitations which the experience of mankind, under 
the English system of government, has found necessary in order to 
preserve public rights against the encroachment of granted priv- 
ileges. Among these limitations so imposed by the common law is 
the principle that unless directly authorized to do so by its charter, 
the corporation may not issue stocks or bonds of a par value in ex- 
cess of the amount of money actually paid into the corporation, as a 
guaranty for the performance of its franchises. This is perhaps best 
exemplified by the decision of the Supreme Court of Alabama in 
Commerddl Fire Insurance Company v. Boards 99 Ala., 1 at page 4, 
where the Court said: 

Caintal stook is the sum fixed by the corporate charter as the amount paid in, 
or to be paid in, by the stockholders, for the prosecution of the businesB of the 
corporation, and for the benefit of corporate creditors. The capital stock is to be 
clearly distinguished from the amount of property possessed by the corpora- 
tion. .... At common law the capital stock does not vary, but remains 
fixed, although the actual property of the corporation may fluctuate widely in 

value, and may be diminished by losses, or increased by gains When 

we speak of capital stock of a corporation we are understood to refer to the sum 
subscribed in its organisation. When we speak of stock we mean the certifio^te 
issued by the corporation to the shareholders, which certificates, like titles to prop- 
erty, furnish the evidence of ownership of the shares of stock. Capital stock Is 
the aggregate of money or other valuable things contributed or paid into the com- 
mon treasury, as condition of the exercise of corporate functions, and a security 
for their faithful and prudent exercise. It is the property of the corporation, 
charged with a trust, it is true; but nevertheless, in its possesston and oontroL 

This common law requirement, that the amount invested in the 
exercise of the corporate franchise should be the exact equivalent of 
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the par value of the corporate securities issued, was, in the early 
years of raib-oad history, modified to some extent by the different 
state legislatures. The abuses resulting from the legislative priv- 
ileges so granted became so scandalous that, beginning with Illinois 
in 1870; the people of the various states, through their constitutions, 
restored this old common law limitation to its former vigor and effect 
and at the same time deprived the legislatiure of any power in the 
future to in any way abate this requirement. 

Railroad history began about the year 1830. This common 
law limitation upon the privilege of issuing stocks and bonds was 
then fully recognized. Railroad builders recognizing this limitation 
and faced with the difficulty of financing their promotions if held to 
this strict letter of the law, began to include in the charters which at 
that time were directly granted by legislative enactment, provisions 
authorizing them to issue their stocks and bonds for a consideration 
less than par. In many instances these charters specifically pro- 
vided that such securities might be issued for any price the directors 
saw fit to accept and that, when so issued, they should have the 
same validity as though issued at par. The legislative authority 
so conferred upon these corporations was in abrogation of the com- 
mon law and undoubtedly made legal the issuance of what would 
otherwise have been fictitious securities. 

At the close of the Civil War, although we were then in the early 
stages of railroad development, there had been many scandalous 
emissions of watered securities which called forth a tremendous 
popular protest. At that time the railroads claimed that they had ' 
a right to earn a reasonable return upon the par value of the securi- 
ties so issued. Many of the states faced this problem in the con- 
stitutional conventions called to frame new constitutions. Illinois, 
in 1870, adopted its present constitution in which it embodied the 
following provision: 

No railioad corporation shall issue its stock or bonds except for money, labor, 
or property actually received and applied to the purpose for which such corpora- 
tion was created. Any stock dividend, or other fictitious increase of capital 
stock or indebtedness shall be void. 

The right asserted by the railroads at that time was that they 
had conferred upon them by their charters the right or privilege of 
charging such toll as would afford them a reasonable return upon the 
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par value of the securities which they had issued. In the constitu- 
tional debates, this assertion of right was met by the declaration 
that in order to prevent unjust taxation the people would provide 
in their constitution that the issuance of securities must exactly 
correspond with the actual investment made, in order that the re- 
turns received by the holders of such securities might be accurately 
known to the public and in order that the power of regulation might 
be intelligently exercised. At that time no railroad company had 
ever asserted that it was entitled to receive a return upon the value 
of its property. 

In the IHinois constitutional debates, Judge Elliott Anthony in 
discussing the proposed adoption of the provision limiting the issu- 
ance of securities, said: 

I wish to explain for a moment where the evils oome into the oommunity by 
the increase of the capital stock. The managers care nothing about the pubUo, 
but in order to keep up the stock, they raise the rates of freight in order to declare 
dividends upon the watered stock. It is a fact well known that the moment these 
managers, who care nothing for the public, get control of the railroads and its' 
earnings, they use them for the purpose of making money and stock manipulating. 
Rates are increased birgely, by which they seek to make their watered stock pay 
dividends and keep it up in the market, and the injury to the public is very great. 

Shortly thereafter Pennsylvania incorporated a Uke provision in 
its new constitution, and Mr. Howard, in addressing the conven- 
tion in the debates on this provision, said: 

But hereafter it should be known that the stock will not be allowed to be in- 
creased without limit. We should know that the stock is to be used for a legiti- 
mate and a valuable purpose; that it is to build railroads; that the issue of stock 
is necessary to bmld them, and that it is not the intention to water the stock or 
increase it unnecessarily. After this stock is increased it must be made to earn 
dividends; it must make its proper interest, and the people of the Commonwealth 
must be taxed in the price of transportation for the purpose of raising money to 
pay dividends on that stock, and, therefore, it is the right of the people to know 
that those issues of stock are necessary and that the proceeds are to be used for 
legitimate and proper improvements. 

In the Kentucky constitutional debates, in discussing a like pro- 
vision, Mr. Clardy said: 

Now, it is a fact that a great many corporations in this State and elsewhere 
would show a much larger dividend, and the people would be able to see to what 
extent they had been imposed upon by these corporations, if it was not for the fact 
that the stock represents something which really does not exist, and this we seek 
to avoid in this fifth seetum. 
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Space will not permit me to go further into this phase of the 
historical development of constitutional provisions. Enough has 
been shown to demonstrate that the people, in the adoption of these 
provisions, clearly intended to compel railroad companies to make 
the par value of the securities issued by them coincide with the 
amount of investment made by the subscribers to such securities, 
and that the corporation's right or power to tax the people by the 
imposition of tolls and charges should be strictly limited to such 
exercise of that power of delegated taxation as would procure a rea- 
sonable return upon the investment which the subscribers to such 
securities had made in the corporation. 

This constitjutional provision has been embodied in nearly 
every new state constitution adopted since 1870, with the exception 
of the states of New York and Ohio, and in Ohio similar provisions 
are embodied in that portion of the constitution authorizing the 
creation of the state utilities commission. 

In many other states in which no new constitutions have since 
been adopted, like limitations have been established by legislative 
enactment. The effect of this constitutional provision was to re- 
store to full force and vigor the former common law limitation im* 
posed upon all corporations, and it had the further effect, in the 
various states which had adopted this provision, of depriving the 
legislature of any power thereafter to remove the limitation so im- 
posed. The Supreme Court of Illinois, in the case of People v. 
Union Consolidated Elevated Railway Co., 263 111., 32, held that by 
this provision of the constitution: 

The State retains the right to regulate rates charged by railroads, but it has 
not the power to fix tolls or charges at so low a rate as to destroy the investment 
or deprive the Company of its right to a reasonable return on the investment. 

This constitutional declaration that issues of securities of a par 
value in excess of the investment actually made and applied to cor- 
porate purposes should be void now prevails in some 26 states. The 
common law prevails in all states except Louisiana and some code 
states, but in Louisiana the constitution prescribes the same limita- 
tion and in many of the code states like provisions have been sup- 
plied by the legislature. In many states that have not adopted new 
constitutions ^ce 1870 this limitation has been imposed by statute. 
The purpose of this liniitation, as construed by the Supreme Court 
of Illinois, was to preserve in the state a right to regulate the use of 
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these highways, provided that in such regulation the state did not 
deprive the carrier of its investment or a fair return upon the invest- 
ment. 

The full extent of the private interest which the legislature has 
granted to carriers in pubUc highways, under such a limitation, is 
measured by its investment devoted to the public service, and any 
regulation of the use of the highways which preserves to the carrier 
the integrity of its investment and a fair return upon that invest- 
ment secures to the corporation all of the rights which are guar- 
anteed to it by the constitution. 

Labor's DEiiANDS can Best be Adjusted after Capital's 

Rights are Determined 

The determination of the extent and value of the rights which 
have been granted to railroad corporations is a judicial question. 
The federal government needs only to provide a forum for the de- 
termination of that question, before whom all corporate interests 
may be presented. Such a determination will forever settle the 
extent of the private rights in our great national highways. Upon 
such a determination the demands of labor can be fairly adjusted 
without the antagonism of the owners of capital, and without undue 
popular disfavor. Organized labor is earnestly seeking to procure 
such a determination. We believe that the public interest requires 
that this should be done. 

If this can be brought about a sound basis will have been laid 
for future regulation and even for governmental acquisition, if 
in the course of time the people should demand it. When these 
rights are so ascertained, the speculative element in railroad securi- 
ties will have been eliminated. Investments made therein by 
widows, orphans, insurance companies and savings banks will be as 
safe as though they rested upon governmental securities. Until 
this is done labor will be restless, capital will shrink from a venture 
that does not offer adequate security, and the sovereign powers of 
governmental regulation must be clouded with doubt and uncer- 
tainty, and forever hindered by litigation. 
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A report issued by the British Board of Trade in August, 1913, 
in response to an order of the House of Commons, dated December 
14, 1911, is entitled ''State Railways (British Possessions and 
Foreign Countries)." This document gives certain statistics as to 
the ownership and operation of railways outside of Great Britain as 
shown by the latest reports then available. The railways are 
divided into four classes: (1) publicly owned and operated; (2) 
privately owned but publicly operated; (3) publicly owned but 
privately operated; (4) privately owned and operated. The total 
mileage recorded in this report is 594,909. If to this is added the 
railway mileage of the United Kingdom, the total will be brought up 
to approximately 650,000 miles, of which about 250,000 miles are in 
the United States. Classified according to ownership and opera- 
tion the entire railway mileage of the world at the beginning of the 
war would be distributed approximately as follows: 

Publicly owned and operated, 164,057 miles, or 25.2 per cent 
Privately owned but publicly operated, 11,030 miles, or 1.7 per 

cent 
Publicly ownpd but privately operated, 35,244 miles, or 5.4 

per cent 
Privately owned and operated, 440,016 miles, or 67.7 per 

cent 
Total, 650,347 miles 

It will be seen from these approximate figures that prior to the 
war only about 11,000 miles, or less than 2 per cent of the railway 
mileage of the world, was in the peculiar status of being privately 
owned and publicly operated. The situation has since been radi- 
cally changed by military exigencies, for the assumption by the 
governments of Great Britain and the United States of the operation 
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of their privately owned systems has put about 300,000 miles, or 
almost one-half of the total mileage of the world, in this Gla»|. The 
available data with respect to pre-war precedents for state operation 
of privately owned railways are meager. The British report to 
which I have referred distributes the mileage then in this category 
as follows: 

Austria, 3,593, or 25.5 per cent of its total mileage 
Hungary, 5,771, or 44.7 per cent of its total mileage 
Belgium, 151, or 5.2 per cent of its total mileage 
Denmark, 61, or 2.66 per cent of its total mileage 
France, 229, or .9 per cent of its total mileage 
Norway, 1,225, or 69.9 per cent of its total mileage 

It will be noted from the above that the only country in which more 
than 50 per cent of the railways fell within this category was Nor- 
way, and here the preponderance of public operation and private 
ownership was so great as to make this the characteristic plan for 
that country. As against 1,225 miles privately owned and publicly 
operated there were only 396 miles publicly owned and publicly 
operated and 296 privately owned and privately operated. While 
Austria and Hungary each showed a considerable mileage pri- 
vately owned and publicly operated, this arrangement cannot be 
said to be the characteristic one for either of these countries. Aus- 
tria had 8,074 miles of publicly owned and operated lines, and 
2,409 miles of privately owned and operated lines as compared with 
the 3,593 miles of privately owned and publicly operated lines. In 
Hungary there were 5,063 miles publicly owned and operated and 
2,058 miles privately owned and operated as compared with 5,771 
miles privately owned and publicly operated. In the other coun- 
tries, Belgium, Denmark and France the proportion privately 
owned and publicly operated was so small as to be practically in- 
significant. I have not found a full explanation of the situation in 
Austria and Hungary, but I take it that the privately owned lines 
operated by the state were held under lease, and were operated in 
conjunction with the publicly owned lines just as one railroad cor- 
poration frequently incorporates in its own operating system lines 
leased from other companies. I see nothing in this plan that can 
properly be regarded as a precedent for the present arrangement in 
Great Britain and the United States. When we come to an exami- 
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nation of the situation in Norway we find here also that what on its 
face appears to be a precedent is not one in fact; for the government 
of Norway had a preponderant interest in the railways which were 
classed as privately owned. The total capital invested in these 
lines was shown to be £10,936,011, which was distributed as follows 
with respect to the sources from which it was derived: 

From the state (shares and loans), £8,413,021, or 76.9 per cent 
From communes and individuals (shares), £1,084,526, or 9.9 

per cent 
From outside loans, £273,632, or 2.5 per cent 
From earnings £1,164,832, or 10.7 per cent 

These figures show that governmental operation of privately owned 
lines in Norway was merely public operation of railways which had 
been heavily subsidized by the government and which were doubt- 
less soon to be exclusively owned by it. This does not furnish a 
precedent for public operation of privately owned lines in the sense 
in which this is now being carried on in Great Britain and the United 
States. 

It may be said, therefore, that the working out of a correct 
policy under the circumstances now prevailing in the Unite4 States 
must be undertaken without much help from direct precedents. 
The available published information with respect to the experience 
of Great Britain during the past three years is too meager, and the 
final results are at the present moment too uncertain to give the 
American public much satisfactory guidance. No doubt many 
Americans who, in connection with the work of the war, have had 
an opportunity to observe and secure knowledge of the practical 
results of government operation in Great Britain may be in a posi- 
tion to reach conclusions satisfactory to themselves, based upon 
British experience, and of course it is to be hoped that the United 
States government, through its intimate relations with the British 
government during the war, will be able to make advantageous 
use of the results of England's experiment. 

Street Railway Pbecedents for Private Ownership and 

Government Operation 

Before entirely giving up the search for adequate precedents, 
it may be well to examine^the forfeiture provisions of some of the 
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more recent street railway resettlement franchises and contracts 
which have been worked out in certain American cities. 

The Chicago resettlement ordinances of 1907 set the standard 
in many respects for "modem'' street railway franchises in the 
United States. The ordinance of the Chicago Railways Company 
had certain provisions of considerable interest in connection with 
this discussion. It provided that within three years after its pas- 
sage the company should perfect its title to the entire street railway 
system then being operated by the receivers of the Chicago Union 
Traction Company, and should free this system from any lien or 
encumbrance other than those created under its express author- 
ization. It further provided for the immediate rehabilitation 
of the system, and for the distribution of the gross receipts. 
After operating expenses and taxes had been paid, a sum equivalent 
to 5 per cent of the fixed purchase price of the street railway system 
was to be retained by the company, and the net receipts remaining 
thereafter were to be divided in the proportion of 45 per cent to the 
company and 55 per cent to the city, the city having the right upon 
proper notice, at any interval of six months, to purchase and take 
over the property at a price fixed in the ordinance, plus the cost of 
additions, extensions and betterments made subsequent to its going 
into effect. Section 25 of the ordinance established a special remedy 
in case of the company's default in perfecting its title as required, 
and provided that in such case the city might take possession of 
and operate the system upon terms and conditions quoted in the 
footnote.^ 

^ If, at any time, the Company shall be in default with respect to the obliga- 
tion ex proane d in'Bubdivision (d) of Section 1 of this ordinance in regard to per- 
fecting title to its property and removing liens and encumbrances therefrom, the 
Company shall, upon demand, surrender to the City possession of its entire street 
railway system and the City may enter into possession thereof and of each and 
every part thereof, maintaimng, operating, improving or extending the same, and 
keeping up the funds described in Sections 16 and 18 of this ordinance, in all 
respects as the Company might do, and as the Company would be obliged to do, 
if in possessbn under the provisions of this ordinance, until the obligation of the 
Company under said subdivision (d) of Section 1 of this ordinance sha«i be com- 
pletely performed, or until the City shaU purchase said property, or cause the same 
to be purchased by its licensee, as in this ordinance provided. Until the hap- 
pening of one of the events last mentioned, if the City in its absolute discretion 
shall so elect by notice in writing delivered to the Company, the continuance of 
the Company in pos se s s ion shall be subject to the obligatidn of applying its net 
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It will be noted that the provisions therein quoted relate to a 
special default. The general provision of the ordinance with re- 
spect to default is to the effect that if such default is continued for a 
period of three months, exclusive of all times during which the com- 
pany is delayed or interfered with without its connivance by un- 
avoidable accidents, labor strikes, or the orders or judgments of 
any court entered in any suit brought without its connivance, the 
city shall be entitled to declare the ordinance and all the rights and 
privileges of the company to maintain and operate street railways 
in any of the streets or public ways of the city to be forfeited and at 
an end. The ordinance stipulates, however, that if the company 



reoeiptB as hereinafter in this Section provided until the City elects to take poe- 
aeesion as in this paragraph provided. 

If, in the event of such default, the City elects to take poasesBion of said 
property, the Company shall be bound to provide funds sufficient to fulfill all its 
obligations in respect of extensions, improvements, reconstruction, equipment, 
re-equipment, and additions to said system of street railways and the contribution 
of moneys toward the cost of subways and extensions thereof, as though its pos- 
session of said sjTstem of street railways had not been interrupted. 

Whether in case of such default the City elects to take possession or to leave 
the Company in possession, in either event the receipts of said system of street 
railways shall be applied as hereinbefore in this Section provided, except that the 
proportion of net receipts which by this Section the Company is authorised to 
retain for its own use and benefit shall be paid over to a depositary as in thi<? 
Section provided, to be, by such depositary, applied in accordance with the pitH 
visions of this ordinance next hereinafter set forth to remove any defect of title 
or any Uen or encumbrance, other than such as are herein expressly authorized to 
be created, which may exist with respect to said system of street railways. 

To the extent that the City shall proceed to exercise the powers, or any of them, 
mentioned in subdivision (c) of Section 1 of this ordinance, said moneys shall be 
paid out by the depositary upon the certificate of the Mayor of the City and upon 
the order of such disbursing officer or agent as the City may designate, to provide 
funds with which to pay the purchase-price of property acquired by the City 
pursuant to said subdivision, or to indemnify the City for expenses incurred in the 
exercise, or attempted exercise, of its powers, as in said subdivision provided. In 
the event that the City shall elect to leave the Company in possession of said 
property as aforesaid, the City shall have the additional right to require the de- 
positary, upon like certificate and order, to pay out said moneys for any or all the 
purposes aforesaid in the absolute discretion of the City, irrespective of the limita- 
tions contained in said subdivision (c) of Section 1 of this ordinance. Such certif- 
icate of the Mayor shall be conclusive evidence to the depositary of the facts 
therein stated. 

The depositary may also pay out said moneys upon the order of the Company 
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pledges or mortgages its property or franchises granted by the 
ordinance for the security of loans maturing not later than the date 
when the ordinance expires, the amount of such loans not being in 
excess of the purchase price of the system, the right of forfeiture 
accruing to the city by reason of the company's violation of the 
provisions of the ordinance shall not be asserted or exist against the 
mortgagees and shall not impair or affect their right to recover by 
legal process against all the property of the company, including the 
rights granted by this ordinance up to a sum not in excess of the 
purchase price. 

The dual subway contracts executed by the Public Service 

for the acquisition or extinguuhment of any outstanding title, estate, interest, 
lien, encumbrance, claim or demand, constituting a defect of title of the Com- 
pany's property, but no such payment shall be made oh the order of the Ck)m- 
pany without (20) days' previous notic^in writing to the City Comptroller of said 
City, which notice shall specify the particular title, estate, interest, lien, encum- 
brance, claim or demand to be acquired or extinguished, and the name of the 
holder or holders thereof, to whom payment is proposed to be made and the 
amoimt of such payment. A certified copy of a resolution of the board of direc- 
tors of the Company, requesting such payment and stating the facte claimed to 
justify the same, shall be conclusive evidence to the depositary of the facts so 
stated, in the absence of notice of objection by the City, as next hereinafter pro- 
vided. If, within said period of twenty (20) days, the City, by notice in writing 
delivered to the depositary, shall object to such proposed payment and shall agree 
to waive any default, or supposed default, by reason of the existence of such 
alleged title, estate, interest, lien, encimibranoe, claim or demand, and to take 
title or cause its licensee to take title to said system of street railwajrs subject there- 
to in the event of purchase by the City or its licensee, pursuant to the provisions 
of this ordinance, then and in that event the depositary shall not make the pay- 
ment referred to in such notice given to the City by the Company, but shall set 
apart out of the proportion of the net receipts aforesaid in its hands and shall hold 
an amount equal to such proposed payment upon the specific trust to pay the 
same, with all accumulations to the City in either of the following events namely: 

(1) If the City shall, at its own expense, cause the said title, estate, interest, 
lien, encumbrance, claim or demand to be extinguished or conveyed or trans- 
ferred to the Company. 

(2) If the City shall purchase said street railway system, or cause the same 
to be purchased by its licensee, as in this ordinance provided, and shall take title to 
said street railway system subject to such outstanding title, estate, interest, lien, 
encumbrance, claim or demand without deduction from the purohaseiprice on 
account thereof. 

At thebeginningandat the end of any such period during which the Company's 
right to receive or retain for its own use and benefit a portion of said net receipts 
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Commission for the First District on behalf of the City of New 
York, March 19, 1913, provide for the construction and equipment of 
rapid transit railwa3rs by the use of funds furnished in part by the 
city and in part by the company, and for the lease of these railways 
when completed, to the Interborough Rapid Transit Company and 
the New York Municipal Railway Corporation, subject to the city's 
right, upon the expiration of a period of ten years from the date of 
the commencement of operation, or at any time thereafter, to ter- 
minate the leases and take possession of the property for public 
operation upon paying the companies the amounts then due them 
on account of their investment, and the obligations of the contracts. 
The leases, unless sooner terminated, run for a period of forty-nine 
years, and the contracts provide that within that time the original 
contributions to capital made by the companies shall be amortized 
out of earnings, so that the purchase price of the property, starting 
at a maximum when the city's rigEt to purchase accrues at the end 
of ten years, will gradually decrease to nothing (except for the un- 
amortized portions of capital supplied by the companies for equip- 
ment in addition to the initial equipment required by the contracts) 
at the expiration of the leases. These contracts, like the Chicago 

shall have been suspended, as hereinbefore provided, there shall be an accounting 
in respect of the receipts of said street railway qrstem, to which the depositary 
shall be a party, substantially as provided in Section 25 of this ordinance with 
respect to the annual account; and any balance of net receipts in the hands of the 
depositaiy not expended as aforesaid, accruing prior to the expiration of such 
period shall be paid to the City, if the City was in possession during such period, 
or to the Company, if the Company was in possession during such period, and the 
Company shall be entitled to receive at the time and subject to the conditions 
hereinbefore in this Section and Section 18 set forth the share of said net reoeipts 
hereinbefore mentioned, accruing after the expiration of such period. 

If the City shall enter into possession of said system of street railways, as in 
this Section provided, it may retain such possession for not more than six months 
after said title to said system of street raiiwasrs is perfected as aforesaid and after 
receiving six months' notice thereof in writing from the Company; and if, while 
in possession under the authority of this Section, the City shall ipve notice of its 
intention to purchase said street railway system of the Company, or to cause the 
same to be purchased by its licensee at the next succeeding date at ^viiich such 
purchase could be made under this ordinance, the City shall be under no obliga- 
tion thereafter to surrender such possession by reason of such title having been 
perfected, unless the City or its licensee shaU fail to consummate the purchase at 
the time specified in such notice. 



OwNBBSHip OF Transportation Facilities 77 

ordinances, provide for the distribution of the gross receipts, and 
prescribe the priorities in even greater detail. It is sufficient for our 
present purposes to state that after previous rental obligations, taxes, 
operating expenses, maintenance and depreciation have been pro- 
vided for, the companies are to receive compensation equivalent to 
their average net profits during a period prior to the date of the con- 
tracts, and interest at the rate of 6 per cent per annum upon the new 
capital supplied by them under the terms of these contracts. As 
the next deduction from the gross receipts the city is to receive a 
return upon the portion of the capital which it has contributed to 
the joint enterprise. Next, a deduction is to be made for the estab- 
lishment of a contingent reserve fund, and the net amounts remain- 
ing after the various deductions described are deemed to be 'Hhe 
income, earnings and profits" of the rapid transit systems, and are 
to be divided in the proportion of 50 per cent to the companies and 
50 per cent to the city. 

Our particular interest in these contracts in connection with 
the present discussion has to do with the remedies provided in case 
of the default of the companies in paying over the amounts due to 
the city from the gross receipts, or in case of the failure or neglect 
of the companies to observe and fulfill the conditions and obligations 
of the contracts. In such a contingency the city has a choice of 
remedies, but the one in which we are at present interested is set 
forth in the Interborough Rapid Transit Company's Contract* as 
follows: 

V 

In caae of default of the Lessee in paying the rental herein provided or in case 
of the failure or neglect of the Lessee faithfully to observe, keep and fulfil any of 
the conditions, obligations and requirements of the Lease, the City, by the Com- 
mission upon thirty (30) days' notice to the Lessee of its intentions so to do may 
serve notice of such default upon the Lessee, directing the Leasee to cure the de- 
fault within ninety (00) days. If there shall be any dispute as to the fact of de- 
fault or as to the remedying thereof the Lessee may apply to the Court. If the 
default be not remedied within such time or within such further time as may be 
allowed by the Conunission or by the court, the City shall thereafter be at liberty 
to enter upon and as the agent of the Lessee operate the Railroad and Equipment 
and Existing Railroads and Existing Equipment at the rate of fare and in the 
manner provided in the Lease for the remainder of the term, or to enter into a 
contract, subject to the same conditions, with some other person, firm or cor- 
poration to operate the Railroad and Equipment and the Existing Railroads and 

> Contract No. 3, Article 89. 
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ExiBting fiquipmeiit as the agent of the Leeeee for such period of tvme as the City 
may elect. It shall be a condition of such further operation by the City or by the 
person, firm or oorporatbn with whom or with which the City may oontxftct, that 
the revenue otherwise distributable to the Lessee imder paragraphs 6, 7, 8 and of 
Article XLIX hereof shall be devoted to the payment of interest and sinking fund 
charges, if any, upon bonds issued by the Lessee for the purpose of Construction 
and Equipment under this contract and for the purpose of refunding bonds issued 
upon the lease of the Existing Railroads and upon the Existing Equipment, and 
any balance thereof after the payment of such interest and sinking fund charges 
and after the payment of dlimages suffered by the City by reason of such default 
and unpaid by the Lessee from other sources shall be paid to the Lessee. If the 
City or such other person, firm or corporation shall fail to pay the charges above 
referred to and if the City shall not terminate this contract as provided in this 
chapter, the Lessee shall be entitled to regain possession and to resume operation 
of tiie Railroad and Equipment and the Existing Raiboads and Existing Equip- 
ment. 

The street railway franchise granted in 1914 by the City of 
Kansas City, Missouri to the Kansas City Railways Company also 
contains provisions for the seizure of the street railway system by 
the city, as a penalty for the company's non-compliance with the 
terms of the ordinance, and for its operation by the city for the 
benefit of the parties having a financial interest in it. As an ex- 
ample of the peculiarities of forfeiture where vested rights are in- 
volved, the Kansas City ordinance provides an interesting exhibit 
of the characteristic workings of the American mind. Section 52 
of this ordinance is as foUows: 

If the Company shall willfully do or cause to be done any act or thing by this 
ordinance prohibited, or willfully fail, refuse or neglect to do any act or thing re- 
quired by its terms, it shall forfeit all rights and privileges conferred upon it by 
tills ordinance, but such forfeiture shall not affect the right of mortgagees and 
those ft1«M'fwing under the Company to capital value and return thereon, as herein 
provided. Such forfeiture may be had by proceedings by the City in its own 
name or that of the Prosecuting Attorney or Attorney General in the Supreme 
Court of the State, or if that court declines to assume jurisdiction, in any other 
court of lawful jurisdiction. Provided, however, before the City shall have the 
right to begin a proceeding to enforce said forfeiture, it shall give notice to the 
Company in writing of the specific dereliction or derelictions complained of, and 
unless the Company shall promptly and with expedition fully remove such alleged 
cause of forfeiture, the City shall have the right to begin and proceed with the 
enforcement of said forfeiture. 

For a second or subsequent breach of the same provision, the City shall have 
the right to proceed without further notice, to enforce such forfeiture. 

If there be a final decree of forfeiture of the Company's rights and privileges 
hereunder and the cause of forfeiture be not removed within a reasonable time 
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fixed in the judgment, then the right of the Company to manage and direct the 
property shaU cease and determine and be forever foredoeed, and 26 per cent of 
that portion of the surplus income of the Company going to it as participation, 
from date of such final judgment, shall be forfeited to the City and be put back 
into the property without adding to or in any wise increasing capital value. Either 
party may appeal from the decree of the court in the first instance, but if the Com- 
pany so appeals, then pending such appeal its rights of participation in the surplus 
income shall be suspended and the funds accumulated by reason thereof sequee- 
tered, and if it loses upon such appeal, the fund so sequestered shall be forfeited 
by the Company and paid to the City. Pending such appeal, the property shaU 
be managed by five trustees, two of whom shall be selected by the Company, and 
three by the Mayor from the City's directors. If there be no appeal by the Com- 
pany from a judgment of forfeiture, or if there be an appeal by it whidi results in 
an affirmance, then the three trustees designated by the Mayor for the City shaU 
manage and direct the property without any representation by the Company, but 
such trustees for the City shall continue in the exclusive possession of the property, 
subject to and under the terms of this ordinance, and shall carry out all its obli- 
gations with respect to capital value, return thereon, participation of the parties 
andtherightsof all parties as fixed herein, the Company not having thereafter any 
right to any possession of any part of the property.. In case of any vacancy in 
the office of trustee named by the City, his successor shall be chosen in the same 
manner as the City Directors are selected, and in case of a vacancy in the office 
of trustee named by the Company, prior to final judgment of forfeiture, his suc> 
oesBor shall be chosen by the Company. 

Should the Company be finally adjudged a bankrupt or insolvent and thus 
be unable to carry out this contract and perform the obligations imposed upon it 
thereunder, then such adjudication shall have the same force and effect as an ad- 
judication of forfeiture as above provided. 

PrBSSNT SlGNIFXCANCX OF PbBCEDBNTS FOR PriVATB OWNERSHIP 

AND Government Operation 

Such are the lame and inadequate precedents which have come 
to my attention for the public operation of privately owned trans- 
portation facilities. Precedents are of no value except as they make 
it easier to take a desired course of action, or as they throw light 
upon the ways in which a course of action once taken will or may 
aflfect other actions to be taken later on. In the present case the 
President has acted, and the operation of the railroads has been 
taken over and placed under the jurisdiction of Secretary McAdoo, 
acting as Director General of Railroads. A discussion of the ques- 
tion as to whether or not this step was justified from the point of 
view of precedents would at this time be a purely academic one. 
Now that the step has been taken, and we are in the midst of a stu- 
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pendous international struggle, it would be a thankless task to 
make our discussion hinge upon this issue. The real function of 
precedents is not, therefore, to furnish us with justification for 
praising or blaming the President for taking over the railroads, but 
to point out the probable ultimate eflfect of this step upon public 
policies, and to show the ways in which governmental operation and 
the legislative and contractual arrangements about to be made with 
respect to it may be best adapted to the furtherance of a sound 
future policy, and the avoidance of mistakes which might otherwise 
be made. 

Public operation of publicly owned enterprises is a general and 
normal governmental policy, although there are certain precedents 
in practice and certain considerations in theory which, may be cit^ 
in favor of the policy of government ownership and private opera- 
tion. The value of these precedents and the weight of these con- 
siderations we need not discuss at this time. The reverse policy of 
private ownership with public operation is, as we have seen, without 
substantial precedent, prior to the beginning of the war, and can- 
not be regarded as a normal or permanently satisfactory arrange- 
ment. It is in both Great Britain and America an emergency 
policy, the outgrowth of unprecedented conditions, in which na- 
tional security is in the utmost peril. The question on everybody's 
lips is: Will the railroads ever be permitted to go back to private con- 
trol? or. Will public operation inevitably develop into public owners 
ship? Up to the present time the United States has no financial 
interest in the railroads, that is, it has no share in their ownership. 
I leave the new government railroad in Alaska out of consideration 
as that is an isolated enterprise which is in no real sense a part of 
the system of railroads in the United States. It might be urged that 
in view of the original land grants made by the government to the 
transcontinental lines, grants which have now come to represent 
an enormous value, the government has an interest in the railroad 
investment. This is not true in any legal or practical sense, for the 
lands received from the government as a free gift are now as much 
the property of the railroads as any portion of the equipment pro- 
vided by their own capital. If the government acquires the rail- 
roads it will have to buy back its gifts just the same as if it had not 
been the giver. In this country there is no financial interest held 
by the government,. and no nucleus of publicly owned lines to fur- 
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nifih the nonnal foundation for government operation. It. seems 
probable that if the present emergency operation leads to govern- 
ment ownership, the latter will be imdertaken on a large scale 
through the purchase of substantially all of the raikoads at once or 
at least as a part of one big scheme. Whether government owner- 
ship will actually follow as a consequence of government operation 
is a matter that can only be determined in the future. The prece- 
dents throw no light upon this issue. 

The administration bill now pending in Congress provides that 
the President may enter into an agreement ^th any railroad, 
guaranteeing to it as just compensation for the use of its property 
during the period of federal control an income at an annual rate 
equivalent as nearly as may be to its average net railway operating 
income for the three years ending June 30, 1917, and that any net 
railway operating income in excess of this standard return to the ^ 
companies shall be the property of the United States. The bill also 
provides that adequate depreciation and maintenance of the rail- 
road properties shaU be included as a part of operating expenses or 
provided through a reserve fund, in accordance with principles and 
rules to be determined by the President. As introduced in Congress 
the bill provides that federal control of transportation shall continue 
during the period of the war and until Congress shall thereafter 
order otherwise. The chief controversy with respect to this legis- 
lation is now raging about this provision of the bill; the conserva- 
tives — those who are strongly opposed to government ownership 
and operation as a permanent policy — insisting that a definite time 
limit shall be fixed in connection with the close of the war, when the 
railroads shall be handed back to their owners. If the adminis- 
tration bill should become law in its original form, and if it should 
be determined by the effective voice of the nation that government 
operation is to be continued as a permanent policy, one of two 
courses would naturally be chosen. Either the government would 
continue to operate the roads without buying them, in which case 
it would have to pay the owners a permanent annual rental as fixed 
during the war period in accordance with the terms of the act, or the 
government would determine to purchase them, and then it would 
have to pay a price largely determined by their earning power as 
fixed in the same way. If, for example, following the close of the 
war there should be a great slump in the net earnings of the railroads, 
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due either to a falling off of gross revenues, or to a relative increase 
in operating expenses and depreciation charges, the government 
would be in a position where, if it continued to operate the roads 
without buying them, it would be bound by contract to pay an 
excessive rental, or if it concluded to buy them, it would have to 
pay a price largely determined by the capitalized value of an exces- 
sive rental. If, on the other hand the average net earnings diuing 
the period inunediately following the war should be in excess of the 
earnings during the war period, the government would reap an ad- 
vantage by the contracts authorized by the act, whether the roads 
continued to be operated by the government under private owner- 
ship or were to be purchased outright. As the price to be paid for a 
public utility or any other property almost always has great weight 
in determining whether or not a piurchase will be effected, it is pos- 
sible that the policy of government ownership and perhaps of con- 
tinued government operation may, if the administration bill is 
enacted into law and the contracts authorized by it are consum- 
mated, be determined in the affirmative or in the negative, accord- 
ing to the way in which contracts and arrangements entered into in 
time of war and based upon war conditions workout in time of peace. 
If it should be foimd that under these war contracts the government 
had bound itself to pay an excessive annual rental as a condition of 
continued government operation, or an excessive purchase price as a 
condition of the acquisition of the railroads, controlling public 
opinion might be turned in favor of restoring the railroads to their 
present owners, and perhaps it would not be unsafe to predict that 
if the roads should be so restored immediately following the war, 
their subsequent piurchase by the government, or the resumption of 
government operation, would be long delayed by the extreme finan- 
cial exigencies arising out of the liquidation of the national war debt. 
Precedents are lacking, and for that reason they will have to be 
made. Sometimes to avoid the ''intolerable toil of thought'' we 
copy methods or plans which have been adopted elsewhere, but so 
recently as not to have been subjected to the test of practical opera- 
tion. I have referred earlier in this article to the forfeiture and 
default provisions of the street railway franchise contracts recently 
adopted in Chicago, New York and Kansas City. These provisions 
have some relation to each other and might be used to a certain ex- 
tent as a basis for the determination of the policy to be followed by 
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the govemment in the .operation of the raUroads while they remain 
in private ownership, but no one of these provisions has ever been 
subjected to a practical test, and therefore they have no particular 
weighty except as schemes which have appealed to certain groups of 
men upon whom was thrust at given times the responsibility for 
solving difficult problems in public relations. It seems to me that 
in view of the* absence of precedents and in view of the extraordinary 
conditions now prevailing, it would be a great mistake for the gov- 
emment of the United States by legislation or by authorized con- 
tracts to fix the annual compensation to be paid to the railroads for 
the entire period covered by governmental operation without re- 
gard to the financial developments in the railroad business in the 
years following the war. In my judgment it would be better to limit 
the compensation features of the present arrangement to a definite 
period, say, until the end of one or two years following the cessation 
of hostilities, leaving for subsequent readjustment a determination 
of the earning power of the roads under the conditions prevailing 
after the war. 



GOVERNMENT OPERATION OF AMERICAN RAILROADS 

By Clifford Thorne 

The government operation, and possible ownership, of Ameri- 
can railroads presents some issues of law and public policy that will 
be of conunanding importance during the next few years. It will 
be well for every citizen to have a clear grasp of some of the funda- 
mental facts about which this contest will be centered. 

Government operation is a great experiment, and is fraught 
with many possible consequences of the first magnitude. Our ob- 
ject will be to outline briefly some of the essentials of the plan now 
pending in Congress, how that plan differs from the one adopted in 
Great Britain, and we will present a discussion of two or three of the 
principal objections which have been offered to the pending meas- 
ure, with special reference to the compensation proposed in this 
greatest financial transaction in the history of the world. 

Our object ia not to produce an historical monograph for the 
antiquarian of the future to mull over, nor a dissertation on the 
many knotty constitutional and other legal problems involved. 
Both of these tasks would be interesting and instructive, perhaps. 
But there are a few vital issues of public policy involved in the 
legislation now pending which present real live questions worthy of 
the consideration of every citissen, and it is our purpose to discuss 
these issues. Unless we are gravely in error the railroad question 
will now be forced into national prominence, surpassing that which 
it has occupied for many years; and every man who has the re- 
sponsibility of representing the people on this subject will be called 
upon at some future time to render a strict accounting for his acts 
of today. 

To understand clearly the discussion and appreciate the rela- 
tive importance of matters considered it is necessary to have a true 
conception of the object of taking over the railroads, and what it is 
expected to accomplish by that act. 

At the moment of supreme test, when the public interest de- 
manded the highest efficiency in our transportation system, private 
operation broke down and the government had to come to the 
rescue. Precisely the same thing occurred in Great Britain. This 

84 
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did not happen in the other great civilized countries engaged in the 
present war, because they had abready taken over the operation of 
most of their railroad systems many years ago It is a noteworthy 
fact that not one of these other nations found it advisable to go back 
to private operation when the crisis came. The only nations which 
found it necessary to make a change in their methods of dealing 
with their railroads were those which substituted government 
operation for private operation. 

The incidents leading up to this memorable event in the history 
of American railroads are interesting. For seven years our railway 
companies have maintained a national combination for the purpose 
of forcing general advances in freight rates. During this period 
several cases involving colossal sums of money have been won and 
lost. In the fall of 1917 the eastern and western railroads asked the 
Interstate Commerce Commission for a reopening of the celebrated 
Fifteen Per Cent Advance Rate Case. In the spring they had lost 
the case on approximately three-fourths of the traffic in the .United 
States.^ The sum involved in this one proceeding was stupendous, 
aggregating approximately four hundred million dollars annually, or 
5 per cent on eight billion dollars, which is more money than the 
total cost of the Civil War. It is difficult for the human brain to 
comprehend such figinres. The sum exceeds that involved in any 
other case between private parties in the history of civilization. 
During the course of the year 1917 our government floated a war 
loan of a Uttle less than seven billion dollars, which has been de- 
scribed as the greatest in human history. Announcement has been 
made that during the coming year the government will need twenty 
billion dollars more money for war purposes. 

At this critical moment the eastern railroads announced that 
if the advances they were then asking were granted in full the car- 

^ In 1911 the railroada lost their advanoed rate cases completely. In the 
spring of 1914 they lost the 5 per oent case on approximately 90 per cent of the 
traffic involved. On rehearing in the fall of 1914 tiie Interstate Commerce Com- 
mission granted the eastern railroads the 5 per cent on approximately 50 per cent 
of the tonnage involved. In 1915 the western railroads lost their case on approxi* 
mately 80 per cent of the tonnage involved. In the spring of 1917 the eastern 
roads were granted a 15 per cent advance on approximately two-thirds of the 
traffic involved, and the western and southern roads lost their case on approxi- 
mately ever3rthing except coal, coke and iron. These figures are estimates only. 
Thousands of individual changes in rates have been made from time to time. 
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riers would come back immediately and request another 15 per cent. 
The western railroads had just applied for a reopening of their case. 
The unending cycle of advances, advances, advances, was appalling. 
The railroads over-played their hand. At this moment the shippers 
for the first time during all these proceedings from 1910 to 1917 took 
the position, as one of two or three alternatives, that the time had 
finally arrived for the government to take over the operation of 
American railroads. They urged the Commission to make this 
reconmiendation to Congress under the provision of the Act to 
Regulate Commerce requiring the Commission to make suggestions 
concerniBg important tegislation affecting our tranBport«tion^tem. 
Within three weeks the Commission made a report to Congress 
naming government operation as one of the two alternatives which 
should be adopted by the government, and within six weeks the 
President took over the railroads. 

Immediately after the suggestion of government operation 
was made by the shippers the proposition was bitterly fought by 
the railroads. Interviews against the measure were given out by 
leading railway executives. Newspapers and magazines with well 
recognized railroad 83rmpathies, severely criticised the proposition. 

When the government operation of railroads appeared inevi- 
table the railroad officials reversed their attitude, and quickly estab- 
lished intimate relations with the government officials engaged in 
drafting the necessary legislative measures. The wisdom of this 
procedure was self-evident and it bore fruit in abundance, as we 
shall see. 

Essentials of the Plan Now Pending in Conobess 

Shortly after the reconvening of Congress in December, 1917, 
a bill was introduced in both Houses establishing the plan of govern- 
ment control. This measure contemplates the government opera- 
tion of the principal railroad systems in the country under the im- 
mediate direction of one man. To fill this responsible post the 
President has selected the Honorable William G. McAdoo as 
Director General. Under the provisions of this bill the President 
is authorized to guarantee: 

1. Regardless of how high the cost of labor and supplies may 
go during the war, the average net railway operating income for the 
three years ended, June 30, 1917, plus additional compensation for 
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all improvements built since that date out of new money, govern- 
ment loans, or earnings from operation. 

2. To adequately maintain the properties. 

3. To maintain railway credit by loaning all necessary funds 
for improvements and betterments. 

4. To return the properties at the end of the period in as good 
condition as when taken. 

If satisfactory agreements cannot be effected with any carriers 
the President has the option of increasing the compensation pro- 
viding exceptional reasons exist, or the matter may be referred to 
a board of referees, and upon failure to agree the whole matter is 
subject to trial in the court of claims. Allowing for the inevitable 
increases for companies not accepting the proposed compensation, 
the total sum guaranteed will probably exceed one thousand mil- 
lion dollars annually. (The Senate Committee on Interstate Comr 
merce estimates this at $955,000,000 to $960,000,000, if all roads 
should accept the original guarantee; but there are many short lines, 
whose earnings have been squeezed down by the large companies 
in the divisions of through rates. The large companies under the 
provisions of the bill will continue to get these excessive earnings, 
and the small roads will go into court, as provided in the bill, in order 
to secure additional comp^[isation. A railroad system like the 
Pennsylvania will increase its standard return above the average 
of the three-year period in the following manner: the parent 
company will accept the guaranty provided in the bill and the 
subsidiary will go into court — and thai svbsidiary may he owned 
completely by the parent company. The settlement should be by 
"system." The original bill so provided it; but a clever change 
was made specifying a "railroad" or a S3rstem.) 

The total bonded indebtedness of American railways, as of 
June 30, 1917, was $10,021,730,075; and the capital stock outstand- 
ing in the hands of the public was $6,314,570,354. After the pay- 
ment of all interest the railroads as a whole, under the proposed 
guaranty will earn, net, approximately 8} per cent on all their 
capital stock outstanding; this inbludes the rich and the poor, water 
and all. Think of substituting for the six billion dollars of railroad 
stocks in this country, six billion dollars worth of 8} per cent gov- 
ernment bonds. It is true the companies cannot increase their 
dividends during the period of federal control without the consent 
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of the President; but there is nothmg to prevent the distribution of 
the accumulated surplus after the war is over. In the case of a 
bond the government takes your money and at the end of the period 
returns your money, paying interest in the interim. likewise, 
under the plan of federal control, the government takes the prop- 
erty of the railway company guaranteeing to return the property 
at the end of the period, in as good a condition as when taken, and 
also guarantees an annual return. Here we have all the essentials 
of a government bond — ^the payment of the principal and interest. 

We are shielding the railroads from the effects of the war; we are 
protecting them from all advances in the cost of materials and in the 
cost of labor; we are guaranteeing the railroads their net income 
earned during the most prosperous three-year ^riod since the steam 
engine was invented — regardless of what may happen to their 
expenses. 

During the years 1916 and 1917 American industry — ^including 
our railroads — ^received the profits from the very large demands 
occasioned by the European war, without being compelled to suffer 
the attendant losses that must inevitably f oUow our own active 
participation in the struggle. The result was that American indus- 
try in practically all lines reaped tremendous profits. That excep- 
tional condition ceased when we entered the war. The eamingB 
during such a period do* not constitute a just criterion of normal 
earnings before or after that period. 

Consider a few of the circumstances which make this true. 
When the war was thoroughly in progress lai^ demands for clothing, 
food, and war munitions came from the European countries — de- 
mands far in excess of what they required in former years, because a 
large per cent of their population was not engaged in productive 
pursuits, and because of the enormous consumption of munitions 
which did not exist in former years. On the other hand, our indus- 
trial population was not depleted, and the ordinary traffic among 
our own people still continued. The excess demand from Europe 
was a net gain of vast proportions. All American business felt 
this tremendous stimulus. 

In 1916 the net earnings of American railroads as a whole 
suddenly increased to an amount that was two hundred million 
dollars greater than ever before in their history. In 1916 the net 
income of the eastern railroads above all their expenses, taxes, and 
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interest on debt, exceeded any other year by more than sixty mil- 
lions, an increase of over 27 per cent. These increases were very 
remarkable. Nothing like this had ever occurred before in the 
history of our country. The earnings of some companies had 
shown phenomenal increases at times, while others might remain 
stationary or decbne; but an increase of this character in the whole 
industry was phenomenal. The fiscal year 1917 showed net earn- 
ings surpassing any other year, with the single exception of 1916. 
This condition in the railroad industry was simply analogous to 
what occurred generally throughout the nation. 

But what will follow our own participation in the conflict — 
when we are on the same war footing as our allies? 

First — one to five million active, strong men in the prime 
of their youth are to be taken from our farms and factories. The 
effect on the cost of labor and supplies is self-evident. 

Second — ^it will be impossible for many industries to continue 
because ultimately we will have to concentrate our work, as 
never before, on the real necessities of life, in order to produce 
them in sufficient volume to meet the increased demands, with a 
decreased industrial population. The same thing has occurred in 
the leading European countries engaged in the war. 

Third — capital will be extremely difficult to secure, and will 
command exorbitant rates. The war needs of the government will 
demoralize the money markets. Some conception of this may be 
gained when a person realizes just how much money the govern- 
ment will require to carry on this task of waging a war on another 
continent. The chief creditors of a government are, ordinarily, its 
own citizens. When their funds are drained, interest rates go sky- 
ward. A short time ago Anglo-French 5's, which have behind them 
the combined credit of England and France, were selling on a 9.3 
per cent basis. City of Paris 6's have been selling on a 12.5 per 
cent basis. British consols — long considered the premier security 
of the world — ^have been selling at a yield ranging from 5 to 6 per 
cent. The 5} per cent bonds of Great Britain which have but little 
risk connected with them, coming due next year, were selling during 
the closing weeks of 1917 on an 8.6 per cent basis. These govern- 
ment bonds in the past have been sold on a basis ranging from 2 to 4 
per cent. When United States government bonds are sold on a 6 or 
8 per cent basis, you will find industrials selling on a 10 or 12 per 
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cent basis, and the market values of industrial securities will decline 
accordingly. 

During 1917 there was a slight recovery in money rates in Great 
Britain, due, undoubtedly, to our entrance into the war, and our 
furnishing much needed capital for some purposes. After the first 
effect of that has passed, and money for investment purposes in the 
United States becomes scarce, it is inevitable that the declines in 
security values will begin again on both continents. The extreme 
western portion of the United States has felt the pressure less than 
any other part of our coimtry. Today money is being loaned for 
extended periods to private companies in California on a lower 
basis than the securities of the British government are being sold on 
the London market. 

During the next few years it is certain that many individuals 
and companies will be unable to secure labor or materials except 
at enormous prices, and new capital will command very high rates. 
Coupled with this increased cost of operation the market for many 
products will be partially or wholly destroyed. 

We, as a people, have not reaUzed that which is inevitable if 
this war continues. The sooner we come to a reaUzation of the true 
situation, the better it will be for all of us, and the more intelligently 
will we deal with the great problems pressing upon us for decision. 

A document recently published for the purpose of encouraging 
investment in liberty bonds states that our government will require 
approximately twenty billion dollars annually for war purposes. 
The total income of the country has been estimated at about forty 
billion dollars. In other words, continues this publication, every 
citizen will be expected to contribute, on an average, one half of his 
entire income to the prosecution of the war, either in the payment 
of taxes or the purchase of bonds. Contemplate, for a moment, 
the effect of that on the many manufacturing concerns which are not 
directly connected with the war. Vast sums will be concentrated in 
this one line, which formerly went out into all the varied industrial 
activities of a great nation. Many industries will be demoralized, 
some will be destroyed, and thousands of business men will be forced 
to the wall. 
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Thb Program of the Railway Finakgbs 

With a full appreciation of just what is in store for the average 
man let us now consider what the keen, able, far-sighted railroad 
financiers are tr3dng at this moment to force through CongresSi 
in the name of ''patriotism/' with just as little debate as possible, 
in advance of the treacherous times that are to come, and before 
the great body of our citizens, or their representatives, have paused 
to look forward into the future, before they have awakened to the 
real situation which confronts us as a nation. We do not claim 
that railroad officials have no patriotism. There is no class of 
men in America that are more patriotic. We simply denounce this 
constant attempt to increase the net revenues of railway companies 
imder the subterfuge of patriotism. This is patriotic camouflage, 
nothing more nor less. 

Some comprehension of just what the proposed guaranty 
means can best be obtained by considering a few concrete examples. 

J. S. Bache and Company, of New York, have made an analysis 
of the proposed guaranty for a number of railroad systems. Ac- 
cording to their computations, the New York Central will receive 
12.4 per cent on its common stock. 

During the past six years the stock of the New York Central 
has never commanded on the market a price as high as 120, and yet 
we propose to give the equivalent of a government bond, bearing a 
rate of over 12 per cent while the war lasts, to the New York Central 
stockholders. 

The Bache Company estimates the return on the Pennsylvania 
stock to be 8.54 per cent; the Chicago and Northwestern 9.27 per 
cent; the Delaware, Lackawanna and Western 37.31 per cent; and 
the Reading 17.71 per cent. 

The following table, compiled by the statistical department of 
the Interstate Commerce Commission, shows all of the companies in 
the United States earning 5 per cent or more on their capital stock. 
This table states what the various companies will earn on their stock 
under the three-year guaranty. (This appears in print for the first 
time in the Minority report of Senator Cummins.) 
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An important objection has been made to statements con- 
cerning the guaranteed net income on capital stock. Net income 
under the Commission's system of accounting includes not only 
earnings from operation but income from outside investments. The 
government does not guarantee these outside revenues. Another 
objection which can be made to the computations quoted above is 
that they fail to show system figures. A parent company may 
have several subsidiaries that do not earn much on their out- 
standing capital stock. 
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In order to meet both of these objections and to ascertain the 
real effect that Buch modifications would have on the results, we 
have compiled the statistics for the railroad systems handling 72 
per cent of the traffic in the eastern district. In column A we show 
the average dividend rate on the system; in column D the average 
return, including income from outside sources as well as revenues 
from operation during the past three years; in column F we have 
eliminated all income from outside operations. These railroad sys- 
tems under the government guaranty will be able to pay all of their 
operating expenses, taxes, interest on funded and unfunded debt, 
rentals, leases, etc., and have enough left out of earnings from opera- 
tion alone, to equal an average of 10 per cent on all their capital 
stock outstanding in the hands of the public. In addition to this 
government bond for 10 per cent during the war, these companies 
will have large revenues from outside sources. During the past three 
years, this outside income has averaged over $30,000,000 a year. 
This table has been compiled from the exhibit prepared by the 
eastern railroads in the Fifteen Per Cent Case before the Inter- 
state Commerce Commission. (See table on p. 96.) 

In contrast with the foregoing statements showing the situa- 
tion on American railroads, under the proposed government guar- 
anty, we present a somewhat similar table (p. 97) showing the 
government guarantees on the roads handling 86.60 per cent of 
the traffic in Great Britain. These earnings should be further 
reduced by reason of the modification caused by the increased 
wages, a portion of which the railroad companies have assumed. 

Summarizing the situation, it may be stated that the railroad 
bill now pending before Congress proposes the following guarantees 
made on behalf of the government of the United States: (1) to 
return the properties at the end of the period of government control 
in as good condition as that at the time they were taken over; (2) to 
loan the railroads all the money necessary for betterments and im- 
provements, probably at the rate on government bonds; (3) to 
shield the large prosperous railroad systems from all future in- 
creases in the cost of labor and supplies while the war lasts; 
(4) to protect these larger railroads from all financial hazards of 
the war which will threaten the very life of many industries, and 
possibly wreck many railroads that will not be granted a govern- 
ment guaranty; (5) and to guarantee the larger railroads, annually, 
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sums that will be sufficient to pay all their operating expenses, taxes, 
interest, dividends and surplus equal to that which they have earned 
during the years 1915 to 1917 inclusive, the most prosperous three- 
year period in their entire history. 

It is also proposed, as stated by the author of the major portion 
of the bill, that the shippers, who will have their own burdens to 
carry during this perilous time, will be expected to make up any 
deficit of the government in the guaranty made to the railroads. 

We can snuff out the Ufe of our bojrs in the trenches. We 
can wreck many industries. We can blast the business of the short 
line, the poor road. But when it comes to these rich, powerful cor- 
porations, the big companies, the great railroads, we heroically an- 
nounce that we are going to protect them from the effects of the war. 
And we do all this in the name of patriotism. 

To the Burlington Railroad we say, "You now have a stock 
pa3ring a regular dividend of 8 per cent. While the war lasts please 
accept this 22 per cent government bond in lieu of that railroad stock. 
We not only guarantee you this 22 per cent annually on your stock ; 
but we guarantee to return the principal in full in this manner — 
after the war is over we solemnly guarantee to give back your prop- 
erty in just as good a condition as we take it." This has all the 
essential elements of a 22 per cent government bond. While the 
war lasts the government guarantees the annual payment on the 
stock, and at the end of the war the government guarantees to re- 
turn the property in full. Here you have the payment of the 
principal and the interest. Not only do we guarantee to the Bur- 
lington annually that 22 per cent on its capital stock, but we also 
guarantee, with all the wealth and resources of the United States 
government back of the pledge, that we shall pay all interest charges 
on all its funded and unfunded debt, maintain its properties ade- 
quately and efficiently, and present to the Burlington Railroad an 
absolute government credit, enabling the company to borrow 
all the money it may need. We tell the Burlington Railroad 
to go ahead, rehabilitate and improve its property out of the 
public treasury, while many other industries are being pros- 
trated; and then don't forget to take that little check annually 
for 22 per cent. We do all this in the name of patriotism. 

It has been suggested that the payment of these large earnings 
to the railroads is necessary to facilitate the sale of government 
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bonds. ^ How will it help the sale of 4 or 4} per cent government 
bonds to give a government guaranty to railroad stocks amomiting 
to 10 per cent annually? It is axiomatic that the higher you make 
the prevailing rate on other securities, the more difficult will it be to 
sell government bonds at a lower rate. Where is there any reason 
for thinking a guaranty of 10 per cent instead of 6 or 7 per cent on 
railroad stocks will facilitate the sale of government bonds? Why 
should the stockholder part with the 10 per cent security in order to 
purchase a 4} per cent government bond? The higher you make 
the earnings on railroad securities, the more difficult will it be to 
persuade the railroad stockholder to part with his security. The 
logic involved in advocating a 10 per cent or 20 per cent return on 
railroad stock in order to help the sale of 4 or 5 per cent government 
bonds is a charming exhibition of the usual statesmanlike stupidity 
which governs our public activities. 

Our first task is to win the great war, but that cannot be used 
to throw dust in our eyes on matters of justice as between the citi- 
zens of this country. There are some offenses that cannot be com- 
mitted with impunity, even though they be done in the name of 
patriotism. We are patriots first, last, and all the time; but we 
are not fools. There is such a thing as camouflage in the demagogic 
panegyrics of the politician who does everything, big and little, right 
or wrong, in the name of patriotism. 

TERBfiNATION OF GOVERNMENT CONTROL 

The measure originally presented provided no definite time for 
the termination of the government operation of our railroads. The 
Senate Committee amended this, limiting the time to eighteen 
months after the termination of the war. The House Committee 
has amended the bill, limiting the time of operation to a period of 
two years after the war. The possible effect of no limit on the period 
of government operation has precipitated vigorous discussion from 
both the friends and opponents of government ownership. Various 
and confficting claims have been made. Whatever policy is sub- 
sequeptly adopted, it is quite essential that a substantial period 
shall elapse during which necessary legislation can be enacted to 
meet the situation then existing and providing for the necessary ac- 
counting. There is no doubt but what Congress will limit the 
period of government operation. As the time Umit approaches, the 
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entire subject of govemment ownership versus private ownership 
will be forced into prominence. 

JUBISDICTION OF THE InTEBSTATE COMMERCE COMMISSION 

Practically everyone recognizes the necessity for concentrating 
the operation of American railroads in the hands of the President 
during the emergency now confronting the nation. Another ques- 
tion, however, has arisen. This relates to the jurisdiction of the 
Interstate Commerce Conmiission over rates and chaises of the 
railway companies. At the present writing, the committees in the 
two houses of Congress are divided on this proposition; the Senate 
Committee recommended a bill giving power of initiating rates into 
the hands of the President, and leaving the jurisdiction with the 
Commission to finally determine the reasonableness of any and all 
changes under the Act to Regulate Commerce and the amendments 
thereto. The House Committee has declined to accept this amend- 
ment to the bill as originally proposed. This is but a passing phase 
of a contest that has been carried on for many years to cripple, and 
if possible, to destroy the Commission. The shipper like the rail- 
road will suffer from the inconveniences and hardships occasioned 
by govemment operation interfering with the ordinary movements of 
traffic, and giving priority to those commodities most essential to the 
efficient prosecution of the war. It can safely be said that both 
the railroad and the shipper have patriotically consented to this 
interference, without objection. 

However, on matters of compensation a different situation 
exists. There is no necessary connection between the efficient oper- 
ation of the railroad and the determination of the proper compensa- 
tion to be paid by the govemment to the railway company. There 
may be some relation between the two, but it is incidental, and not 
of substantial importance. The railway company has a right to* a 
full hearing before a disinterested tribunal if an agreement cannot 
be effected between the govemment and the company, and no one 
has even suggested that this right should be interfered with by the 
so-called "war power." The shipper claims that his rights to a full 
hearing relative to the compensation to be paid by the shipper are 
just as sacred as are those involving the compensation to be paid to 
the railroad. The justice of the demand on behalf of the shipper to 
a full hearing has been forcibly stated by the Supreme Court in 
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InterHate Commerce Commiesian v. LauisviUe, etc. (227 U. 8. 88), 
wherein the following language appears: 

But such a oonstruotion would nullify the right to a hearing, — for manifestly 
there is no hearing when the party does not know what evidence is offered or con- 
sidered and is not given an opportunity to test, explain, or refute. The informa- 
tion gathered under the provisions of section 12 may be used as basis for institut- 
ing prosecutions for violations of the law, and for many other purposes, but is not 
available, as such, in cases where the party is entitled to a hearing. The Ck>m- 
mission is an administrative body and, even where it acts in a quasi-judicial capac* 
ity, is not limited by the strict rules, as to the admissibility of evidence, which 
prevail in suits between private parts. Interstate Commerce Commiseum v. Baird, 
194 U. S. 25. But the more liberal the practice in admitting testimony, the more 
imperative the obligation to preserve the essential rules of evidence by which 
rights are inserted or defended. In such cases the Commissioners cannot act 
upon their own information as could jurors in primitive da3rs. . All parties must be 
fully apprised of the evidence submitted or to be conaidcared, and must be given 
opportunity to croa»-examine witnesses, to inspect documents and to offer evidence 
in explanation or rebuttal. In no other way can a party maintain its rights or 
make its defense. In no other way can it test the sufficiency of the facts to sup- 
port the finding. Interstate Commerce Commiasion v. LouiwiUe <k NaehoQle RaHIr 
road, 227 U. S. 88, 93. 

We have had the Interstate Commerce Commission for thirty 
years. During this period our railroads have prospered. The best 
evidence of this fact is that the companies handling the bulk of the 
traffic in the nation have been able to pay liberal dividends, and 
the net revenues of the American railroads as a whole during the 
past three years have exceeded the net revenues of any other like 
perioc}. This fact has been conclusively established beyond con- 
troversy. During the next few years the Commission will be of 
greater importance to the shipper than during any other like period 
in our history. 

Advanced Freight Rates 

There are some who are advocating a general advance in freight 
rates in the United States, should it become necessary to make up 
any deficit in the amount guaranteed to American railroads under 
the provisions of the bill now pending. Before the government 
should adopt such a policy there are some facts worthy of serious 
consideration. At the outset it must be remembered that such a 
course of action would be diametrically opposed to that which has 
been adopted in Great Britain. 
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The expedited special service required by the government in 
the movement of troops, munitions and other war supplies will serve 
to discommode other traffic, creating embargoes, confusion, extended 
delays, forcing other trains, both passenger and freight, to give way 
to the movement of trains canying war supplies. No one is ob- 
jecting to these inevitable hardships, but attention is called to the 
fact that the government is thereby securing expedited special 
services for ordinary rates. It would be very difficult to estimate 
the actual cost of this kind of service and the attendant confusion 
occasioned to other traffic. This extra service is in all respects a 
governmental activity and the burden should be borne by the 
government, — ^by the pubUc generally — ^not by the shipper. If 
every shipper were able to pass on the cost to the consmner it might 
not work any hardship to advance the freight rates to take care of 
these extra costs; but in actual practice we find that some jobbers 
and some manufacturers in certain lines of industry in the cities, 
are able to pass on the burden to the consumer; but, on the other 
hand, many jobbers, manufacturers and producers have to absorb 
the larger portion of any advance in freight rates that is made. 
This is true of the oil industry because the chief competitor of the 
independent is enabled to ship his product largely through pipe 
lines. The price on grain is generally the price at the market less 
the transportation charge from point of origin. The same is true 
of the UvestOck traffic. Even where the shipper is able to pass on 
the burden to the consumer there are certain objections. A tax 
(and this has all the essential elements of a tax) pro-rated in that 
manner compels the man who buys the necessities of life to bear the 
heavy part of the load and it is not apportioned in accordance with 
the ability to pay the tax. Many times the manufacturer or jobber 
uses such an increase as an excuse for levying an additional charge 
upon the public for the conmion necessities of life amounting to 
several times the actual increased cost. 

We should keep clearly in mind the distinction between the 
ratepayer and the taxpayer. The shipper is perfectly willing and 
is glad to bear his fair share of the burden of the cost of this war. 
He could rightfully object, however, to any program which forces 
him to bear his share and, in addition thereto, to carry other people's 
burdens. These extraordinary costs of operation occasioned by 
confusion, congestion, etc., are caused by the government; they 
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are a part of the war program. This extra cost should be borne 
by the taxpayer and nqt by the ratepayer. Of course the shipper 
mil then bear his fair share of the burden. 

The shipper will have to bear his own increases in the cost of 
labor and supplies along with the rest of the people. It would 
seem unfair to compel him also to bear the increased cost of labor 
and supplies of the railroad companies occasioned ^y the war. The 
reason we say to the railroads that we will protect them from these 
increased expenses is because we consider our transportation system 
an essential governmental agency at this crucial time. We do it as 
a matter of public policy. It is a burden assumed by the govern- 
ment and the citizens as a whole should share in that burden, in- 
stead of forcing it upon a relatively small group of shippers scattered 
throughout the country. As previously stated what we suggest is 
precisely the policy that has been adopted in Great Britain. It is 
soimd economicaUy, morally, and legally. 

Government Operation in Great Britain 

The essentials of the British plan for the operation of railroads 
during the war may be briefly described as follows: 

1. A committee of thirteen, including the president of the 
Board of Trade and the general managers of the leading British 
railroads are in active control of the railways in England, Wales 
and Scotland, under authority of the Act of 1871. 

2. The government undertakes to maintain the properties on a 
standard similar to that existing prior to the war, except that a cer- 
tain percentage, said to be 12) per cent, is added to the maintenance 
allowances of the pre-war period, because of the extra cost and wear 
and tear occasioned by high prices and the extraordinary use now 
demanded of the railroads. 

3. The government guarantees the net income for the year 1913 
less an amount equal to one-fourth of the first wage bonus granted 
to labor, the total reduction amounting to approximately £1,000,000. 
(The original reduction was equal to the amount by which their net 
revenues during the first seven months of 1914 fell below the cor- 
responding period of 1913. This condition, or proviso was stricken 
out and the reduction named above was substituted therefor.) 

4. No pa3rment is made for the movement of government 
troops or munitions, it being presumed that the payment of the 



104 Thb Annalb of the American Acadeht 

difference between the guaranty and the receipts from other traffic 
is sufficient compensation for this service. . 

5. Very large and substantial increases in wages have been paid 
to labor. The first advance was divided as follows: the govern- 
ment assumed three-fourths of the amount 'and the railway com- 
panies assimied the other one-fourth by reducing their guaranteed 
return to that extent, as described above. All subsequent advances 
in wages have been assumed by the government. There has been 
no general advance in freight rates during the war. In 1913 there 
was an increase of approximately 4 per cent, which it is said became 
operative at a somewhat later date. This was about the time the 
5 per cent was granted by the Interstate Commerce Commission on 
50 per cent of the traffic in the eastern district. 

There are certain essential differences in the method adopted 
in Great Britain and that contemplated in the United States in con- 
nection with the taking over of the railroads. 

In Great Britain the dividends average much less than the divi- 
dends on railway stocks in this country. In Great Britain the aver- 
age surplus (as well as the typical surplus) is approximately one- 
half of 1 per cent. In the United States the average surplus above 
dividends for the year ending June 30, 1917, was approximately 4 
per cent. In other words, the surplus in the United States is approx- 
imately eight times as great as the surplus in Great Britain. The 
guaranty of the net income for 1913 in Great Britain with the sub- 
sequent modification that was adopted was not even sufficient to 
insure the payment of dividends on the principal railroads of the 
country. We here present an extract from a statement compUed 
by the Legislative Reference Department of the Congressional 
Library, the document being prepared by Mr. Gilbert Hirsch. 

Before the tenna were made public, a report had got out that the basiB of 
oompensation was to be a goyemment guarantee of the existing dividend. The 
InvestoiB' Review had it that the dividend average for the three preceding yean 
was to be the basis of this guarantee.* 

Even after the terms became known, it was popularly assumed that th^ 
involved a guarantee that the government would give the railway shareholders 
every existing dividend.* The Railway News stated, shortly after the announoe- 

* September 19, 1914, p. 319. 

* Mr. Healy in the House of Commons, May 3, 1917, 93 H. C. Deb., pp. 
564-565. 
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ment* that ahaieholders would get divideads at rates approxLoiately equal to 
those of 1913. And the Economist declared, over a year later* that di^ndends are 
mote or less guaranteed under the arrangement with the goyemment. There has, 
however, been some falhng off in the dividend rate during the war.* 

The following statistics have been prepared by James H. Oli- 
phant & Co., of New York, and show the situation on nine of the 
leading railroads in Great Britain. 
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In the United States, however, we find the guaranteed net in- 
come, after the payment of all interest charges, will very much 
more than insure the payment of dividends and a large surplus for 
{ill the principal railroads of the nation. 

The guaranteed return for the railroads in the United States, 
not in toto, but in proportion to (he capUdlizcUion outstanding, is ai>- 
proximately $250,000,000 greater than the return guaranteed to 
British railroads. 

No Incentive for Efficiency 

The gravest objection to the proposed legislation now pending 
in Congress is that it leaves practically no incentive for efficient 
operation. During this transition period we will have neither 

« November 21, 1914, p. 688. 

• February 26, 1916, p. 396. 

• iSm below, sec V, B, 2. 
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complete private control nor government control in actual practice. 
The government has the right of unlimited interference in operation, 
the companies retain the title to the properties, and their employes 
retain actual ph3r8ical control of the operation of the plant. During 
this transition period it would be well if there were some strong incen- 
tive for efficient operation. Of course the spirit of patriotism and 
the desire to do one's duty in times of either peace or war prompt the 
activities of practically all of us. And yet, it needs but a moment's 
reflection to recall a very substantial difference in the attitude of the 
employes for a company at competitive points and at non-com- 
petitive points. The stimulus of greater financial reward needs no 
argimient to support it; everybody recognizes it in practically 
every branch of human industry — except possibly in the ministry 
and even there the same human stimulus is used constantly. The 
magic wand of government operation may transform railroad stocks 
into government bonds, but it will not change railroad managers 
and engineers into angels; they are still human beings. 

The government will present this guaranteed return to the 
railway companies without any regard to the work that they may 
perform in the future. They get their 8 per cent or 50 per cent on 
their stock whether the service they render is poor, good or excellent. 
And the temptation to discredit government operation will be 
a powerful factor, although it may be followed imconsdously 
only. 

A suggested compromise might be made that the companies 
shall be guaranteed their usual interest and dividends, but that they 
shall have no surplus, except as they may earn it. This surplus 
should not be capitalized; but the value of improvements to the 
property in order to sustain the full value of outstanding securities 
is inestimable and is recognized by all practical railroad men. 

Capitalizing Surplus 

The measure now pending before Congress proposes to capital- 
ize the surplus earnings of railway companies. The authors of this 
measure are asking Congress to reverse a principle which has been 
adopted unanimously by the Interstate Commerce Commission, 
in a decision written by Mr. Secretary Franklin K. Lane, while he 
was a member of that tribunal. They are asking Congress to adopt- 
into law a doctrine which Mr. Lane branded as unjust. 
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The authors of this measure are asking Congress to adopt into 
law a doctrine which two of the leading raihroad presidents in 
the nation have stated on the witness stand would be unfair to the 
public. 

The railroad industry is peculiar among the enterprises of the 
country. By state statutes, acts of Congress and city ordinances 
we are consttotly requiring railroads to build improvements which 
bring little or no additional revenue, such as elevated tracks, more 
ornamental depots, etc. They have asked us to help build these 
things which we require, by allowing them a large surplus over and 
above reasonable dividends, on condition that they will not capi- 
talize these surplus earnings. 

Mr. Hipley, the president of the Santa F6, testified under oath 
on the witness stand before the Interstate Commerce Commission 
in 1910 as follows: 

Mb. Lton: But, take the condition of a road, we are aasuming as the case 
where you have a dividend of $10,000,000 and you collect from the public an 
additional $10,000,000, and that pays for all necessary improvements demanded 
by that particular Ime of raflway. 

Mr. Ripley: Well, it might. 

Mb. Lyon: I said assume that it would. 

Mb. Ripiay: Yes. 

Mb. Lyon: Then in the future in determining the rate you would not con- 
sider the value of that property acquired through the $10,000,000 taken from the 
public previously for that purpose? 

Mb. Riflby: No. 

Again referring to this mon^ put into the property out of ft>y"i"gff Mr. Lyon 
asked: 

It IS their money and they have invested it, and you would not expect any 
return upon it? 

To this Mr. Ripley again replied that he would not.^ 

Mr. Willaf d, president of the Baltimore and Ohio, and chair- 
• man of the committee representing the eastern railroads, testified 
under oath on the witness stand before the Interstate Commerce 
Commission in 1910 as follows: 

CoioosBiONEB Lane: None of your surplus should be capitalized, as I under- 
stand you to say? 

Mb. Willabd: None of the surplus that has been spent so far on the Balti- 
more and Ohio has been capitalized and in my opinion it should not be; and when 
the surplus that I speak of — ^the 50 cents for each dollar that I speak of which 
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should be put in the property in each year--i8 spent, it should not in my opinion 
be capitalised. My thoui^t is tiiat at least that much monqr should be spent on 
the property each year to afford a proper basis of support for the existing securities. 

The Interstate Commerce Coimnission in their mianimoiiB de- 
cision in the Advanced Rate Cases of 1911, stated, in the language 
of Mr. Secretary Franklin K. Lane, the following: 

There is no justification for the investment of surplus, if it is to have the effect 
of increasing the rates upon the shipper over the original lines. If the theoiy is 
to be recognized that by increasing the value of their property, by putting back 
operating revenues into the property a earner may as a legal right increase rates, 
then the shipper is worse off each time he pays a rate which yields a revenue over 
and above a reasonable return upon the original investment.' 

This measure now pending, and which may become law, re- 
pudiates the doctrine which has been formally adopted by the Com- 
mission, with the approval of the leading railroad witnesses, in a 
case where that very proposition was squarely at issue, and in a 
case in which practically all the railroads of the country were parties. 
The authors of this measure desire to make the shipper pay freight 
rates adequate to prevent any deficit under government operation, 
and they desire to guarantee a return on aU improvements whether 
built out of new money or out of earnings, whatever the source may 
be. If that principle is adopted by Congress it will cost the 
consumers and producers of this nation almost $200,000,000 
annually; and it will be in defiance of what the Commission and 
the railroad officials themselves have said is just.* 

Conclusion 

The railway companies retain title to their properties, and 
retain the actual control in practical operation. We protect the 

' Senate Document, Gist Congress, pp. 7&-M. 

• WetUm Advanced Rate Case, 20 1. C. C. 307, 342. 

*In partial recognition of the principles discussed in this article it is now. 
quite probable that Congress will pass two amendments to the measure as orig- 
inally proposed: (1) leaving final jurisdiction over rates with the Interstate 
Commerce Commission, and (2) providing that the compensation shall not be 
increased in order to pay a return on improvements built out of surplus during 
the period of government operation. However, unless further amendments are 
adopted, the Commission will lose its power of suspending rates pending inves- 
tigation, the improvements built out of surplus during former years will be cap- 
italized, and the enormous earnings described in the text will be guaranteed by 
our government to this favoned industry. 
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carrieis from the effect on their revenues resulting from the diversion 
of traffic; but we also shield them from other hazards. If labor be- 
comes scarce, or wages exorbitant, it will not have any effect what- 
ever on the carriers' revenues. If they need more money to put 
into the plant, we guarantee to furnish it. If repairs cannot be 
made, we furnish the money to do it later. 

If the carrier needs more high-priced materials, we furnish 
them, and at the same time preserve their net earnings, sacred and 
untouched, on that high plane they reached in the most prosperous 
three-year period they ever saw. Other industries do not get this 
protection. But the railroads are rich and powerful. They own 
so much property everywhere and control so many newspapers and 
magazines. 

Other industries may feel the blighting effect of the war, and 
suffer — ^the railroads will be shielded from all that. With the 
mighty arm of the great government we select the railroad stock- 
holder from out of the masses of the people. We select this two- 
thirds of 1 per cent of our population and tell them that they shall 
go through this terrible ordeal of war absolutely harmless. Others 
may perish, but these rich powerful railroads shall continue to revel 
in the greatest prosperity they ever witnessed in all their history. 

By the fiat of government we will suddenly transform seven- 
teen thousand million dollars of railroad stocks and bonds into 
government bonds. Not only that, but we will capitalize all their 
surplus earnings, although the Supreme Court and the Interstate 
Commerce Commission, the two highest tribunals in the land, have 
refused to sanction such a doctrine. We are asked to capitalize 
the surplus of these railroads although Mr. Ripley of the Santa F6, 
and Mr. Willard of the Baltimore and Ohio, on the witness stand 
under oath, stated that they should not be capitalized. 

Brave, true, noble patriots — ^willing to sacrifice their time and 
their property, providing of course that they get more for it than 
ever before. What an inspiring spectacle to give the rest of the 
country I And what a noble, happy thought it was to select the 
railroads at this time of trial and sacrifice to inspire us with patriot- 
ism. The cold chill that will go out among our people when these 
facts are really known will be something alarming. Such short- 
sighted policies as these will but hasten the day of reckoning for 
American railroads. 
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In dealing with these questions of large moment, we must have 
a care for we are adopting principles that will control the operation 
of the second greatest industry in the nation during the most critical 
time in our history, except only for the period of the Civil War. 
And these conclusions that we^ reach will have a profound effect on 
any subsequent purchase or regulation of these vast proi)erties. 
This is not a time for the abandonment of those principles which 
we have found to be wise and just. In venturing out into the new 
and the unknown it is well to cling close to the wisdom acquired by 
the slow process of the experience of the past. In that way, and 
that way alone, can true progress be accomplished and justice be 
rendered to all parties. 



RAILROAD SECURITY ISSUES UNDER GOVERNMENT 

OPERATION 

By Thomas Conway, Jr., Ph.D. 

Railroad securities make up a large part of the assets of banks, 
life insurance companies, of the investments of trust estates and 
private individuals. The securities of our railroads, until the out- 
break of the European War, were held in large amounts by foreign 
owners. As a result of the liquidation of these European holdings; 
the attitude of the Interstate Conunerce Commission and other 
regulatory bodies towards the railroad rate problem; and the liq- 
uidation of railroad securities by American investors desiring to 
escape heavy war taxes by shifting their investments to govern- 
ment bonds, the tendency of the market price of railroad stocks and 
bonds within recent months has been generally downward. This 
unfavorable movement has been very pronounced since the fall of 

1916, the culmination being reached in November and December, 

1917, when the prices of many standard railroad issues were below 
those prevailing in the panic days of 1907. 

This decline in railroad security values occurred in a period of 
unparalleled traffic. The railroads were overwhelmed with busi- 
ness. It was evident that one of the weak links in the chain of 
American preparedness was the insufficiency of equipment and 
terminal facilities on the part of most railroads, notably those in 
the East. 

With the flotation of the second Liberty Loan, the marketing 
of new security issues by private corporations and the refunding of 
maturing issues became a grave problem. The government was 
sucking up all of the available investment funds, leaving nothing 
for the private corporation. For years, our railroads have followed 
the practice of issuing short time notes, — a hand-to-mouth method 
of borrowing which many prophesied would sooner or later lead to 
disaster. According to estimates which have been prepared by Mr. 
McAdoo, some $265,000,000 of railroad securities mature and re- 
quire refinancing in the calendar year 1918. Private bankers were 
unwilling to undertake large commitments for such purposes under 
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existing conditions. The failure to refund maturing issues meant 
an epidemic of railroad receiverships. 

Government Plans of Railroad Finance 

The railroad problem thus became one of the grave issues con- 
fronting the government, the satisfactory solution of which was 
necessary if the gigantic^ preparations of ^he nation were to go for- 
ward satisfactorily. Prompted by the three motives of ending the 
traffic paralysis, taking care of necessary refinancing, and of pro- 
viding the f imds urgently required to extend the facilities of the car- 
riers in order to handle the enormous volume of business which they 
were called upon to move, the President, on December 26, 1917, 
issued a proclamation taking over the control and general manage- 
ment of the railroads. In his proclamation, the President outlined 
in general terms the financial arrangement which he believed to be 
equitable. Concerning this matter, he said: 

While the present authority of the executive suffices for all purposes of admin- 
istration, and while of course all private interests must for the present give way 
to the public necessity, it is^ I am sure you will agree with me, right and necessary 
that the owners and creditors of the railways, the holders of their stocks and bonds, 
should receive from the government an unqualified guarantee that their properties 
will be maintained throughout the period of federal control in as good repair and 
as complete equipment as at present, and that the several roads will receive under 
federal management such compensation as is equitable and just alike to their 
owners and to the general public. I would suggest the average net railway opera- 
ting income of the three years ending June 30, 1917. I earnestly recommend that 
these guarantees be given by appropriate legislation, and given as promptly as 
circumBtanoes permit. 

I need not point out the essential justice of such guarantees and their great 
influence and significance as elements in the present-financial and industrial situa- 
tion of the country. Indeed, one of the strong arguments for assuming control of 
the railroads at this time is the financial argument. It is necessary that the values 
of railway securities should be justly and fairly protected and that the large, finan- 
cial operations every year necessary in connection with the maintenance, opera- 
tion and development of the roads should, during the period of the war, be wisely 
related to the financial operations of the government. Our first duty is, of course, 
to conserve the common interest and the common safety and to make certain that 
nothing stands in the way of the successful prosecution of the great war for liberty 
and justice; but it is also an obligation of public conscience and of public honor 
that the private interests we disturb should be kept safe from unjust injury, and 
it is of the utmost consequence to the government itself that all great financial 
operations should be stabilised and coordinated with the financial operations of 
the government* 
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No borrowing Bhould run athwart the bonowingB of the federal treasuiy, and 
no fundamental industrial values should anywhere be unnecessarily impaired. In 
the hands of many thousands of small investors in the country, as well as in na- 
tional banks, in insurance companies, in savings banks, in trust companies, in 
financial agencies of every kind, railway securities, the sum total of which runs up 
to some ten or eleven thousand millions, constitute a vital part of the structure 
of credit, and the unquestioned solidity of that structure must be maintained. 

Almost simiiltaiieoiislyi the administration caused to be intro- 
duced in Congress a bill carrying out the general policy outlined. 
The bill provided that during the period of federal control, each rail- 
road should receive — 

as its just compensation an income at an annual rate equivalent as nearly as may 
be to its average net railway operating income for the three years ending June 30, 
1017 (called herein standard return); said net railway operating income for the 
purposes of this act shall, as to carriers making retiuns to the Interstate Com- 
merce Commission, be computed from such returns, excluding, however, debits 
and credits arising from the accounts called in the monthly returns leased road 
rents and miscellaneous rents: Provided^ however, That no federal taxes in excess 
of taxes aasessed during the year ending Jime 30, 1017, shall be charged against 
revenue in computing such standard return. Any net railway operating income 
in exoess of such standard return shall be the property of the United States. The 
amount of such standard return as accruing during said period of three years shall 
be determined by the Interstate Commerce Conmiission, and the certificate of 
said commission as to the amount of said net railway operating income shall, for 
the purpose of such agreement and guaranty, be taken as final and conclusive. 

During the period of such federal control adequate depreciation and main- 
tenance of the properties of the cairiers shall be included as a part of the operating 
expenses or provided through a reserve fund, in accordance with such prindples 
and rules as shsll be determined by the President. 

In case of a dispute as to what constituted ''the average net 
railway operating income " of a railroad, the matter should first be 
referred to a board of three auditors, appointed by the Interstate 
Commerce Commissioh, which, after a full hearing, should report 
to the President the amount due the carrier as just compensation. 
The bill further provided that in the event of the failure of the car- 
rier and the government representatives to agree upon proper com- 
pensation, appeal could be taken by the carrier to the Court of 
Claims, and that pending the decision of that court, the govern- 
ment should pay to the carrier an amount not exceeding 90 per cent 
of such standard return, the balance due, if any, as determined by 
the Coiui, to bear 6 per cent interest during the period required for 
the adjudication of the matter. 
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Additioiis and improvements made to a railroad while under 
federal control out of the capital or surplus of the carrier are to re- 
ceive a return ''reckoned at a rate percentum to be fixed by the 
President" upon the cost of such additions and improvements. 
Additions and improvements made out of funds advanced by the 
government are to entitle the carrier to an additional allowance in 
its earnings "equal to the rate accruing to the United States" upon 
any advances, thereby enabling the carrier to make payment to the 
government without encroaching on its own share. The adminis- 
tration bill further provides that : 

no carrier, while under federal control, without the prior approval of the President, 
may declare or pay any dividends in excess of its regular rate of dividend during 
the three years ended Jime 30, 1917, provided, however, that such carriers as have 
paid no regular dividends or no dividends during said period may, with the prior 
approval of the President, pay dividends at such rate as the President may 
detemune. 

The Act makes provision for the issue and sale of railroad secuiv 
ities during the period of government control. Section 7 provides: 

That for the purpose of providing funds requisite for maturing obligations or 
for other legal proper expenditures, or for reorganising railroads in receivership, 
carriers may, during the period of federal control, issue such bonds, notes, equip- 
ment trust- certificates, stock and other forms of securities, secured or unsecured 
by mortgage, as the President may approve as consistent with the puUic interest. 
The President may purchase for the United States all or any part of such securities 
at prices not exceeding par, and may sell such securities whenever in his judgpment 
it is desirable at prices not less than the cost thereof; any sums available from the 
revolving fund provided in section six may be used for such purchases. 

At this time, when only the broad outlines of the President's 
plan have been 8ket6hed in and the administration bill has not 
emerged from committee, much less received final action in either 
house, it is impossible to indicate with any degree of exactness the 
resultant effects upon the carriers. Presuming, however, that the 
general plan recommended by the President is adopted by Congress 
and that the intentions of the administration are accurately reflected 
by Director General McAdoo's testimony before the Congressional 
committees, a general estimate can be made of the effect of govern- 
ment control during the war. 

Director General McAdoo, in testifying before the House Com- 
mittee on Interstate Commerce, explained the close connection 
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between financing the railroads and the successful financing of the 
needs of the government. He said: 

Over and above the deficit and other n^easuree now before Congress, the 
government faces the necessity of raising $10,000,000,000 between now and June, 
"^th our financial situation as it is now — ^uncertainty brgely prevailing — we can 
do nothing. Our savings banks, investment concerns, and other fiduciary insti- 
tutions hold $4,000,000,000 of railroad securities. So long as these institutions 
are uncertain as to the status of the securities they hold, what income they will 
get, and what the future holds for their interest and dividends, they are in no 
position to buy the bonds which we must offer. 

At an earlier hearing, ne explained that government control was 
inevitable for two reasons, because: 

It was apparent that under private management dose coordination of f adli- 
ties could not be effected, because each of the roads naturally was seeking to get 
all the business it could. Only under government control could this coordination 
be achieved. It was also necessary to stabilize, or clarify, the financial situation. 
There are $4,000,000,000 of railroad securities held by banks, trust companies, and 
fiduciary institutions throughout the country. These form a considerable portion 
of the country's basis of credit. Under exisling conditions the shrinking in value 
of these securities created a serious situation. 

Mr. McAdoo also said, '^I don't believe a very great sum 
comparatively will be needed for financing the roads." In com- 
menting upon railroad obligations maturing in 1918, he said ''I ex- 
pect the railroads to take care of those obligations themselves either 
through re-issue or some other method." 

In detailing the needs of the railroads before the House Com- 
mittee, Mr. McAdoo stated that the necessity for the $500,000,000 
fund proposed in the bill was due in part to need of maintaining and 
improving the roads and in aiding those in a weak credit position. 
Asked what sum total the government might finally expend in this 
manner, he submitted the following figures on the roads' own 
expenditures for the last five years: 1912, $477,000,000; 1913, 
$600,000,000; 1914, $550,000,000; 1915, $263,000,000; 1916, $281,- 
000,000. 

Mr. McAdoo added that he thought the $500,000,000 should 
be regarded as a one-year appropriation, and that if government 
control should last longer, similar sums might have to be asked of 
Congress periodically. He hoped to add to this sum by the profits 
which the government, by unified operation and other economies 
might effect. 
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With respect to maturities, he said: 

I hope the railroads, aided by the government guarantee, will be able to take 
oare of tiieir own. . If it ahould be required, government aid should be given 
wherever it is neoeasary to protect the credit position of roads taken over. I 
assume a first-rate railroad bond, guaranteed as it ii by the government, should 
easily be refunded. The great needs of the government are such at any rate that 
all bond flotations necessarily will have to be conducted with the approval of the 
national Treasury. 

The response of the market to the President's action showed 
unmistakably the dread and anxiety which had filled the minds of 
investors in railroad securities. There was a sharp rise in practically 
every stock. In the three stock market sessions following the Presi- 
dent's announcement, there occurred an advance of more than one- 
half billion dollars in the market values of the stocks of seventy- 
eight railroads. Since that time there has been a gradual decline 
in railroad stock quotations so that by the close of January, 1918, 
a considerable part of the sharp advance had been offset in many 
cases. 

Effects of the Government Plan of Railroad Finance 

In advance of the final enactment of a bill carrying out the 
President's plan for control of the railroads, it is impossible to do 
more than estimate the effect of government control during the war 
upon railroad securities upon the basis of the administration's pro- 
posal. There is some dispute as to exactly what return is con- 
templated. In the first place, the item ''net railway operating in- 
come" as used in the proposed act, appears nowhere in the reports 
of the Interstate Cotnmerce Commission. In other words, it is 
necessary to calculate the sum contemplated from the returns as 
published. Again, the Interstate Commerce Commission's official 
figures for the fiscal year ended June 30, 1917, are not as yet avail- 
able. The estimates of the Bureau of Railway Economics and the 
Interstate Commerce Commission's experts vary considerably as 
to the return which will be shown when complete figures are at hand. 
The Interstate Commerce Commission's statement as to what the 
President's plan contemplates, including its estimate of net railway 
operating income, for th? ^^al year ended June 30, 1917, is as 
follows: 
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Tear «BilBd Net Railway Invaatmenl la Road and Ratio of Fiarntngi 

Jmo 80 Opvaling Inooma Epatpmnt— Book Vahw to I n faaUna ut — 

1015 $683,104,833 $16,409,124,401 4.14% 

1916 084,872,959 16,872,373,900 5.84% 

1917 1,020,800,000 17,250,000,000 5.91% 

The Commission estimates the three year average to be 5.31 per 
cent. 

The Bureau of Railway Economics disputes the conclusions of 
the Commiission, alleging that it has more accurate figures than the 
Commission for the fiscal year ended June 30, 1917, and that by 
using these figures it finds that the average return would be only 
5.22 per cent. An examination of the conclusions of the Commis- 
sion and of the Bureau shows that the former was estimating on 
95.87 per cent of all mileage while the Bureau's estimates covered 
approximately 86 per cent of the mileage. 

Objections to the plan proposed by the President concern indi- 
vidual companies rather than general equities, with the exception 
of the general objection of the carriers that the year 1915 was the 
worst year that they had experienced in fifteen years, and that an 
average made up by the inclusion of this year with two average 
years was not fair to them, and does not adequately reflect the earn- 
ing power of the railroads. The reply is made to this objection that 
the years ended June 30, 1916 and 1917 were unusually good and 
that in any event war times are abnormal times, and under such 
conditions the railroads cannot expect a guarantee of a rate of re- 
turn equal to that which the properties might earn imder peace 
conditions. 

The second objection is, that the President's plan is most un- 
just to the speculative stocks and to stocks of recently reorganized 
companies. The Missouri Pacific, for example, has recently passed 
through a drastic reorganization in which a large amount of money 
was raised through a heavy assessment on the stockholders, whose 
subscriptions were based upon the reasonable assumption that they 
would receive a dividend almost immediately. Because of the fact 
that the receiver put a large part of the earnings of the property into 
rehabilitation work, the returns shown for the years 1915 and 1916 
were very poor, although as a matter of fact the company's earning 
power had been quite satisfactory. This rehabilitation program is 
practically completed, and it is argued that the road has a demon^ 
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strated earning power much beyond the amount which would be 
guaranteed imder the President's plan. The stockholderSi how- 
ever, cannot share in these earnings because of the large amount 
which was invested in the road in two of the three years selected as 
the basis of calculating the guarantee. It is contended that for 
similar reasons the Pittsburg & West Virginia, the Western Mary- 
land, the Pere Marquette and the St. Louis-San Francisco railroads 
will not receive anything like an adequate return under the Presi- 
dent's plan. 

On the whole, however, the guarantee tremendously strengthens 
the financial position of the railways. While injustice may be 
shown in a few cases, yet the amounts which the government guar- 
antees most of the railroad systems are sufficient to enable them to 
pay their fixed charges. In most cases the balance remaining is 
considerably in excess of the dividend payments which hdve been 
made in the last three years. ^ 

It should be emphasized that the government does not guar* 
antee the payment of dividends. The President's plan merely 
guarantees to the corporation a certain income, which will be dis- 
bursed in accordance with the contracts heretofore entered into by 
the corporation, and actions taken from time to time by the boards 
of directors. The directors of a railroad can at any time suspend 
dividends in case they feel that the money should be invested in the 
property, or if for any reason it seems advisable to conserve re- 
sources. The government does not guarantee dividends, but the 
practical certainty that with the government's aid new capital re- 
quirements can be financed makes it likely that dividends hereto- 
fore paid will be continued in most cases. 

The President's plan will doubtless accomplish the two great 
aims which he had in mind. It will take care of the problem of re- 
funding the $265,000,000 of security issues falling due in 1918 and 
the maturities in subsequent years, in case the war continues. It 
also makes possible control over railroad finajicing so as to avoid 
any conflict with the government's plans. Above all, a method is 
provided by which the railroads can secure whatever additional 
money is necessary during the period of the war for the purchase of 
equipment and the extention of facilities. 
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The Government Plan not a Permanent Solution 

The President's plan in no sense constitutes a permanent solu- 
tion of the so-called railroad question from the security holders' 
point of view. It merely preserves the integrity of railroad invest- 
ments during the period of the war. It does not carry assurance 
that present prices of railroad securities will be maintained. In fact, 
it would appear that any general appreciation in the prices of divi- 
dend-paying raiboad stocks and bonds, above the figures prevailing 
in the latter part of January, 1918, is hardly to be anticipated, until 
the conclusion of peace begins to be discounted. It is true that the 
government's guarantee makes ,the dividend and interest on railroad 
securities especially secure, but with standard stock issues selling on 
a 5^ to 6| per cent basis and with railroad bonds of the higher grade 
yielding from 5 to 6 per cent at present prices, the likelihood of 
further large advances is not very great. So long as the war con- 
tinues, competition by the government for investment funds will 
become increasingly insistent. The consequent strain on credit will 
tend to increase rather than ease up, with the result that investors 
will demand even a higher yield than now prevails on taxable securi- 
ties. If the war should last for a number of years taxes will almost 
certainly increase, with the result that high class taxable invest- 
ments will suffer by comparison with tax-free government bonds. 
It must also be remembered that in so far as the security holder is 
concerned, the earning power of the railroads during the period of 
the war has to a large extent become fixed. Increased earnings will 
not mean increased dividends, for it is probable that Congress and 
the Administration will take the view that the companies' share 
of excess earnings should go into extensions. The great uncertain 
element is, of course, the duration of the war, and the extent to 
which the present situation as regards earning power and methods 
of operation will be changed before the end is reached. It is fur- 
thermore uncertain at the time this article is written, exactly when 
the government will return the operation of the railroads to their 
owners. It appears probable, however, that they will be returned 
within a few months after the conclusion of peace. 

The real problem of the railroad security holder concerns his 
status after his property is returned to him. The old problems of 
high operating costs and fixed rates; the imwillingness of regulatory 
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oommifisioDS to advance rates; the failure on their part to realise 
that capital has beei^ gradually forsaking the railroad fields because 
an attractive return was not offered, must all be faced again. The 
situation will be aggravated by the practical certainty of high post- 
war income taxeSi which will cause the investor to demand an ad- 
dition to his rate of return, offsetting at least in part the taxes which 
he must bear. The most serious element in the situation from the 
investor's standpoint, is the problem of readjusting railroad wages 
to a peace basis. It is evident that the administration intends to 
have no quarrel with the railroad brotherhoods, which means sub- 
stantial increases in wages. The possibility of reducing wages when 
living costs decrease after the conclusion of the war, are not at aU 
dear. If it proves impossible to reduce labor costs, the outlook for 
the railroad security holder upon the return of peace is not very en- 
couraging, particularly when the time is reached — as it must be 
reached — ^for a general economic readjustment with a consequent 
reduction in traffic and in operating revenues. The political signif- 
icance of a general increase in rates while the roads are under gov- 
ernment control would be so profound as to cause every expedient 
to be used to avoid taking this step. Whatever economies can be 
effected through centralized control and unified operation will offset 
in part the higher wages which the Director General will without 
doubt authorize. Mr. McAdoo, moreover, has indicated that he 
expects to use the $500,000,000 appropriation contemplated by the 
administration bill to constitute the so-called "revolving fund" to 
meet, among other things, any operating deficiency which may arise. 
It is very possible, therefore, that the roads may be returned to 
their owners operating on a deficit under unified control and with 
the probability of still larger deficits under individual control. The 
significance of the wage problem at once assumes its true proportion 
when this contingency is kept in mind. The future of railway in- 
vestments, therefore, depends upon the breadth of vision and cour- 
age shown by the Interstate Commerce Commission and the state 
commissions in adjusting rates from time to time so as to assure a 
fair return and adequate protection to the security holder. 



STATUS OF EXISTING RAILROAD LAWS AND RKGULA- 
TIVE AGENCIES UNDER FEDERAL CONTROL 

By Edgar Watkins 

The regulation of railroads may for the purposes of this dis- 
cussion be divided into two categories. These are, the regulations 
tending to promote competition among railroads and those pre- 
scribing a price to be paid for a service. 

The orders of the Director General which in effect suspend the 
anti-pooling section of the Act to Regulate Commerce and the right 
of the railroads to protection against short hauling, which take from 
shippers their statutory right to route their freight and which limit 
the right of the carriers to make traffic agreements, fall in the first 
category and suspend statutes inconsistent with the full utilization 
by the government of the property taken over. These statutes may 
be considered as repealed for the time being by clear intendment of 
Congress. Accounting rules, the discharge of employes and the issu- 
ance of passes, within the terms of the law, are but incidents of pos- 
session and use, and freight embargoes are frequently enforced by 
railroads privately owned. Demurrage charges and regulations are 
not primarily intended to obtain revenue but to facilitate transpor- 
tation by the prompt release of cars. If the demurrage charge is 
small a shipper may be slow to release his car, while a high rate of 
demurrage stimulates the expeditious loading and unloading of cars. 
It follows, therefore, that the Director General was effecting a greater 
utilization of ''material and equipment" for "purposes connected 
with the emergency, " when he obtained an increase of the demur- 
rage rates. 

What has been done was clearly authorized by the act of Con- 
gress under which the Director General was appointed, and he prob- 
ably could have made effective the demurrage rules without the in- 
terposition of the Interstate Commerce Commission. 

Similarly there could be no reasonable question of his authority 
to make rules and regulations as to methods of packing, loading 
and stowing shipments, and of otherwise protecting and conserv- 
ing those commodities required by the exigencies of the present 
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situation. Thus he may say, as the Food Administrator has stated 
in advertisements, that flimsy boxes should not be used as containers 
for the transportation of food products. Passenger travel might 
be curtailed, because to do so would leave available more equip- 
ment for the transportation of commodities necessary to supply 
the public wants. 

The provisions of sections 2 and 3 of the Act to Regulate Com- 
merce, which prohibit discriminations and preferences, remain in 
force, except preferences may be given as stated in the act relied 
on by the President and quoted above. Similar but less liberal 
governmental preferences were given by the Hepburn i^endment 
of June 29, 1906. ^ 

The shipper's right to a reasonable rate, to allowances for serv- 
ices and instrumentalities furnished, to reparation for damages suf- 
fered and to protection against an "increased rate, fare, charge or 
classification" imtil ''after approval thereof has been secured from 
the commission, " ^ are not inconsistent with the purposes for which 
the President was authorized to take possession of the railroads. 

These rights of shippers to a fair equality among themselves, 
to reasonable charges, to allowances in proper cases and to free- 
dom from rate increases without prior approval by the Interstate 
Commerce Commission are in the second category; and being en- 
tirely consistent with the purposes for which the President was au- 
thorized to seize the railroads still exist, and it seems clear that Con- 
gress has not as yet given the President power to issue all kinds of 
orders which "shall have paramount authority." 

The shipper's rights are subordinate to the needs of the govern- 
ment in connection with the transportation of all persons and com- 
modities used or necessary to the conduct of the war, and to the 
authority of the President to utilize the railroads for "such other 
purposes connected with the emergency (created by the war) as 
may be needful or desirable." "Needful" and "desirable" give 
the President a discretionery power of wide scope, but such power 
is the power of utilization of the railroads. If the utilization for 
the purposes named or for purposes connected with the present 

^ Act of August 0, 1917, amending seo. 16 of the Act to Regul&te Commeroe. 
It win be noted that this act was passed nearly a year after the approval of the' act 
under which the director of railroads obtains his power: and that the IVesident 
seissed the roads under authority of a section of an appropriation act passed nearly 
eight months before Congress declared the existence of a state of war. 
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emergency and deemed needful or desirable exclude any shipper 
from the use of the railroads, the statutory power has not been ex- 
ceeded. If, however, the shipper be not so excluded from such use, 
the use he receives, limited only by the governmental exigencies, 
must be on the terms prescribed in the acts to regulate commerce 
and not on different terms ordered by the Director General. 

While the President gives '' paramount authority " to the orders 
of the Director, he means of necessity orders authorized by the act 
of August 29, 1916, and not orders which would fix charges differ- 
ent from those found reasonable by the Interstate Commerce Com- 
mission. 

Congress has under consideration bills fixing more definitely 
the powers to be exercised by the President. The authority to 
prescribe rates and to make regulations not directly affecting the 
utilization of equipment, may, in the discretion of Congress, be 
left with the several commissions; but it may well be argued that a 
tribunal like the Interstate Commerce Commission composed of 
nine men cannot act with that promptness demanded by the exi- 
gencies arising out of our participation in a great war. 

The Interstate Commerce Commission exercises legislative, 
judicial and administrative functions. It also debates like a legis- 
lative body, and delays like judicial tribunals. Its administrative 
functions can best be left to one man; but its rate making, or legis- 
lative function, and its rate judging, or judicial function, will be, 
if retained, given greater consideration, although not necessarily 
with more correct conclusions, than if committed to any executive. 

Rate making as between the private owner and the shipper is 
unquestionably a legislative act. There is force in the argument 
that since the government is the possessor and user of the railroads 
the charges to be exacted may be prescribed as mere administrative 
acts. This question is academic as the Congress is proposing legis- 
lation which it may lawfully enact, whether or not there exists a 
difference in power because of the ownership being private or public. 

It is proposed in the pending legislation to speedy where the 
authority to make rates shall lie. The argument is made that un- 
less the power is given the Director General to take any action con- 
cerning either operation or charge that he may deem needful and 
proper, he will be unable effectually to meet the public exigency. 
By others the argument is pressed on the committees of Congress 
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that to give so great a power to one man is dangerous and that if 
Congress should give such jurisdiction to the Director General it 
would be shirking its constitutional obligations by delegating legis- 
lative powers. 

Congress cannot delegate its legislative authority. It can, 
however, prescribe a general rule leaving to a delegated person or 
tribunal to determine when particular facts bring a rate, practice 
or regulation within the rule. This Congress did when it created 
the Interstate Commerce Commission, which, when first created, 
was but part of the Department of the Interior. That the Com- 
mission was composed first of five, later of seven and now of nine 
men, does not change the rule. 

The number of men entrusted with power has no relevancy to 
the legal right to make the appointment of the agency, and one 
director general can be given all the powers that have been or may 
be given nine commissioners. 

When different agencies have jurisdiction, however carefully 
delimited, over the same subject matter, there will of necessity arise 
unforseeen situations presenting questions, difiicult of solution, 
as to which agency has authority! No general line of demarkation 
of separate authority can make provision for the infinite situatiohs 
which may from time to time arise. In the present hour of supreme 
need for prompt and decisive action, there should be one agency 
with ''paramount authority." The ordinary commissions may, in 
subordination to this agency, be utilized; and, when speed is not 
necessary, these commissions may be left to hear, discuss and 
recommend. 



HAS THE IMPORTANCE OF FEDERAL VALUATION OF 

RAILROADS BEEN INCREASED OR LESSENED 

BY FEDERAL CONTROL OF OPERATION? 

By H. B. Whaling 

A report of the general secretary of the President's Conference 
Committee for the Federal Valuation of Railroads, dated December 
31, 1917, stated that up to Jime 30, 1917, the government had spent 
about $9,000,000 and the railways approximately $16,600,000 on 
valuation work since the passage of the Physical Valuation Act of 
March 1, 1913. 

Tentative valuations have been served on six carriers with a 
total mileage of 2,120 miles. Field and track inspection has been 
completed on 153 roads aggregating 61,333 miles; on 9 more roads 
totaling 44,017 miles this work is from 75 per cent to 100 per cent 
completed; it is from 50 per cent to 75 per ceift finished bn 9 addi- 
tional lines having a mileage of 36,970 miles; and it is started but less 
than half done on 186 roads comprising 186,834 miles. 

The field and track work is not the most difficult part of the 
undertaking. After the inventory is made the problem of valuation 
remains — ^what unit prices, what deductions for depreciation, etc., 
almost ad infiniium. All in all, the work is probably about one- 
third completed. 

The question presented for discussion in this paper is — ^Does 
federal control of operation decrease or increase the importance of 
this great undertaking? This may best be answered by consider- 
ing the possible uses of a physical valuation of railways. 

A physical valuation may be used (1) to promote intelligent 
rate regulation, (2) to secure adequate supervision of securities 
issues, (3) to reach a just value in condemnation cases, and (4) to 
value non-paying roads for purposes of taxation. 

Physical Valuation and Rates 

Intelligent control of railway rates presupposes a definite 
economic policy. Under private ownership and operation it is the 
purpose of owners to get .as much as possible out of the public. 
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Rates are groesly discriminatory and generally extortionate. Under 
government regulation or government control it is intended to fix 
rates so as to shape the railway system to serve and promote the 
economic needs of the country. But what rate policy will accom* 
plish this end? 

The attempt to outline an economic policy of rate fixation leads 
us immediately to the law of comparative costs — ^nations, communi- 
tiesj persons should specialize in the production of those goods which 
they can produce relatively the cheapest. It is manifestly absurd 
for Iowa, for instance, to try to raise grapefruit or bananas when 
it can engage more- productively in wheat and com growing. It is 
no less absurd, save in degree only, for any community to divert 
its capital and labor from the most productive pursuits to those less 
productive. If the principle of comparative costs is operative there 
is secured a maximum utilization of resources — human and natural. 
Conversely, anything that interferes with the working out of this 
law induces an economic loss. 

It is clear that the railways are the arteries of trade and that 
upon the proper functioning of them depends the economic move- 
ment of goods from one community to another. If rates, in the 
aggregate, are too high, internal commerce is restricted, or what is 
the same thing, the law of comparative costs is prevented from freely 
working, with the result that communities are forced to produce 
goods which they could otherwise get less expensively in exchange 
and productive agents are employed at less than the maximum ad- 
vantage. By a like sign, if rates in total are too low, not eiiough 
capital will flow into the railway business and internal commerce 
is diminished with a resultant economic loss. Also, if rates are 
made too high to one conmiunity and too low to another the benefits 
of trade are destroyed, for if a community cannot ship goods out 
it cannot ship them in. Thus extortionate rates, confiscatory rates 
and discriminatory rates are economically bad. 

The latter evil may be remedied by applying the principle of 
joint cost to railway tariffs: the two former give rise to the problem 
of valuation. It is this problem that involves the question of a 
physical valuation. To it attention is directed. 

It will hardly be questioned, I believe, that if competition pre- 
vails the law of comparative costs will operate with the result that 
the niJ^Yimnni utilization of human and natural resources is achieved. 
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On the other hand, monopoly, by restricting the Supply and by pre- 
venting the working out of the principle of comparative costs, signi- 
fies an economic loss. If the monopoly is a natural one it cannot 
be prevented by regulation, but it may be so controlled, through 
fixing its prices, as to secure the result, if not the fact, of competi- 
tion, and it is the result of normal competition that is desirable. 

Under competitive conditions it is ordinarily true that the value 
of a business equals the amount of capital invested in it. But other- 
wise, a competitive business can earn no more than a normal return 
on the capital actually invested in the enterprise. If we reverse 
the process in the case of monopoly and fix a price which allows to 
the monopoly no more than a normal return on investment we 
achieve the results of competition and secure the most productive 
use of economic agents. 

Railways, of course, are characteristically monopolistic. Con- 
sequently, it should be a tenet of regulative policy to fix rates so as 
to permit the accrual of a normal net return to investment equal to 
what could be had in competitive businesses of a similar degree of 
risk. This is a full application of the doctrine of comparative costs. 

The determination of investment without a physical valuation 
is inconceivable. Thus it becomes clear how important it is to have 
such a valuation. It is, of course, not contended that there are 
not intangible elements in valuation, but it is maintained that intel-> 
ligent valuation and rate regulation are not possible without a phy- 
sical valuation. 

Since the aim of rate fixing is to fashion the railway system to 
serve economic welfare best, it can make no difference whether the 
government controls or only regulates the roads. Legal title would 
not change the nature of the economic problems involved. It is, 
therefore, patent that the recent action of the government in assum- 
ing control of operation, permanently or only temporarily, can have 
no effect on the importance of a physical valuation. From the point 
of view of rates, it is neither more important nor less important that 
the task begun should be completed. 

Physical Valuation and Securities 

Railway securities have afforded a most delectable field for fi- 
nancial manipulation. The Alton, the New Haven, the Rock Island 
and many others are classic instances. In 1808 Alton stock was 
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selling well above par — the surplus of the road was approximately 
$7,000,000 and net earnings easily large enough to maintain 8 per 
cent dividends. Under the "able" leadership of Mr. Harriman, in 
seven years, the capitalization was expanded from $34,000,000 to 
$114,000,000 while property to the extent of only $18,000,000 was 
acquired. In essence, the sound credit and excellent reputation of 
the Alton, built up through years of conservative management, was 
overcapitalized and sold to an unsuspecting public. The New 
Haven paid reckless prices for steam and trolley lines in the effort to 
create a transportation monopoly in New England with the result 
that it was greatly overcapitalized and its stock fell from $200 to 
somewhere near $50. The Rock Island regularly paid dividends 
out of capital, failing to set aside enough to cover depreciation be- 
cause paying fancy prices to insiders for subsidiary lines. The re- 
sult — ^the once prosperous road was swamped, nay drowned, in water 
of the characteristic muddy financial sort. And so on we might 
extend the sickening list — but enough. 

In all this manipulation the public and the investor are inter- 
ested. If rates are allowed high enough to pay dividends on the 
watered stock they are extortionate and trade is restrained. If 
rates are made so as to allow a return on investment without regard 
to the outstanding securities, dividends cannot be paid thereon, 
the credit of the company suffers, funds for extensions cannot be 
had, adequate transportation facilities cannot be furnished, and 
trade is diminished. In both cases the public loses. Likewise, of 
course, the investor is mulcted out of his investment. 

Only the financial buccaneer gains. He should be made to dis- 
gorge in so far as possible — ^but it is high time that such manipula- 
tion be stopped and this can be done only by government super- 
vision or control of security issues. The government may, in the 
case of private operation, either authorize issues or enforce public- 
ity. The latter is probably preferable. 

Whichever method is adopted makes no difference in so far as 
physical valuation is concerned. Proper control of securities issues 
requires sound accounting and sound accounting is based on phy- 
sical valuation. It would not have been possible to pull off the Al- 
ton and other deals if the actual value of the property had been 
known and if the public had been informed of the disposition of the 
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proceeds of the securities sales. Physical valuation, sound account- 
ing, publicity, — ^here lies the remedy for financial troubles. 

It can make no difference whether the government merely super- 
vises security issues, or takes over the roads permanently and issues 
its own securities, the financial problem is the same. Again, then, 
the necessity for having a physical valuation is not changed. 

Physical Valuation and Condemnation 

It is, I believe, usually considered that physical valuation is 
essential to condemnation proceedings. This is true, but not in 
the sense generally meant. If the government fixes rates or per- 
mits rates which give a certain earning power and consequently 
establish a certain market value of the railway securities, it ought 
in a purchase case to pay a price for the railways indicated by mar- 
ket value of securities (averaged over a period of years, of course) 
and not by physical value. It may be true that there is an element 
of monopoly returns in the earnings, but securities have been issued 
thereon, and equities have been established which it is not just to 
disturb. It is possible to reach the desired end by a progressive 
mcome tax and by a still more progressive inheritance tax, the pro- 
ceeds of which may be used to amortize the securities representing 
the monopoly element in return. Howeveri it is far from clear how 
pillaging the investor for the sake of the public is justifiable. But 
in the event that the road has been " skinned, " i.e., depreciation not 
taken care of, a physical valuation would be serviceable in condem- 
nation cases. This question always arises — hence condemnation 
cases require the use of such a value. 

In my estimation, the recent policy of the government in guar- 
anteeing the net earnings averaged for a period of years is sound 
economically. 

Physical Valuation and Taxation 

For purposes of taxation, value depends primarily upon net 
earnings, but for non-paying roads a "dismembered seUing value'' 
is useful. This contention rests on the theory that goods should 
be put to the most economic use and if one railway cannot use them 
gainfully they should still be taxed at the price another railway, or 
another business of any sort, will pay for them. 

By way of summary it may be reiterated that a physical valua- 
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tioo is essential (1) to economic regulation of rates, (2) for the pro- 
tection of investors, (3) in establishing a purchase price in certain 
cases, and (4) for the detennination of a taxable value in the case 
of non-paying roads. With regard to the first two points espe- 
cially, economic policy rests on a physical valuation. If the govern- 
ment only regulates railways or if the government continues to op- 
erate them as a public business its policy cannot economically be 
different, nor can it be successful without the means of determining 
investment, namely, a physical valuation. It is, therefore, neces- 
sary that the work now being done under the direction of the Inter- 
state Conmierce Commission go on to completion. 



CONTROL OF RAILROADS AFTER THE WAR 

Henbt a. Palmeb 

It might be asked why it should be assumed that there will be 
or should be a change after the war in the plan of railroad control 
in effect before the war. In other words, in what manner has the 
war — ^which has caused a temporary change to govemm^sit opera- 
tion to meet a serious emei^ency, but for that emei^^sicy only — 
made it incumbent on the country to revise its method of regulating 
the common carriers? Most certainly it does not follow that, 
merely because there has been a change in methods to meet war 
conditions, there should be a permanent change. But just as cer- 
tainly it is true that the exigencies of war have emphasized some of 
the weaknesses in our methods of regulation and that it would be 
folly not to cure them now that they have been so plainly exposed. 
And just as certainly it is true that the necessaiy war operation of 
the railroads by the government has demonstrated methods by 
which efficiency may be increased through their permanent applica- 
tion, and not to take advantage of this knowledge would be equally 
foolish. So, not as a natural consequence, but merely because we 
have already learned many ways in which our handling of the trans- 
portation problem may be improveci, and will doubtless learn many 
more before the war is over, it does foUow that after the war, when 
the railroads are returned as they should be to their owners, there 
must be some revision in the machinery by which they are regulated : 
this, both for their own benefit and that of the shipping public. 

No one ought to attempt to say now with any degree of exact- 
ness what the after-the-war method should be. We are going 
through a historic period in railroad regulation and the experiment 
of government operation is as yet too new to justify any definite 
attempt at permanent application of the lessons learned — at least 
as long as there is so little prospect of an early end to the course of 
study. Whether we agree with what the government has done or 
not, it is done, and government operation will continue to the end 
of the war. We have all that time for observation and considera- 
tion as to what should be done when peace comes. Within a cot- 
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tain definite period after the end of the war, government operation 
should cease and raibroad control should automatically revert to the 
owners of the property. Then we should be prepared to enact, 
within that period, well considered, thoroughly scientific railroad 
regulation legislation, based not only on what was known before the 
war, but also on what we have learned while the war was in progress. 

Opinions Rbgabding Public Policy after Wab 

If government operation of the railroads during the war for 
the purpose for which they were taken over is a success — as it ought 
to be and doubtless will be — ^there will be a great cry for government 
ownership. Already the preliminary notes have been heard. Of 
course, it does not at all follow that, because the government with the 
autocratic power given to the Director General of Railways in a war 
emeigency can accomplish what the carriers themselves, hampered by 
law and custom and regard for the rights and comforts of their pa- 
trons, as well as for their own profits, could not accomplish, govern- 
ment ownership would be the proper nostrum. The arguments for 
and against such ownership are too well known to be entered into 
here. It is sufficient to say that the success of the government in 
accomplishing a war time task tmder war time powers at a cost of 
great sacrifice by commercial interests, would not be a legitimate 
added aigument in its favor; while as an added argument against 
it is to be counted the fact that the government will hardly be in 
shape at the end of the war to assume such a huge financial burden. 

As to whether there shall be some permanent plan of govern- 
ment control or operation short of actual ownership but akin to the 
present war plan, the question divides those who would put into 
effect a non-competitive system under government auspices from 
those who see no reason, because we have had a war, that the busi- 
ness methods of private ownership should not, in general, continue 
to govern. No one can dispute, of course, that if the government 
owned or controlled all the railroads and would work out and enforce 
an efficient plan, millions of dollars in duplicate salaries, duplicate 
trains, duplicate rents, duplicate service and facilities of all kinds 
could be saved. But they could also be saved if the government 
operated all the grocery stores, or all the coal mines, or all the 
churches. We may some time reach that Utopia but the time is 
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not yet, either through government ownership or any other form 
of paternalism. 

Nbeded Reforms in Railroad Regulation 

Let us lay down, then, as the first general principle of the new 
system of regulation, that the railroads are to remain in private 
ownership, but with the added degree of government control that 
is necessary to the fair accomplishment of some of the reforms that 
seem to be wise. As the second, let us say that all laws that have 
hampered them in efficiency are to be repealed or amended so that, 
though injustice may not be done, the carriers will still be able to 
do things dictated by good business judgment which they are now 
prevented from doing. As the third, let us say that as far as possi- 
ble or wise, all things considered, the railroads shall be compelled 
by law to do the things that have been demonstrated as efficient 
for them to do but which, of their own will, they have refrained from 
doing. In other words, let the railroads continue to operate under 
the same general plan of private control and ownership as before the 
war, with more liberality toward them as to the things they are per- 
mitted to do and greater strictness as to things they are compelled 
to do — ^which carries with it the idea of greater powers in some regu- 
latory body, though those powers would be used for the carriers' 
benefit as well as for the repression of any improper desires on their 
part. 

To start with, let us do away with the multiplicity of regulat- 
ing bodies, the celebrated forty-nine masters, and center the regulat- 
ing power in one federal body, the Interstate Commerce Commis- 
sion. Let us do away with the state commissions as railway regu- 
lators except as they may continue to exercise mere police powers 
and, possibly, as they may continue to regulate railways that are 
purely intrastate. There are those who say this is not legally pos- 
sible but there are others who say it is. But so far as it is legally 
possible it should be done and every effort should be made to deter- 
mine its legal possibility. It is ridiculous and highly productive 
of inefficiency and unfairness that, for instance, a train must have 
one kind of crew in one state and a different kind in another; or 
that the fare should be fixed at one rate in one state and at a dif- 
ferent rate in another, both, perhaps, varyingfrom the interstate rate. 
The railroads, whatever their paper form of organization or what- 
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ever the rights of states to regulate them, are a national system in 
reality and in so far as they are not permitted or compelled to oper- 
ate as such they must fall short in efficiency. 

It is true that this doctrine is shocking to some as an attempt 
to invade the sanctity of so-called state rights. But there is noth- 
ing sacred about the theory of state rights or any other political 
theory. If it does not hold water it should be cast aside. And, 
besides, there are those of no small ability and legal lore who hold 
that the doctrine of state rights is not incompatible with centralized 
federal regulation of railroads — ^indeed, that the two go hand in 
hand in that the real and highest right of a state is to be protected 
from discrimination by reason of the act of another state. These 
are questions for the lawyers, but they should be threshed out with 
a view to constructing an efficient system. 

There must be a more definite government policy with respect 
to the revenue railroads are allowed to earn. As things are now, 
the Interstate Commerce Commission regulates rates — and the 
rate regulating power should remain in that body, war or no war — 
but there is always dispute and never certainty as to just how far 
the Commission may use its judgment in deciding whether the reve- 
nues of the carriers are sufficient. The inclination, in the absence 
of a definite declaration by Congress on the subject, is to confine 
consideration to the questions of reasonableness and discrimina- 
tion. There should, perhaps, be fixed a minimum net return. 

Even with such a provision we should be confronted by the 
vexed question of whether a certain general increase, which the 
weak roads need, should be allowed when it would swell the revenue 
of the more prosperous roads to unreasonable proportions. This 
brings us to the subject of the pooling of traffic and revenues, now 
illegal. It should be made legal, within certain limits. The stock- 
holders of a given road should have reasonable assurance that, so 
long as the road was properly operated and necessary at all in the 
scheme of things, it would earn for them no less than a certain per- 
centage of return. It might earn as much more as good manage- 
ment and general conditions warranted. Such a plan, to be sure, 
unless carefully worked out, might provide for the prosperous con- 
tinuance of a road that really had no reason for living or for making 
money out of its existence. There would Have to be government 
participation in deciding whether a given road should share in the 
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promise of minimum return, and that power of participation would 
have to be wisely exercised. The strict rule of the survival of the fit- 
test cannot be applied to the railroad situation for the reason that we 
have to take things as they are and not as they might be if we could 
start from nothing to build a new transportation scheme. Com- 
munities and businesses have grown up on the basis of the present 
system. They cannot be wiped out in the effort for absolute effi- 
ciency. The best that may be done is to empower an able com- 
mission to handle the situation with due t^gard for all existing 
interests to the end that necessary roads may not perish for lack of 
revenue but that those more fortunately situated may contribute 
somewhat of their prosperity. Doubtless repeal of the anti-pooling 
laws would accomplish all that is desired if the repealing act were 
accompanied by wise legislation safeguarding all interests. The first 
essential is to determine the policy. . If it be the policy to enable our 
present railroads to continue to exist, and that by means of some 
plan which shall operate to distribute profits somewhat more equit- 
ably, and at the same time bring greater facility in the handling of 
the country's business by the pooling of traffic, then the rest is com- 
paratively easy, a matter of detail. Such a plan would not be solely 
nor even chiefly for the benefit of the carriers. The shipping public 
would profit. Rates would probably be no higher than they other- 
wise would be and service would be better. 

m 

Pooling of Facilitibb 

The pooling, or common use, of railroad facilities is already 
legal and was tried even before the government took over the roads 
with some degree of success by the eastern carriers. It should be 
made compulsory, within proper limits. The purpose of transpor- 
tation is to get freight and passengers moved and the reason for 
congestion is that they are not moved. If we are to consider trans- 
portation nationally there is no reason why a road possessing facili- 
ties that will help in the moving of this traffic should not be com- 
pelled to permit their use iothe utmost by anybody that can use 
them for the necessary purpose, provided, of course, that the rights 
of the owner to due compensation are protected. It might be urged 
that if a given railroad knew that some facility it might build — a 
new terminal, for instance — could be used by any road that wished 
to use it, it might refrain from building it. But here the govern- 
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ment flhould take a hand. When facilities are needed it should 
compel the railroads to provide them, and there would be no hard- 
ship or injustice in its doing so as long as it provided for the neces- 
sary revenue. 

The one great transportation lesson of this war is that the rail- 
roads have not kept pace in the matter of rolling stock and terminal 
facilities with the growing needs of the country, even aside from the 
war emergency. They must be made to do so, for in the sense that 
transportation is a commodity to which the public is entitled at 
reasonable rates, the railroads cannot be operated as a private busi- 
ness. But they cannot be expected or even compelled to do so un- 
less their income is sufficient to justify the necessary expenditures. 
Rates and service to the public are codrdinate questions and must 
be handled by the same authority in accordance with a well defined 
policy. 

As a means of bringing about more expeditious loading and un- 
loading of cars^by shippers and consignees, higher demurrage charges 
are being tried by order of the Director General of Railways and the 
Interstate Commerce Commission. In so far as they achieve the 
object desired they are perfectly proper. The question of propriety 
is merely one of efficacy. There is as yet no scientific system of such 
charges for that purpose. There should be one, and now is the time 
to make the preliminary study. 

Spbbd in Moving FBmoHT 

But while penalising the shipper and the consignee for failure 
to reach efficiency in their part of the transportation operation, 
why not compel the carriers, by some similar system of penalties, 
to move freight more promptly? No inconsiderable part of the 
delay resulting in demurrage is attributable to the faults of the car- 
riers themselves. Figures are easily obtainable showing the un- 
reasonable time consumed in transit and the same is true with re- 
gard to delays at terminals. Daniel Willard, president of the Bal- 
timore and Ohio railroad, has pointed out that 52 per cent of the 
time of a freight car is wasted around terminals and that it is mov- 
ing on the road only 11 per cent of its time. When from this 11 
per cent is deducted the time wasted in slow movement, the f reigiht 
car as a medium of transportation does not make much of a showing. 

Mr. Willard's statement was made last July. Doubtless the 
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ahowing was in great measure due to the tangle brought on by the 
war congestion/ but not all of it was thus due. There is, perhaps, no 
greater field for improvement in transportation than in the move- 
ment of freight oars, and shippers complain greatly at being held 
up by the reformers as horrible examples when they know that the 
railroads themselves are at least as greatly to blame. The govern- 
ment, by its authorized system of penalties, compels or tries to com- 
pel the shipper to be efficient. It should exercise the same degree 
of compulsion toward the carrier. 

There should be a clearer determination as to the rights and 
duties of carriers in the matter of embargo, as to when an embargo 
may be declared and what notice shall be given, both to other roads 
affected aad to shippers. The practice is loose and productive of 
much confusion and dissatisfaction. 

A. H. Smith, eastern assistant to the Director General, recently 
instructed eastern roads to embargo consignees who do not unload 
cars promptly, regardless of demurrage rules. This is an order per- 
haps necessary and proper under war operation, if it is carried out 
under the direction of government authorities, but there is nothing 
in law to prevent such an embargo at the will of the railroads in ordi- 
nary times when, in their opinion, necessity requires it. Probably 
there are few railroad men whose judgment could be depended on 
in a matter of that kind, and even if the motive were admittedly 
proper the shipper is entitled to know that he has recourse and that 
his interests are protected. 

Another result of war operation of the railroads has been the 
overriding of the law giving to the shipper the right to direct the 
routing of his freight. It is certainly in the interest of efficiency 
that this be done, though perhaps the Director General exceeded 
his legal power in doing it. Perhaps the right ought permanently 
to be taken away by law within certain limits. The shipper ought, 
no doubt, to be permitted to control delivery. That is, though 
freight should be sent by way of the route most likely to afford ex- 
peditious movement and not by the route some persuasive agent 
has induced the shipper to select, the shipper ought to be protected 
to the extent that the freight will be switched without cost to him 
to the road on which he has his place of business or sidetrack, from 
the road which has been selected as the most expeditious route. 

There should be provision for compulsory arbitration of wage 
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demands which would carry with it a practically automatic increase 
in rates to meet the wage increase when such an increase is permitted 
or ordered by the government. Another performance like the 
clubbing through Congress by the labor unions of the Adamson 
eight-hour wage law, leaving the railroads to find, as best they may, 
the money to meet the increase, should be made impossible. 

Still another reform that has been many times urged and gener- 
ally overlooked, apparently because it is held of comparatively 
slight unportance, is the giving to the shipper right to appeal from 
negative orders of the Interstate Commerce Commission. Impor- 
tant or not, it is his right, or should be, and should be given him for 
the asking. The less important it is the less trouble it would be to 
grant it. . , 

There has been no attempt herein to outline any dogmatic 
plan for a reorganization of the plan of railroad control. Not only 
is the future of the railroads uncertain but it is not altogether cer- 
tain what that future should be. The attempt has been merely to 
suggest some changes that would appear at this time to be wise. 



RECONSTITUTING RAILROAD REGULATION 

By George A, Post 

''What," I am asked, "is involved in reconstituting the agen- 
cies of raihroad regulation?" As I enter upon the adventure of 
redeeming a promise made long ago to discuss that question for 
The Annals the agencies of railroad regulation have been deposited 
for the most part in cold storage and the railroads themselves have 
been reconstituted, with a vista of future reconstitution which no 
wise man will attempt to prefigure. 

The only reason why the Editor of The Annals would invite an 
expression from me is that I happen to bear the honor of being 
President of the Railway Business Association, a national organi- 
zation of manufacturers, merchants and engineers who deal with 
railways. Hence the only reason why I should express views upon 
the transportation question is because the Railway Business Asso- 
ciation had formulated a program. We had formulated proposals 
before the United States entered the war, but here we are with a 
new heaven and a new earth and I cannot yet speak for my asso- 
ciates with authority on the altered aspects as they now confront us. 

As purveyors of equipment and supplies we have in the past 
dealt with the employes of railroad corporations whose owners 
were legion. Today we deal with the same individuals, but they 
are now government officers. What further evolution in our com- 
mercial transactions the war may bring as it wears on we shall 
greet with equanimity and with a determination to perform our 
utmost for the success of the temporary government operation 
necessitated by thb war. 

Concerning the stat)^ which shall follow the conclusion of 
peace I can only utter my individual hopes. Miles of good white 
paper have been consumed in foretelling what will be different after 
the war. Certain things, I pray heaven, will be the same after the 
war — ^the same that they have been since that bleak day 297 years 
ago when the Pilgrims entered the wilderness at Plymouth Rock. 

Now what is meant by the competition which it is desirable 
to preserve as a feature of the new railroad structure that is to super- 
sede government operation after the conclusion of peace? Mighty 
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few hard-headed citizens will feel inclined to give up the advantages 
which unification has given both under the Railroads' War Board 
from April to December and under the government Director Gen- 
eral since — advantages arising from mobilization of rolling stock 
without regard to owno^hip, common use of facilities and the rout- 
ing for directness and cheapness as distinguished from earnings for 
individual railroad corporations. Foolish competition seems more 
susceptible to modification than before the war. The government 
is performing functions which previously business men performed. 
The conditions under which business men did their work were 
those of compulsory competition indiscriminately comprehensive. 
The government has promptly removed from its own path some of 
these obstacles. Whatever we have gained in transportation by 
substituting co5peration for competition we shall keep, in so far 
as such retention is consistent with retention of competitive 
elements essential to progress. 

Competition is not confined to rivalry between corporations. 
Competition exists among the officers and employes of each cor- 
poration for promotion. That is the first condition which I hope 
will be preserved the same in transportation after the war. 

As I write, news comes that the Director General of Railroads 
has divided the country into three r^ohs and appointed as regional 
managers three men — A. H. Smith, R. H. Aishton and C. H. 
Markham. Who are these men? Mr. Smith entered the service 
of the Lake Shore & Michigan Southern Railway as a messenger 
boy in 1879 and in 1914 had reached the presidency of the New York 
Central lines. Mr. Aishton in 1878 was an axman in the engineer 
corps of the Chicago & Northwestern Railway and in 1916 became 
president of the same company, having like Mr. Smith made his 
way through the grades. Mr. Markham in 1881 was a section 
laborer on the Atchison, Topeka & Santa F6 and after a rapid rise 
within the Santa F6 organization was induced by the Southern 
Pacific to become general freight and passenger agent of its Oregon 
lines in 1897, being appointed general manager of the Southern 
Pacific in 1904. After a period passed in the management of petrol- 
eum companies he was elected in 1911 president of the Illinois 
Central Railroad. Each of the three is the product of rivalry for 
advancement within an operating railroad unit. We do not know 
where the Director General of Raikoads wotild have found men to 
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be r^onal managers under the war regime if the railroad organi- 
zations which I have mentioned had not existed. What we do 
know is that those organizations did exist as institutions within 
which advancement was open to the humblest beginner, whom no 
influence but his own incapacity or delinquency could repress and 
who needed no influence but his own ability and energy for the 
ascent to the topmost rung. The men were there when the country 
called and it was in those organizations that they were trained. 

Important, however, as competition is within the organization 
it is equally important between railroad organizations* Every 
management knows that its performance will be measured by the 
foremost achievement of its contemporaries. Every aspirant is 
stimulated by. the knowledge that leadership in achievement by 
him will bring opportunity for advancement by transfer to other 
companies. 

As a manufacturer of railway appliances I contemplate with 
satisfaction and zest the preservation of a substantial number of 
independent railroad units. The progress of the art toward in- 
crease of safety, speed, convenience and cheapness by the develop- 
ment of new inventions is a fascinating story of indifference or 
opposition by one railroad and appeal by the developer to another 
and another until a test is somewhere accorded, a demonstration 
afforded and the qualities of the discovery made known in practice. 
Let us preserve the appeal; in that way lies progress. 

If citizens in their individual capacity are to subscribe the 
capital and be responsible for the management of the railways under 
r^ulation, one new and untried element must be introduced into 
regulation. The. government must hold some one of its branches 
responsible for keeping watch over railway revenues and when they 
are inadequate for proper service, including the attraction of new 
capital for additions, betterments and extensions, this branch must 
take steps to correct the deficiency. 

Every student of current discussion and events knows that 
numerous aspects other than those. to which I have referred are 
imder debate and to many it will seem that some of those which I 
have not specified are too important to be omitted even from so 
highly condensed a statement as this. Nevertheless I am content 
to specify at this time these two elementals — ^individual initiative 
and adequacy of revenue — as the essential factors in a national 
railway system. 



A SUGGESTED PLAN FOR PERMANENT GOVERN- 

MENTAL SUPERVISION OF RAILROAD 

OPERATION AFTER THE WAR 

Bt Albxandeb W. Smith 

The operation of the railroads as a war measure presents one 
of the most drastic economic revolutions in our history. Regard- 
less of the duration of the war, the complications springing out of 
governmental operation will probably preclude a return to the old 
system. Many divergent but codperating interests will oppose 
such a return. The grafters, if such there be, will desire to con- 
tinue their graft. The politicians will covet the patronage and 
power which will flow from government operation in ever increas- 
ing volume. No doubt a majority of the security holders will prefer 
to sell out to the government. Certainly so, if too great a sacrifice 
is not enforced. The combined force of these selfish interests, 
which may be expected to organize for mutual profit and protection, 
will override the public interest unless a counter campaign is 
launched early in the contest. As is usual under popular rule, 
education is our only weapon in defense of the general welfare. 

Thinking people are alive to the fact that the interests of 
the shipper and passenger far outweigh all other interests in the 
problem. Some permanent plan should be promptly thought out 
and crystallized in the hope of at once satisf3ring the advocates and 
opponents of outright government ownership. 

The Plan for Regional Federal Holding Coi£faniss 

Hon. William W. Cook of the New York Bar, a prominent and 
successful corporation lawyer, has filed with the Joint Committee on 
Interstate Commerce at Washington, "A Proposed Solution of the 
Railroad Problem." 

He went to the pains of reducing his proposition to the con- 
crete form of a bill which he appends to his paper. He digests this 
bill in these words: 

1. — Congress should incorporate five Federal Railroad Companies for five 
divisions of the whole country. This corresponds to the plan of the twelve Fed- 
eral Bewrvp Pankp, 

142 
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2. — ^Th6 five Federal Railroad Companiea would acquire gradually the stocka 
and bonds of the present railroad oompanies, each in its own district, just as the 
Canadian Government is about to acquire the stock of the Canadian Northern 
Railway Company. These stocks and bonds would be acquired at their actual 
value by purchase, exchange or condemnation. The Federal Railroad Companies 
could obtain the money by the issue of their own stock with 3 per cent dividends 
guaranteed by the govenunent, with a possible extra 3 per cent if earned, all over 
6 per cent to go to the jgovemment. Such guaranteed stock would also be issued 
to provide fresh money for railroad extensions and additional facilities; also to 
acquire from time to time at their actual value the present outstanding raifaxMid 
obligations. The guaranteed dividends could be at a higher rate than 3 per cent, 
if necessary, and would vary from time to time according to the general conditions, 
but when once fixed as to any particular issue would not be subsequently changsd 
for that issue. 

3. — ^The Federal Railroad Companies would then control the present railroad 
companies and could take over their tangible property if the state charters ceased 
to be desirable, or could condemn the railroads if necessary. 

4. — A Federal Railroad Board (similar to the present Federal Reserve Board) 
nominated by the President and confirmed by the Senate, would name the direc- 
tors of the five Federal Railroad Companies and would control the finances of 
those companies and regulate all railroad rates and service. 

S, — ^The plan embodies the idea of government control and government 
financial leeponsibiUty (reduced to a minimum) without government ownership. 

The plan contemplates the acquirement by these federal rail- 
road companies not only of the present railroad stocks and bonds, 
but the railroads themselves by condemnation if necessary. The 
learned author replies to the suggestion that his plan merely draws 
"a thin veil over government ownership'' by saying "its sole pur- 
pose is to avert government ownership"; that government owner- 
ship would mean an additional national debt of about twenty bil- 
lion dollars, while his plan would not. Yet his plans guarantee, 
minimum dividends, and certainly dividends come behind all 
operating expenses and fixed charges. One had as well owe a debt 
literally as to underwrite indefinite payment of dividends on stock 
of the corporation which does owe it. For the same reason, while 
state taxation may be continued (by permission of the federal 
government only after it acquires the railroads under said plan), 
the taxes paid would be chargeable to earnings before dividends 
could be declared. Hence the government guaranty of dividends 
would underwrite the payment of taxes due the states. Further 
quoting from Mr. Cook: 
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All this ia to be done gradually, to avoid shocks, waste, unfair prioes and hasty 
inexperience. The railroads themsdves, however, propose to you that Gongresi 
shall pass a law that the present railroads shall take out Federal charters at once 
or else cease doing interstate business on a certain date. This is to be done under 
power of Congress to "regulate "commerce. Powerto "regulate "$17,000,000,000 
of property is aUeged to give power to destroy $17,000,000,000 by fwbidding its 
use unJless it turns itself inside out by accepting a federal charter. That is hardly 
"due process of law." To the ordinary mind it would seem that the penalty of 
death does not fit the fictitious crime of holding on to a state charter which every- 
body admits u legal 

And the old corporations are to continue. Certainly Congress cannot dis- 
solve them, and hence the new Federal corporations will have two charters, one 
from the state and one from Congress, witii inextricable conflict, litigation and 
Pandora box confusion. The railroads themselves cannot afford to have com- 
pound charters. We would still have conflict of state regulation with national 
regulation; state coounissions with Interstate Commerce Commission; state per- 
secution with national intervention. 

It is a fair deduction that the creation of regional federal hold- 
ing companies in Mr. Cook's plan was designed as a substitute for 
federal incorporation of existing railroad companies. His novel 
and interesting plan is an application to the railroads of the organic 
plan of the federal reserve banking system. It is submitted that the 
parallelism is carried too far. A banking corporation has no phys- 
ical attachment to its location. Being purely a financial institu- 
tion, it is capable of complete liquidation without materially affect- 
ing the particular conmiunity it was wont to serve. Not so with 
a railroad. Once established and located, it becomes an integral 
part of the life of the communities it traverses. Investment in 
real estate for all conunercial, industrial and domestic uses is 
invited. Much of the value, and frequently all of the utility, of 
such property sprihgs from and depends upon the continued opera- 
tion of the railroad. The elements of support and expansion of 
banks are liquid and easily converted, while with railroads they 
are permanent physical additions, such as yards, terminals, ware- 
houses, etc. 

The location of districts, and establishment of federal reserve 
banks therein, serve a useful purpose in stabilizing and equalizing 
the available banking capital and reserves. Districts for the general 
operation of government-controlled railroads would serve no useful 
purpose, but would tend to increase the opportunities for political 
interference in playing one section against another, although the 
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country may be divided into regional districts for special purposes 
from time to time. 

A Federal Railroad Board 

If, however, the suggestion of regional federal railroad holding 
companies, which Mr. Cook elaborates, is not feasible, the estab- 
lishment of a Federal Railroad Board along the lines suggested by 
him is a most valuable element in the solution of the problem of 
permanent and practical government control of railroads short of 
government ownership. Omitting the functions and attributes 
applicable to the holding companies, the composition of this Board 
is admirably stated by Mr. Cook as foUows: 

A Federal Railroad Board is her^y created which shall ooDsiBt of six mem- 
bos, one to be the Secretary of Raihoads, and the remaining five members to be 
appointed by the President of the United States, by and with the advice and 
consent of the Senate. In selecting the said five members of the Federal Railroad 
Board, not more than one shall be selected from any one Federal Raiht>ad district. 
The said five members shaU devote their entire time to the business of the Federal 
Railroad Board and shall each receive an annual salary of twelve thousand dollars, 
payable monthly, together with actual necessary traveling expenses. 

.... No Senator or Representative in Congress shall during his term of 
oflioe, or for five years thereafter, be a member of the Federal Railroad Board. 
The members of the said Board shall be ineligible during the time they are in 
oflioe, and for two years thereafter, to hold any office, position or employment in 
any railroad company, and shall not, during that time, hold or own stock therein. 
At least one of said five members shall be a person, experienced in the management 
and operation of railroads. One member shall be designated by the President to 
serve two years, one for four, one for six, one for eight and one for ten years; and 
thereafter, each member so appointed shall serve for a term of ten years unless 
removed for cause by the President. 

As the function of this Board is to control and regulate rates, 
securities, service and operation, it would obviously supersede the 
Interstate Commerce Commission. 

Full credit is due Mr. Cook for the valuable suggestions he 
has made, but it is submitted that the adoption of his plan would 
but open an easy pathway to government ownership instead of 
proving a substitute for it. 

. The Fbdsbal Incobpobation of Railroads 

The idea of federal incorporation of railroads hitherto devel- 
oped by the representatives of the railroad interests before the 
Congressional Joint Committee seems to contemplate merely the 
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creation of new federal raflroad companies into which existing 
systems are to be transferred, and this idea seems to have been in 
the mind of Mr. Cook when he criticises the proposed plan as being 
an arbitrary and smnmary transfer of the title to $17,000,000,000 
of property from the present owners to new corporations. Obvi- 
ously, such a proceeding would not only be illegal and unconstitu- 
tional, but wholly impractical. However, there seems to be neither 
a constitutional nor practical objection to nationalizing existing 
state railroad companies just as under the Act of Congress any 
state bank may be nationalized. 

It is settled law that the conversion of a state bank into a 
natiolial bank does not destroy the identity or corporate existence 
of the bank nor discharge it as a national bank from any of its 
liabilities outstanding at the time of the conversion. Such con- 
version does not close the business of banking under the state charter, 
but simply results in a continuation of the same body with the same 
officers and stockholders, the same property, assets and banking 
business under a changed jurisdiction. It remains one and the 
same bank and goes on doing business uninterruptedly.^ 

In the earlier history of this government, the question of juris- 
diction of Congress over banking business occasioned much litiga- 
tion and bitter diversity of political opinion, until finally settled 
by the authoritative ruling of the Supreme Court under Chief 
Justice Marshall.' Certainly the basis of jurisdiction over banks 
is no firmer than the express commitment to Congress of exclusive 
jurisdiction to regulate interstate conmierce. Inasmuch, however, 
as the basis of the jurisdiction of Congress over banks rests upon 
the general delegation of power to execute other powers in the 
Constitution, a bank must become an instrument in the prosecution 
of the fiscal operations of the government before Congress obtains 
jiuisdiction. In like manner, a railroad created by a state must 
engage in interstate conamerce before jurisdiction over it is vested 
in Congress. But nationalization of a bank is a condition precedent 
to its becoming an instrument in the prosecution of the fiscal opera- 
tions of the government, whereas a state railroad is authorized to 
engage in interstate commerce (in the absence of a law of Congress 
prohibiting it) without the necessity of a federal charter. 

^ MdropoliUm National Bank v. ClaggeU, 141 U. S. 520. 
< MeCvUoch v. Maryland, 4 Wheaton, 316. 
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This distinction is most important when you come to consider 
whether or not Congress can compel a state corporation to become 
a national corporation. It may or may not be within the power 
of Congress to compel a state bank to become an instnunent in the 
prosecution of the national government's fiscal operations by taking 
out a federal charter. That question is foreign to the present dis- 
cussion. That Congp-ess has the power to compel a railroad cor- 
poration created by a state and engaged in interstate commerce, 
to take out a federal charter is a condition precedent to the inaug- 
uration of the plan herein proposed. Whether or not this power 
exists is, therefore, a question which demands solution. 

The power of creating a corporation is never used for its own 
sake, but for the purpose of effecting something else.' It was, 
therefore, held to be within the discretion of Congress to create 
and use banks as convenient, useful and essential instnmxents in 
the prosecution of the fiscal operations of the government. The 
power to do so is derived from the general clause delegating power 
to make all laws necessary or proper to execute the other powers 
delegated in the Constitution. 

It is hoped this paper will demonstrate that in exactly the same 
way Congress may transform state railroads into federal railroads 
if, in its discretion, such action is necessary and proper in execution 
of its power to regulate commerce, and where any given railroad 
is already engaged in interstate commerce, it may be compelled 
to become a federal railroad corporation if Congress so enacts. 

In the nature of the case, railroads created by state legislation 
cannot, as a matter of right, exercise their corporate powers outside 
of the territorial limits of the state creating them. In Bank of Au- 
gusta V. Earle (13 Peters, 519), the Supreme Court, speaking 
through Chief Justice Taney, says: 

It is very true that a corporation can have no legal existence outside of the 
boundaries of the tovereignty by which it is created. It exists only in contempla- 
tion of law and by force of law; and where that law ceases to operate and is no 
longer obligatoiy, a corporation can have no existence. It must dwell in the place 
of its creation and cannot migrate to another sovereignty. 

Nor can two or more states act in concert for the piu'pose of 
creating an interstate railroad. This was attempted about the 
middle of the last century by the states of Ohio and Indiana. 

» MeCullock V. Maryland, 4 Wheaton, 310. 
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Acting conjointly, these states made an honest effort to create a 
single railroad corporation to operate across their respective bound- 
aries through their respective territories. When called upon to 
pass upon the question of whether one or two corporations was thus 
created, the Supreme Court, speaking through Chief Justice Taney 
in the case of Ohio & Miss. Railraad Co. v. Wheeler ^ (1st Black, 286), 
said: 

It is true that a coiporation by the name and style of the plaintiff appears to 
have been chartered by the States of Indiana and Ohio, cbthed with the same 
capacities and powers and intended to accomplish the same objects, and it is 
spoken of in the laws of the states as one corporate body, exercising the same 
powers and fulfilling the same duties in both states. Yet, it has no legal existence 
in either state, except by the laws of the state. And neither state could confer on 
it a corporate existence in the other, nor add to nor diminish the powers to be there 
exercised. It may, indeed, be composed of and represent, under a corporate name, 
the same natural person. But the legal entity or person, which exists by force of 
law, can have no existence beyond the limits of the State or sovereignty which 
brings it into life and endues it with its faculties and poweis. 

It follows that the exercise of corporate functions of a state 
railroad corporation beyond the limits of the state bestowing them 
must, under our system, be based on comity between the states. 
While the intimate union of the states, as members of the same 
political family, no doubt created a greater degree of comity than 
exists between foreign nations, yet when the interest or policy of 
any state requires it to restrict the rule of comity, it has but to 
declare its will, and the further exercise of rights resting on comity 
ceases. Therefore, a corporate creature of one state doing business 
in another state is exercising a privilege and not a legal right. 

From what has been said, it becomes apparent that it is entirely 
without the power of a state, or any combination of states, short of 
the Union as a whole, to confer upon a single railroad corporation 
the express power to engage in interstate commerce. To attempt 
to do so would be a contradiction in terms, for a state has no power, 
by virtue of its grant, to authorize a railroad incorporated by it to 
do business in another state; and yet the transaction of business 
between two states is the very essence of interstate commerce. 
The "power to regulate commerce" conferred by the Federal 
Constitution on Congress is the power to prescribe the rule by which 
"commerce" is to be governed. Like all other powers vested in 
CJongress, it is complete in itself; may be exercised to its utmost 
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extent, and acknowledges no limitations other than those prescribed 
by the Constitution. 

Any railroad system engaged in interstate commerce, unless 
already operating under a federal charter, must be made up of 
constituent companies created by the several states through which 
the system operates. By the combination and consolidation of these 
railroads into an interstate system of railroads, an element has 
entered into the structure of the system as a whole which is different 
from and in addition to anything derived from the respective char- 
ters of the constituent companies. That element is the legal right 
of interstate carriage as distinguished from the pritnlege of inter- 
state commerce, resting on comity. Plenary authority over the 
system, thus becoming an integral part of interstate commerce, 
is thereby vested in the Congress of the United States. If Con- 
gress, in its wisdom, legislates that the constituent companies who 
owe allegiance to the several states creating them, should, in their 
combined functions forming an interstate system, become a na- 
tional corporation, there would seem to be no legal obstacle to such 
relation being compelled. 

This is true because such a combination and consolidation into 
an interstate system is impossible except by the voluntary assent 
and codperation of the states and the several railroad corporations 
themselves. The states must expressly authorize such combina- 
tions and the companies must take the necessary corporate action 
to bring them about. During the early legal history of railroads in 
this country, the states were jealous of such combinations and 
granted power to enter them with reluctance. The benefits of 
such enlargment of facilities became so obvious that this attitude 
soon changed into acquiescence and encouragement, and general 
laws authorizing such combinations, where competition was not 
interfered with, became universal. More and more the public is 
now coming to see that competition between railroads is inherently 
wasteful and must be done away with. The results following the 
co5peration of the great systems through the War Board, and in 
spite of the anti-trust laws, have demonstrated how unwise our 
railroad legislation has been in the past. 

The necessary consequence of combining two or more railroads 
created in different states into one operating machine is to convert 
the system into an instrumentality of interstate commerce. All 
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parties participating in such a change of status are charged with 
knowledge that the unlimited power vested in Congress to regulate 
commerce at once attaches to all the activities of this instrumental- 
ity which enter as elements into interstate conmierce. 

If Congress exercises this power to compel federal incorporation, 
neither the states creating the constitu^tit companies and authoriz- 
ing their combination into one system, nor the corporations them- 
selves, can object on the ground that such an act (to be enforced 
only by forbidding the use of such property in interstate commerce 
except through the instrumentality of a federal charter), would not 
conform to the "due process of law" demanded by the Constitution. 
This is so l^cause all parties have voluntarily placed themselves 
within the rightful exercise of this power, and the extent to which 
it is exercised is exclusively within the discretion of Congress. 

We thus have the necessary conditions to action by Congress 
compelling interstate carriers to become national corporations, 
namely: (a) They are already engaged in interstate commerce 
(not as a matter of grace, but as a matter of legal right) , and there- 
fore within the jurisdiction of Congress, which becomes exclusive 
when exercised; (b) Congress is clothed with full discretion to deter- 
mine whether or not its power to regulate makes it necessary and 
desirable that such instrumentalities should be nationalized. It 
seems to follow as a necessary consequence that with the power 
and the will to exercise it, there is a clear pathway to the point 
where Congress may compel interstate carriers to take out federal 
charters. 

Nationalizing the Railroads 

The great practical difficulty which has hitherto confronted 
those who contemplated nationalizing the raflroads has been a 
lack of well defined means for transforming and transferring the 
variegated contract obligations and liabiUties of interstate carriers 
now outstanding, into obligations and liabilities of new corporations 
which the federal government might create. If, instead of creating 
an entirely new corporation, proper legislation be passed by Con- 
gress to convert existing railroad companies into federal railroad 
companies, these outstanding obligations and liabilities will not 
thereby be affected. The great tangle of contractual relations 
springing from leases, sub-leases, majority stock control, absolute 
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ownership, and all of the kaleidoscopic arrangements by which the 
constituent elements of the several interstate systems have been 
thrown together, would remain after nationalization as effectually 
in operation as before. The identity of the old corporations would 
not be changed; there would not be a state corporation and a federal 
corporation, but only the corporation originally created by the 
state with its allegiance transferred to the nation. Some may say 
that this would place the imprimatur of federal sanction upon 
outstanding securities which have been in, some cases over-issued, 
and which over-issues are supposed in some quarters to be a great 
evil. 

It is not certain that the issuance of these securities under the 
old, unrestricted and unregulated methods has been an evil. It is 
very doubtful whether the railroad systems of the United States 
could have procured the capital necessary for their construction 
except under the old speculative method of issuing their securities. 
It is not reasonable to expect a capitalist to invest his money on a 
low interest basis in a new enterprise, the success of which remains 
to be demonstrated. The history of railroad construction is, 
almost without exception, that the original builders of railroads lose 
their initial investments. These investments would have been 
withheld altogether but for the possibility of very lai^e speculative 
profits. The development of these ssrstems, with a few exceptions, 
has shown that the amount of these securities has not been excessive, 
and their value has at all times been regulated and controlled by 
the inexorable law of public demand. Tlie price of such securities, 
fluctuating as it does, is controlled by a law more uniform and 
universal in its application than any legislative act could possibly 
be. That law would disturb the arbitrary legislative value of such 
securities before the ink could dry on the signature of the executive 
approving such an act. Neither the public nor the investor will 
suffer by leaving existing securities to the operation of the law of 
supply and demand which fixes the market price of everything. 

It is not within the limits of this paper to go into much detail 
as to the functions of the proposed Federal Railroad Board. One 
complication frequently arising under our present system could be 
obviated under tiie new plan in sudbi way as to remove one of the 
weaknesses in the ante-bellum system of management. When a 
given railroad fails to prove a financial success — let the reasons be 
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what they may — ^an embarraasing situation at once arises. The 
community it serves is vitally interested in its continued operation. 
Its public service cannot be abandoned. It cannot be liquidated 
and eliminated, as a bank is, without vitally affecting the section 
it traverses. Receivership and court operation ensue, and reorgan- 
ization follows. This process is all too familiar in all sections, and 
is the imderlying cause of the concentration of railroad holdings in 
the money centers of the East. It is up to the bondholders to 
reorganize, and they are thus compelled to take over the properties 
whether they want to or not. 

Under no plan hitherto suggested is any satisfactory solution 
of the difficulty presented. The local conmiunity has practically 
no interest in these receivership proceedings, for it has come to 
believe that, whatever happens, the railroad must continue to 
operate and only in its continued operation are those interested 
who have no financial holdings in the company. If Congress would 
bestow upon the Federal Railroad Board power and discretion to 
authorize the abandonment and dismantling of a railroad which 
had proved a financial failure, and consequently not a public neces- 
sity, these people who had made investments upon the faith of the 
continued operation of the road would at once have a vital interest 
in its continuance, and from an attitude of indifference they would 
be converted into earnest advocates of such conservative manage- 
ment as would insure the continued service of the particular line in 
question. In such circumstances, it would become a matter of 
great concern to each community traversed by a railroad to see 
that its directorate and its executives were on the job of successful 
railroad operation, rather than engaged in the questionable practice 
of speculation in railroad exploitation, which, in some cases in the 
not distant past, have proved such a stench in the nostrils of the 
public. The same interest would have a healthful tendency to keep 
poUtics out of railroad management and, generally, woidd result 
in the public's keeping a very close watch on the situation as a 
whole. 

The Status of State Railboad Commissions 

Another matter of widespread interest is the relation of the 
several state railroad commissions to the situation which would be 
created if the plan herein proposed became operative. Notwith- 
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gtanding the fact that a laige percentage of the several state rail- 
road commissioners have committed themselves to the wisdom of 
federal incorporation of interstate carriers, thereby transferring 
exclusive jurisdiction to the federal authorities, a large number of 
the state commissioners naturally oppose such a course on the idea 
that it would leave them without sufficient functions to perform to 
justify the existence of their offices. It is submitted that this is 
not the case. The several state commissioners will have a broad 
and busy field of usefulness, after the entire jurisdiction over inter- 
state carriers is transferred to the general government, in looking 
after the public utilities companies and the local regulation of 
railroads, which it is proposed to leave under the juriadiction of 
the several states. A dispassionate consideration of the question 
by these very intelligent gentlemen now occupying positions on the 
several boards of state commissionerB cannot fail to convince them 
of the soundness of this suggestion, and when the matter is properly 
understood and digested, all opposition to the change of regulation 
will no doubt disappear. 

Until otherwise provided by Act of Congress, the several states 
should have jurisdiction over these national railroad corporations 
in the following particulars: 

(a) In all suits against said corporations where legal venue 
exists and lawful service may be had. 

(b) To make reasonable police regulations: 1st, as to separa- 
tion of different races in the several stations and on local trains on 
a national railroad; 2d, as to the sanitary appliances and their 
uses while railroad cars are within the corporate limits of any 
municipality; and, 3d, as to the use and sale of intoxicating liquors 
on the premises or cars of such railroads. 

(c) To regulate reasonably national railroads in the matter of 
grade crossings, stock-gaps and right-of-way fences. 

(d) Any city having a population of not less than 150,000 
accordm^^ to the last preceding census of the United States should 
have jurisdiction, ii thereto authorized by its charter, to regulate 
the motive power of national railroads for the movement of trains 
and cars within the corporate limits of such cities. 

Taxes, Rates and SECURrriES 

Said nationalized railroad corporations should be uniformly 
taxed by the federal government a reasonable percentum of their 
gross receipts and their physical properties and securities exempted 
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from, all other form of taxation. The taxes thus imposed should be 
apportioned as follows: one-fourth to the states, according to mileage 
in the several states; one-fourth to the several incorporated towns 
and cities into or through which the lines of said raikoads may run, 
in proportion to their population as declared by the last preceding 
United States census; one-fourth to the several counties through 
which the lines of said railroad companies run, in proportion to the 
mileage thereof in each of said counties; and the remaining one- 
fourth covered into the Treasury of the United States — ^all expenses 
of collecting said taxes to be deducted before apportionment. 

The fabric of freight rates is so pervasive and so intricate that 
the promulgation of rates by state conunissions which are not in 
consonance with the interstate rates, filed with the Interstate Com- 
merce Commission, have in the past greatly deranged its delicate 
pattern. This derangement became so acute as to culminate in 
what is known as the Shreveport Case,^ which is now being followed 
by the litigation in Texas, growing out of injunction issued by the 
three-judge District Court of the United States against the enforce- 
ment of the State Railroad Commission rates. This experience 
demonstrates that it is unwise for the regulation of railroad freight 
rates to be vested in more than one body. When the railroads 
have become national corporations, there would be no difficulty in 
transferring to the federal authorities the entire subject of freight 
rates, both interstate and intrastate. This could be done without 
the condition precedent that the intrastate rate affects the inter- 
state rate, but on the much broader ground that the corporation 
itself is a federal instrumentality and as much subject to federal 
control of its charges as a national bank is to federal control of its 
interest rates, to the exclusion of state legislation on the subject. 

With the latitude afforded the Federal Board of Control of 
railroad operations under the plan here proposed, there would be 
no difficulty in so adjusting rates as to allow greater compensation 
to some lines than to others. One of the greatest difficulties under 
the old regime was to obviate the injustice to the small line located 
in sparsely settled territory in having to do this service for the same 
rate of compensation as a road located in a densely populated sec- 
tion. The great trouble has been to fix a rate which would not 
starve the small poor line and at the same time create too much 

^Houston db Texas Central Ry, Co, v. U. 8. 234 U. S., 842. 
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revenue for the large rich line. There would be no legal objection 
to the Federal Railroad Board's fixing a basic rate with percentages 
of increase in various sections. For this purpose, a division of the 
country into regions or districts would be very useful. 

It goes without saying that the Federal Railroad Board would 
have entire and exclusive control of the issuance of all new securities 
by the nationalized railroad companies. 

Pooling Operations 

Experience under the excellent work of the FederaLWar Board, 
which will be accentuated under the government operation for war 
purposes, has disclosed that great economies may be realized by 
pooling business under certain conditions. While pooling is a very 
difficult matter with segregated ownership of the several lines, it 
would be practicable to work out a plan whereby certain sections 
of the country, or the transportation of certain commodities, or the 
transportation of all commodities during certain seasons, might be 
pooled and the proceeds equitably distributed to the members of 
the pool so as to prevent wasted energy and increase the efficiency 
and working capacity of all parties concerned. While such a pro- 
vision would pro tanto modify the provisions of the anti-trust laws, 
there seems little doubt but that public opinion will justify such 
modification by the time the necessity for it arrives. Many other 
functions of the Federal Railroad Board will occur to the thought- 
ful minds of men familiar with railroad matters. 

When the Congress has transferred the allegiance of the inter- 
state carriers from the several states to the federal government, 
and they thereby become its own creatures, many matters of regu- 
lation which are now without the power of Congress, will come within 
its jurisdiction, and experience will, from time to time, suggest 
many forms of regulation which hitherto have been neither legal 
nor practical; such, for instance, as limitation of dividends, creation 
of sinking funds, setting up reserves, and application of surplus to 
extensions and improvements. 

The basic principles of the plan herein suggested thus appear 
to be the conversion of all interstate carriers into creatures of federal 
law and placing over them a competent board of control, not only 
in the matter of rates and regulatory rules such as have been within 
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the limitatioiis of the Interstate Commerce Commission, but of 
the physical operations of the companies. 

It will be conceded that under our form of government, the 
greatest danger to any successful plan of federal control of the 
operations of the railroads, whether through outright ownership or 
otherwise, is political influence and intermeddling. This danger 
is so obvious and so great in connection with government owner- 
ship, that it outweighs every economic argument which can be 
adduced in favor of government ownership. It is submitted that, 
under the plan herein proposed, this danger is reduced to the 
minimum by the creation of a department of the government for 
the operation of railroads and the appointment therein by the 
President of executive men of proven ability, with long terms of 
office and good salaries. Men of large caliber will be available, 
and it is fair to assume that pride in the successful dischai^^e of their 
high duties will forestall any native proclivities towards political 
activities, which might otherwise develop. 

It is hoped the suggestions of this paper may start discussion 
of the subject, and that by the time government operation under the 
present arrangement becomes no longer necessary, a satisfactory 
plan for restoring the railroads to the possession and operation of 
their rightful owners will have been provided. No plan can suc- 
ceed that does not command the approval of public sentiment, and 
the promise and potency of this and all similar suggestions must 
spring from intelligent consideration and disinterested discussion. 



THE NECESSITY FOR PUBLIC OWNERSHIP OF THE 

RAILWAYS 

Bt Fredebic C. Howb 

Objections to the pubKc ownership of the railways has for the 
most part been narrowly confined to the dangers of the spoils sys- 
tem, the possible activity of a great army of employes, the alleged 
incompetence of the government, its miwillingness to make improve- 
ments, and the necessity of keeping aUve opportunities for individual 
initiative in this the greatest of all industrial activities of the nation. 

But these allegations, even if true, are very secondary to the 
main question. The most important question before any people is 
the preservation. of industrial and political liberty on the one hand, 
and the maintenance and development of the state on the other. 
And both of these things are all but impossible under private owner- 
ship of the railways. 

Political Intbg&ation of thb Nation 

It is assumed that the political activities of the railroads have 
come to an end. "We are out of politics" is a frequent assertion 
of officials. The vulgar corruption of a few years ago may be in 
large part ended by the exposure and by the laws which have ^en 
passed; but a far more subtle, insidious control is maintained over 
the political life of the nation by the ramified activities of the rail- 
roads and the corporations identified with the railroads. It is no 
longer necessary to bribe men as it was a few years ago. An exam- 
ination of the legislatures of our states shows a preponderatingly 
large number of railway attorneys within the membership. Judges 
of both federal and state courts are advanced from the railway legal 
departments to the bench. The constitutional conventions of New 
York, Ohio and Michigan recently held were fiUed with railway 
attorneys; and in New York and Michigan the constitutions which 
issued from their hands shielded and protected not only the rail- 
roads but the local public utility corporations. Chambers of com- 
merce are ostensibly organizations of industry and trade. Yet they 
either cannot or dare not represent their membership. In most in- 
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stances they cannot. Instead of being organizations for the up- 
building of the conununity as. they are in many foreign countries, 
they are too often interlaced with privileged interests that control 
their views on important public questions. The same is true of the 
press. It, too, is controlled and moulded by ownership, by ad- 
vertisers and by the expenditure of millions of dollars for adver- 
tising. At the time of the threatened strike of the railway opera- 
tives a year ago it was stated that three million dollars was spentin 
a single day by the railways in presenting their claims. 

In addition the weidth and talent of the nation is divorced 
from the nation. Attorneys, bankers, big biisiness men are in con- 
stant conflict with the government. Railway officials fear regula- 
tion, taxation, measures for full crews and the like. A great staff 
of men is maintained for the presentation of claims before the Inter- 
state Commerce Commission and for fighting off cases before the 
courts, while publicity agencies utilize every means for discrediting 
the government and bringing it into that distrust if not contempt 
which is largely the result of the innuendoes and activities of priv- 
ileged interests. 

Government ownership would end this conflict. It would free 
the talent of the nation. Men's patriotism would run free, unpoi- 
soned by their private interests. Our city councils, legislatures and 
Congress would appeal to men of big talents who now are divorced 
from participation in politics because of the interests which they 
represent. The American people are not more unfit for self govern- 
ment than other peoples. This is not the trouble. The real trouble 
is that we have made it almost impossible for strong men and cap- 
able men to be identified with the state. The positions of power and 
wealth are to be had in corporations in constant conflict with the 
nation; they are monopoly privileges of various kinds which depend 
upon government favor. We must end this divorce. There is just 
as irrepressible a conflict between privilege and democracy as there 
was between slavery and freedom. 

Industrial Integration 

What is true of the talent of America is equally true of our 
industrial life. Ourcirculatorysystem is owned by eighteen hundred 
quarreling, competing transportation agencies, each of which is in 
conflict with the others; and all of which are in conflict with the 
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producers and consumers. Transportation is run for profit. It 
should be the agency of service. And the great profits of the rail- 
roads are from antinsocial service. To take but two from a score of 
examples. First, raiboads are interested in long haul traffic. The 
community is interested in short haul traffic. More money is to 
be made in transporting goods across the continent than from a 
near-by point. Every traffic employe knows this fact. Rfty 
years ago food and cattle were produced for local markets, as Iq the 
case in other countries. Today the food of cities like New York and 
Philadelphia comes from CaUfomia, Florida and distant points. 
Farmers in New York State cannot get transportation service. 
They are driven out of business. They abandon their farms. 
Yet while these farmers are clamorous for cars, food trains come in 
with the regularity of express service from Oregon and CaUfomia. 
The same is true of cattle. At one time every farmer raised cattle, 
sheep and hogs. The transportation of meat was taken over by the 
great packers of Chicago, Kansas City and Omaha. They control 
the transportation of food through the ownership of refrigerator 
cars, and they, in cooperation with the railroads, have destroyed 
the raising of cattle all over the country. They compel cattle to 
be hauled from distant Califomia to Chicago to be killed. It is 
then hauled back to Califomia to be consumed. The farmers of 
the northwest ship their grain to Minneapolis to be milled. It is 
then shipped back to the northwest to be consumed. The same 
is true of almost every other industry. A large part of the traffic 
of the country is sent round about Robin Hood's barn when it 
should be sent by the most direct route possible. The cost of 
transportation is increased, industry is destroyed, and the whole in- 
dustrial, social and agricultural life of the country is on a false basis. 
Second, the classifications of railway freight are for the purpose 
of making the maximum profit. There are hundreds of thousands 
of classifications. On some days a hundred thousand or more 
changes are filed with the Interstate Commerce Commission. It 
would take a week's work of a corps of men just to keep up with these 
changes. In European countries where government ownership 
prevails classifications are simple. They are printed in a little rate 
book that every business man carries in his pocket. They can be 
understood by anyone. A man knows instantly what his freight 
charge will be, just as he knows the cost of a telephone call. 
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Through these classifications diBcrimmationB and advantages are 
given one set of shippers at the expense of another. The old kind 
of discrimination is gone; but the new kind is just as harmful, and 
possibly just as universal as was the old. Special routings are given. 
Differentials, switching advantages, terminal advantagesi etc., are 
allowed. No shipper really knows whether he is on an even keel with 
his competitor or not. 

These are but indicative of a score of conditions which prevail; 
conditions which must prevail so long as transportation is an agency 
of profit rather than of service. The sole aim of railroad adminis- 
tration is to make as good a showing as possible. And railway 
operators are not to be blamed for this. They look upon their in- 
dustry just as does every other business man. But the state is in- 
terested in rendering maximum service to the largest number of 
people at the minimum cost. And this is only possible through 
government ownership. 

We can get some vision of the social use of railroads by the 
methods employed in Germany, Australia, Switzerland, Denmark 
and other states where the conscious purpose of railroad adminis- 
tration is at all times the upbuilding af the country. Denmark 
utilizes her railroads for agriculture; for the placing of her goods in 
England and Germany in the quickest possible time at the lowest 
possible rates. The same is true of Belgium, from which country 
special trains are run to Zeebrugge, where they connect with govern- 
ment owned steamers for London and to Paris. In Australia the 
railroads are exclusively a state agency. They aid cattlemen, 
farmers, dairymen. Each station agent is a government employe. 
He receives the farmers' products. He sends them to a government 
terminal or to a public slaughter-house. They are shipped even to 
England under government control. The farmer gets all that he 
produces. He is free from discriminations, and there are no middle- 
men whatever between him and his consumer. 

The industrial development of Germany is largely a railroad 
development. In Germany railroads are run for industry. The 
chambers of commerce and agricultural associations form a part of 
the administration. Special rates are given ship-builders to up- 
build the merchant marine. Similar rates are given on raw ma- 
terials. Industries and towns are built up in this way; while the 
great export trade of Germany is partly traceable to the aids and 
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special rates made on export products. This is but indicative of the 
thousands of devices that can be developed for upibuilding the state 
when the transportation agencies are in public hands. 

Intbgbation of Physical EamPMSNT 

Under private ownership there are several hundred railroads 
built as a separate entity and operated as such. Each railroad has 
its own terminals, passenger stations, yards. One terminal may be 
fiUed with cars awaiting freight; a near-by terminal may be filled 
with freight clamorous for cars. Empty trains on one railroad pass 
other empty trains on another railroad going in the opposite direction 
in search of cargoes. There is terrible waste: waste like that of 
having a half dosen water plants in the same city; for each railroad 
has to have terminate, freight houses, passenger stations. It has 
to have docks, lighterage and warehouses. It has to be equipped 
for the maximum load. 

It is impossible to mobilise all these agencies with hundreds of 
different railroads maintaining their separate existence. But two 
railroads enter the city of New York. The New York Central is 
the only railroad having a freight terminal in Manhattan and it 
uses every possible means to keep other railroads out. A half 
dozen other systems maintain separate terminals on the Jersey 
shore. They ought to be united into a single great terminal. And 
they ought all to use the Pennsylvania and New York Central facil- 
ities in New York dity. In Chicago there are a score of terminals; 
a half dozen great passenger stations. There is tremendous wastage 
in real estate and in investment, and far greater wastage to the 
industrial Ufe of the city. 

In those countries where the railroads are owned by the govern- 
ment there is usually but one union passenger terminal. The pas- 
senger stations are commanding structures. They are the portals 
of the city. All railway lines enter there. This means great 
convenience to the public and great economy in operation. 

Even greater wastage is involved in the suppression of the 
water transportation facilities of America. The railroads own the 
water fronts of our cities. They will not develop them or permit 
them to be developed because water transportation is cheaper than 
rail transportation. It costs one-seventh as much to carry freight 
by water as it does by rail. As a consequence coast-wise shipping 
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is discouraged or destroyed. Our rivers carry less freight than they 
did a quarter of a century ago. Canals have been bought up, or 
through political control of the state they have been put out of 
business. The Great Lakes from Duluth to Buffalo, the greatest 
water-way in the world, is little more than a private possession of the 
railroads and the steel trust. The government has spent tens of 
millions of dollars on harbors, almost every one of which is under the 
control of the railroads and the iron and steel industries. A gen- 
eration ago the Great Lakes were covered with independent fleets. 
They have been put out of business. Shipping has decreased. 
This water-way is almost a private possession; while great cities are 
unable to make use of the water-fronts for the upbuilding of in- 
dustry or transportation. The State of New York has spent tens 
of millions of dollars on the Erie Canal. It carries less tonnage 
than it did a quarter of a century ago. It should be part of a 
continuous water transportation system from Duluth to the sea- 
board. 

Only the government can work out an integration of rail 
and water transportation as has been done in Germany and Bel- 
gium, in which countries heavy bulk traffic is carried by water, the 
railroads being reserved for other freight. Immenise economies can 
be made in transportation, and great savings in constructural ar- 
rangements and motive power if the rivers, water-ways and seas are 
permitted to perform the service for which they are naturally in- 
tended. This is only possible to the government itself. 

Similar colossal economies can be brought about through the 
substitution of hydro-electric power for coal. There is two mil- 
lion horse power going to waste in New York State alone. There 
are rivers that could be harnessed. Even the Mississippi could be 
made to operate our railroads; while the Rocky Mountains and 
Sierra Nevadas would provide sufficient power to free the railroads 
of the west from dependence upon coal. A great hydro-electric 
development organized in a comprehensive way would provide 
power and light for industry, for our cities, even for the farmers. 
Such a program has been carried out in Switzerland, in Bavaria, in 
the province of Ontario, in which states the white coal is supplanting 
the black coal, with immense savings to industry. 

It is probable that the consolidation of the railroads, the uni- 
fication of terminals, the utilization of motive power and cars to 
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their capacity would involve savings of hundreds of millions of dol- 
lars in transportation cost. Similar economies would be made 
through the substitution of water for rail transport. This would 
amount to tens of millions annually, while the substitution of 
hydro-electric power for coal would mean great economies in trans- 
portation costs and a saving of our fuel as well. 

Integration op Operation 

The railroads of the country should be organized like an army. 
There should not be hundreds of different railways, each one an entity 
by itself. The 240,000 miles should be organized as a unit. It is 
far easier to mobilize railroad service where needed than it is to 
mobilize an army. If the cars and motive power of the entire coun- 
try were directed from a single point as are the Pullman cars, the 
express service, the refrigerator cars, the fast freight lines, there 
would be adequate facilities for the needs of the country, and a 
great speeding up in their use as well. 

Similar economies would be made in the accounting and clerical 
operations.. Today millions of different rates and classifications 
are made, which require endless bookkeeping. They involve con- 
fusion for railroads and shippers. This could be done away with 
by unification of transportation and the simplification of classi- 
fications. 

There are tens of thousands of agents who solicit freight for 
competing lines. There are thousands of other men engaged in at- 
tending to the details of inter-railway relations. In every large 
city there are a score of competing ticket offices and competing 
representatives of distant frei^t lines, all of which cost has to be 
maintained by the pubUc. Every railroad maintains a highly paid 
legal staff. The best legal talent of the country is identified with the 
railroads; and a large part of their effort is devoted to controversies 
with the Interstate Commerce Commission, with state railroad com- 
missions, with controlling local politics, with looking after the 
political side of railroading. This involves a waste of millions of 
dollars. In addition, each railroad maintains its corps of highly 
paid officials, many of whose salaries equal that paid the President 
of the United States. Many of these officials are appointed through 
favor. These high salaried officials could be largely dispensed with 
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if the finandal motive of railroading were ended and the transporta- 
tion agencies were dedicated to transportation alone.^ 

Millions of doUars more are spent each year in publicity, on ad- 
vertising, on making public opinion. Immense sums are paid for 
the stimulation of traffic over particular lines. The losses to the 
public from wasteful competition and from political activities are 
colossal. 

Economies 

But these economies are relatively small in comparison with 
the great savings that would come from public ownership. In the 
first place government securities bear but 4 per cent or 5 per cent 
interest. In peace times government securities are issued at from 
2^ per cent to 3 per cent. Hailroad managers insist upon a very 
much higher return. If 2 per cent were saved upon the securities 
of the railroads, it would amount to $400,000,000 a year, or nearly 
twice as much as the total budget of the Post Office Department. 

In addition the railways are taking immense sums out of earn- 
ings every year and investing them in the property. This is the 
way betterments, improvements and extensions are made. Hun- 
dreds of millions of dollars are collected from the public each year 
and converted into capitalization, upon which the public is then 
asked to pay interest and dividends. It is probably true that bil- 
lions of dollars of the present capitaUzation of the railroads has been 
taken from the people in excessive charges and converted into capital 
account. 

Along with this railroads are capitalizing and insisting upon 
pa3rment of their increasing land values. Land connected with the 
city terminals and rights of way is increasing rapidly in value. 
Agricultural land doubled in value between 1900 and 1910. CSty 
land increases with about the same rapidity. A single railroad in 
one of the southern states in its hearing before the Valuation Com- 
mittee of the Interstate Commerce Commission insisted that it be 
allowed $880,000 for land that had cost but $71,000. 

It is probable that several billion dollars have been added to the 
capitalization of the railroads from the unearned increment of land 

^The salaries paid administrative officials by the railways amounts to 
$340,000,000 a year. As to how much of this is for salaries of men engaged In 
the actual operation of the properties is not discussed. 
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and rights of way held by the railroads. This is a sodi^ value. It 
is created by the community. It is traceable to the growth of 
population, to industry, to the increasing congestion of the country. 
Upon this valuation, which is being increased at the rate of hundreds 
of millions every year, dividends are demanded, while the demand is 
being made that the people shall pay for a social value which they 
themselves have created. 

All of these increments in value could be saved to the com- 
munity under government ownership. Then betterments made out 
of earnings would be owned by those who made them; while in- 
creasing land values would remain community values, which they 
are in effect. 

Free the Resources of America 

The report of the Pujo Investigating Committee made in 1913 
showed a remarkable pyramiding of banking, transportation and 
industry. Practically all of the great transportation systems of 
America were imder the control of four great banking syndicates 
located in New York. Railroading has become an agency of 
finance rather than of industry. Railroads are operated from New 
York. They are no longer operated for the promotion of the in- 
dustrial life of the state. Moreover, and this is the gravest possible 
menace to industrial freedom, the same group that owns and con- 
trols the railroads owns and controls the industrial life of America. 
Competing industries have to compete against concerns which are 
interlocked with transportation. Even though it should be true 
that the grosser violations of a generation ago are ended, there still 
remain endless privileges, preferences, discriminations and rebates 
which make it difficult for new industries to operate on equal terms 
with the great combinations of capital. Moreover, the railroads 
place in the hands of the bankers control of upwards of $4,000,- 
000,000 annually. The concentration of banking capital is largely 
traceable to railway earnings, and this capital in turn is used by 
the great banks for the maintenance of their monopolies. 

Industry in America must be free. It must be free from the 
menace of railroad discriminations and of credit discriminations as 
well. The talent of the country must be free from fear. It must 
be released so that it may venture freely into new industries, new 
mines and new ventures of every sort. For freedom is of the es- 
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sence of Aiperican life. .And we cannot have industrial freedom 
under privately owned transportation systems. 

It is probably no exaggeration to assume that the productive 
capacity of America would be increased by billions of dollars an- 
nually if it were free from the present inadequacies of transporta- 
tion, if it were assured a free and constant outlet, and if the credit 
of America were free to encourage a competing industry rather 
than repress it. Public ownership is necessary to free banking. It 
is necessary to free the ingenuity, talent and labor of America as 
well. Today mines are closed two or three days a week because of 
lack of cars. Industry all over the country is strangled because of 
its inability to transport its output. Automobiles by the thousands 
are driven to their destination on their own power; millions of 
men are unable to work full time; while invested capital is reduced 
to part time employment because of the discriminations and in- 
adequacy of the transportation agencies of the country whose 
necessities have grown beyond the possibilities of private control. 

The Experiences of Other CoxmTRiEs 

The experience of America is the experience of other countries. 
Germany suffered from the same difficulties that confront us, as did 
Italy and Switzerland. These countries found it necessary to take 
over their railroads in order that the life of the nation should move 
freely and fully, and wherever the railroads have been taken over 
the industrial life of the nation has been greatly aided by the many 
services which the government was able to render. Just as those 
agencies that are owned by the cities are operated for service and are 
integrated into the life of the community, so the transportation 
agencies become a very different thing when the motive of operation 
is one of service rather than of private profit. The greatest reason 
of al Ifor public ownership is the change in the motive of railroad 
transportation. 



STATE REGULATION OF THE SECURITIES OF 
RAILROADS AND PUBLIC SERVICE 

COMPANIES 1 

By Mart L. Barron, Ph.D. 

Powers and Procedure of Public Service Commissions in 
Relation to Security Issues of Public Service 

Corporations 

State control of the security issues of public service corporatioiis 
has grown by slow stages from an almost complete absence of any 
checks in the era of special charters to the recent concentration, in a 
few states, of absolute power in the hands of a commission. The 
present state laws governing a public utility's security issues are to 
be found 'in a few special charter acts, in general statutes, and in 
special public service conmiission acts. As the latter represents the 
most complete method of supervision, particular emphasis is placed 
on the analysis of this group. 

In answer to a deeply felt need of an administrative body to 
enforce the general laws in regard to railroads and public utility 
corporations, public service commissions have become so widely 
established that in 1917 there is only one state which has no kind of 
public utility commission — Delaware. Twenty-four states, how- 
ever, have failed to confer on their commissions power to regulate 
the issuance of securities.^ Commission control of secmities is, 
therefore, absent from twenty-five states. 

All degrees of power from publicity to absolute control have 

1 No secondary material has been used in the preparation of this article. The 
Public Service Commission Act (summarized in Table I) and the codified laws 
(Table II) of each state have been analyzed to discover in what manner the 
security issues of railroads and of public service companies have been subjected to 
regulation. Since the tables have been arranged so that the exact citation for any 
subject is easily found, footnote references have been omitted when a statute is 
analyzed in the text. 

' Alabama, Arkansas, Colorado, Connecticut, Florida, Idaho, Iowa, Kentucky, 
Louisiana, Minnesota, Mississippi, Montana, Nevada, New Mexico, North 
CaioUna, North Dakota, Oklahoma, Oregon, South Carolina, South Dakota, 
Teoneesee, Utah, Washington, Wyoming. 
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been conferred over securitieB on the remaining commiflsionB. 
Rhode Island's one^paragraph provision covers only the stock, and 
not the bond, issues of street railways. The powers and the work of 
this commission in the matter of securities are so slight as to amoimt 
to non-regulation. The Pennsylvania and Virginia commissions 
are of the pure publicity type, their work consisting of the filing of 
notices of increases of securities. There are ten conmiissions that 
are limited to inquiring into the truth of the statements in the corpo- 
ration's application for approval.' Texas has a very stringent law, 
but one that is enforced not so much through the powers conferred 
directly on the commission as through the severity of the penalties 
imposed upon the corporation for any infringement. 

Some initiative is permitted all the other conunissions by 
statute. Besides determining the truth of the statements in the 
application, the conunissions . of Massachusetts, New Hampshire 
and New York have power to specify the purposes and to determine 
the amoimt of securities reasonably necessary. The commissions of 
Ohio and Wisconsin have the additional power to decide the char- 
acter of the securities and to define the terms of issue. 

Four commissions have complete and unrestricted power over 
security issues, that of Vermont deriving its authority from a general 
provision to prevent overcapitalization, and those of Arizona, 
California and Illinois from detailed provisions in special public 
service commission acts. 

Less than 20 per cent of the public service commissions have 
any discretionary powers on questions of capitalization. So in- 
complete are most of the laws that many commissions, though not 
permitted by law, have imposed conditions in order to make their 
control effective in any degree. Commission control over the capi- 
talization of public service corporations, and particularly of rail- 
roads, is neither universal nor imif orm. 

The public commission acts provide for the enforcement of 
commission control over the security issues of public service corpora- 
tions and of railroads by prescribing the proceedings necessary to 
validate an issue. 

Previous permission of the commission, evidenced by a certifi- 
cate of authority, must be had in eighteen states for all seciuities 

* Distriot of Columbia, Georgia, Indiana, Kansas, Maine, Maryland, Mi< 
MisBOuri, Nebraska, New Jersey. 
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ifNSued by* a railroad company.^ The public utility corporations of 
the same states, with the exception of Texas, are subject to the same 
provision, and also those of the District of Columbia and Indiana. 
Rhode Island requires such authority for the stock issues of street 
railways. The Pennsylvania commission has no power on its own 
initiative to certify to an issue, but must do so if the corporation 
applies for a certificate of valuation. In Texas, the certificate is in 
the form of a notice to the Secretary of State that the law has been 
complied with, especially that the particular issue does not exceed 
the value of the property covered by it. The certificate of the other 
commissions states the amoimt, purposes and character of the issue; 
that the amount is not in excess of the amoimt required for the 
specified purposes; and that no part of the amoimt, except when 
permitted in reference to bonds, is chargeable to operating expense 
or income. When the conunission has power to impose conditions, 
these are also set forth in the certificate. 

A necessary prerequisite to the issue of a certificate is an applica- 
tion by the corporation for approval. The Texas law does not 
require a previous application, but the rules of the conmiisaion call 
for it in aJl cases. The laws of several states contain only a very 
general clause, demanding a written application to be made,* 
while others prescribe the contents of the application.* The ap- 
plication contains information on the same subjects to which the 
conunissions must certify in their certificate of authority, namely, the 
amount, character and purposes of the issue, the terms of the issue, 
and a description and estimated value of any property or services 
that are made a basis of the issues. 

In two states, Pennsylvania and Virginia, the filing of a similar 
statement, called a Certificate of Notification in Pennsylvania, meets 
all the requirements of the law, and the corporation is subject to no 
further control in matters of capitalization. The duty of the com- 
missions of these states is fulfilled by placing this statement on 
public file. 

Previous investigation of the statements in the application is 
definitely provided for in the statutes of many states, and in the 

* Arizona, California, Georgia, Illinois, Kanaaa, Maine, Maryland, Masaachu- 
aettfl, Michigan, Miasouri, Nebraska, New Hampshire, New Jeraey, New York, 
Ohio, Texas, Vermont, Wisconsin. 

* Georgia, Maine, Masaaohusetta, Michigan, New Hampshire, Vermont. 

* Indiana^ Kanimn, Ohio, Wisconsin. 



State Rsqux^ation of Securities 171 

case of almost every application the commission conducts an in- 
vestigation J The commission must hold a public hearing, and is 
empowered to make additional inquiry, to make a valuation of the 
property of the corporation, and to examine such witnesses, books, 
documents and contracts, and to require the filing of such data as it 
may deem of assistance in reaching a determination. 

If the commission decides to permit an issue of securities, its 
certificate must, in several states^ be recorded on the books of the 
company before securities may be issued. In other states, the 
certificate must be filed with the Secretary of State.* 

To insure the proper disposition of the proceeds of authorized 
issues, various provisions are foimd in the state statutes. Wisconsin 
may require the utility to perform any act necessary to carry out the 
provisions of the law. Some states permit their commissions to 
establish any rules or regulations in their judgment reasonable and 
necessary to prevent the disposition of the proceeds for any purposes 
except those designated in the order.^^ A detailed accoimting of the 
proceeds is called for by some laws,^^ and, in practice, by all com- 
missions. 

Failure to observe any of the provisions in the act is punishable 
by penaUiea that operate against the security issued, the corporation, 
and the officers and employes. The laws of nine- states declare all 
securities void, which do not conform to the law." There is a 
conflict of opinion as to the power of the commission to validate such 
illegal issues. Texas," California" and New Hampshire" require 
new applications, but Nebraska" and Indiana^^ validate the issue. 

^Arixona, California, Georgia, Illinois, Maine, Maryland, Michigan, Mis- 
souri, Nebradca, New Hampshve, New York, Ohio, Vermont, Wisconsin, and 
Pennsylvania in case of a Certificate of Valuation. 

* District of Columbia, Kansas, Missouri, Wisconsin. 

* Texas, New Hampshire, Massachusetts. 

^^ Arizona, California, Illinois, Missouri, Wisconsin. 

" Arizona, California, Illinois, Missouri. 

^ Arizona, California, District of Columbia, Illinois, Kansas, Maine, Ohio, 
Texas and Wisconsin. 

" Public Utility Reports Annotated (heieaf ter referred to as P. U. R.), 1915, 
£531. 

M Id. A643, 1071. 

» Id. EMI. 

M Id. C24. 

1' Id. B66. 
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If there is no need to change the terms of the issue, a validating ord&r 
would seem sufficient, without compelling the corporation to recall 
the unauthorized securities and issue an identical new series, with 
only the authority of the conunission added. The penalty im- 
posed on the utility is usually a fine, ranging from S500 to S20,000. 
The agent may be fined $500 to S10,000 or imprisoned on a mis- 
demeanor charge in some states, on a felony charge in others, for a 
term of one to fifteen years, and, in Texas, is personally responsible 
to the creditors for the full amount of any damage sustained. 

The administrative control of security issues is provided for in 
state statutes by requiring previous permission of a public service 
commission, which is granted upon application and after investiga- 
tion. This permission must be recorded in some states upon the 
books of the corporation or with the Secretary of State. The pro- 
ceeds from authorized issues must be strictly accoimted for. For 
any failure to obey the law severe penalties are imposed, the least 
of which is sufficient impetus to a close observance of the provisions 
of the statutes. 

Compelled in twenty-three states to submit to some measure 
of supervision by a public commission, the public service corpora- 
tions and railroads are served with a notice in almost all states that 
the approval of the conunission carries no guarantee.^' The orders 
of the commission often contain the further condition that such 
authority shall not be binding upon the commission or any other 
tribunal as a finding of the value of the applicant's property^* in any 
rate or other proceeding. These emphatic declarations that the 
commission's approval carries no guarantee of value or dividends 
would seem to uphold the frequently repeated assertion that securi- 
ties have no relation to rates. In practice, however, the same 
conunissions have considered the return on investment which a 
particular rate wiQ yield before making any change.*® Inversely the 
ability of a company to meet interest charges has been the justifica- 
tion for authority to issue securities.*^ 

In rate valuation proceedings, the security issues almost in- 
variably have weight, even in states where there is no power granted 

^* Arixona, California, niinois, Indiana, Miasouri, PemiBylvania, Tens. 
" P. U. R. 1916, B1072, A667, F796; id. 1916, B683, A614. 
»P. U. R. 1916, A227, A694, G281, C1020, D2fi. 
« Id. 1915, A744, 749. 
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to a commission over securities.^ The general assurances that 
securities will be considered have been translated into positive action 
by many commissions, rates being maintained or even raised in order 
to give a favorable return on the securities.^ The Massachusetts 
Public Service Commission has taken the most definite stand in this 
matter, holding that capital honestly and prudently invested must 
be taken as a controlling factor in fixing a basis for fair rates,^ and 
that the approval of the commission is conclusive evidence that the 
issue represents legitimate investment,^ 

The consequence of a change of rates upon the market value 
of securities should be carefully considered by all commissions. If 
strict observance is required of the provisions that securities are to 
be issued only in amounts necessary for proper purposes, and that 
full value in assets is turned into the corporation, the commissions 
will best guard the public's interests by being generous and fair in 
rate questions. The ordinary risks of business, however, should 
not be insured against because of commission approval of securi- 
ties except that rates should always be sufficient to provide for 
obsolescence as well as depreciation^ The best relationship between 
the corporation and the public is maintained when a fair return is 
permitted upon a fair investment, without removing the spur of 
responsibility for conservative management from the officers of the 
corporation. 

State Statutobt Limitations on the Isstte of Securities 

The security issues of public service corporations that are sub- 
ject to control are defined to be stocks, stock certificates, bonds, 
notes, trust certificates, or other evidences of indebtedness, payable 
at more than twelve months after date. No one of the public 
service acts enters into more detail. The lack of exact definition 
has been a marked deficiency of all the laws. What constitutes an 
issuance of such securities was also left for the commissions to de- 
termine. As interpreted in the various states, control has been 
extended far beyond the original issue to boni^ fide purchasers, or 

« P. U. R. 1916, D976, 1916, A618. 
•» Id. 1916, A349, 276, 606; 1917, A266, 
••/d. 1916, B362; 1917, A331. 
9 Id. 1916, £370, F264, 
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for retention in the treasury to pledged** and reissued'^ securities 
and to issues to effect a reorganization'* or consolidation.** 

All securities issued for periods of less than twelve months are 
exempt from regulation. The Pennqrlvania commission may, in its 
discretion, extend to such securities the provisions that require a 
certificate of notification to be filed. Wisconsin limits such issues 
to those that are made for money, requiring the consent of the 
commission if issued for property or services. Michigan permits an 
original issue for twenty-four months without consent of the com- 
mission. The other stat^ place no restraints upon the issue of such 
securities. In some states the refunding of such securities, if in the 
form of an issue running for more than twelve months, must not be 
carried out without the consent of the commission.** In other states, 
the refunding in whole or in part by any issue of securities of what- 
ever term or character requires the consent of the commission.*^ 
Illinois further forbids their renewal from time to time, without 
consent, for an aggregate period of longer than two years. All other 
states require consent for any refunding issue that is to run for 
longer than twelve months. 

The interstate character of the corporation or of a particular 
issue may also have the effect of a partial exemption. Some state 
laws confine supervision to domestic corporations,** in which case 
no part of the securities of a foreign corporation need to be approved. 
Other states apply the law to all corporations transacting business 
within the state.** The Georgia act could receive the last interpre- 
tation, but the commission has refused to take jurisdiction over the 
stock issues of foreign corporations, or over the bond issues of a 
corporation engaged in interstate commerce.*^ 

The location of the property that is the basis for the issue is 

» P. U. R. 1916, A42. 
" Id. 1916, C1178. 

>* District of Ck)liimbia, New York, Ohio, Wisconsin, Illinois, Texas. 
**A11 Public Service Acts, except those of Georgia, Michigan, Texas and 
Vermont, specifically provide for control over consolidations of railroads or utilities 

* Georgia, IncUana, Maryland, Michigan, Missouri, Nebraska, New York^ 
Ohio. 

*^Ariaona, California, Illinois. 

** Maine, Maryland, Nebraska, New York, Vermont. 

* District of Columbia, Kansas, Michigan, New Hampshire, Ohio, Wisoonaiii. 
^ National Association of Railroad Conmussioners, Proceedings, v. 25, p. 172 . 
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more oommonly made the measure for jurisdiction. The acts of 
Arizona, Califomia and Missouri and the commission ruling of 
Illinois apply the act to all issues that are based upon property 
within the state. The Arizona commission interpreted this provi- 
sion so broadly that it claimed jurisdiction over the bond issue of a 
foreign corporation, although there was no lien on any property 
within the state and none of the proceeds were to be spent within the 
state, because it was not clear that in the event of a foreclosure a 
deficiency judgment might not be taken against Arizona property.** 
If the proceeds are to be spent without the. state, many com- 
missions lose control. The acts of Massachusetts and of New 
Hampshire exempt such part of an issue as represents expenditures 
outside the state. The Massachusetts commission, however, does 
pass upon all issues by domestic corporations and must be notified 
of the details of the entire issue by a f ordgn corporation, if any part 
of the proceeds are to be spent in Massachusetts. The Ohio com- 
mission grants, but does not require, its approval if expenditures are 
to be made without the state. The Maryland commission claimed 
full jurisdiction over all issues of securities by domestic corporations, 
but the courts held that it had no control over securities the proceeds 
of which were to be spent outside the state.** With these excep- 
tions, the laws governing the issuance of securities apply to every 
form of issue, including pledge, whether by a new, existing, reor- 
ganized, or consolidated company, and whether for property, privi- 
leges, or services. 

There are various limitations as to the kind of security that 
may be issued imder certain circumstances. Those states which 
permit the issue of securities for operating expenses and replacement 
require them to be in the form of bonds or notes. Refunding issues 
must be in the same form as the securities they are retiring, imless a 
special order is obtained permitting a change. 

The most widespread limitation on the class of security to be 
issued is that which defines the proper propartion to be maintained 
between bands and stocks. There is no limit to bond issues in Missis- 
sippi, and several other states give the directors full power to de- 
termine the amount. Arizona, Califomia and Illinois permit their 
conmdssions to authorize issues of bonds in an amount equal to, 

» P. TJ. R. 1916, B8. 
•88 Atl. 848. 
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less than, or greater than the capital stock. The Arizona commis- 
sion has favored the restriction of bonds to the amount of stock, 
while that of California has declared that 70 per cent of the capital 
in the form of bonds is the maximjim to be authorized.'^ Bonds were 
limited to 50 per cent of the capital in the case of a California water 
company owning wells that might not be permanent.'* A Con- 
necticut law prevents the issue of bonds in excess of one-half the 
amoimt actually exi)ended on the railroad.*" The Texas law makes 
the value of the property the limit for bonds. The laws of Indiana 
and Wisconsin declare in general terms that the indebtedness of the 
corporation shall bear a reasonable proportion to the stocks issued 
by the corporation.^ 

The definite proportion that must be maintained between stocks 
and bonds is prescribed in many states.^® The most common re- 
quirement is that the bonds ^ or total indebtedness^ shall not ex- 
ceed the capital stock, modified in Montana and New Mexico by the 
amount subscribed. Connecticut^ and New Jersey limit the total 
indebtedness to the stock paid in, but bonds to twice this amount 
may be issued in other states.^ The maximum amount of bonds is 
limited to two-thirds of the capital stock in Iowa, Nebraska and 
Utah. In Minnesota, the indebtedness exclusive of mortgage bonds 
must not exceed two-thirds of the capital stock, but the total in- 
debtedness may be three times the capital stock. An interstate 
corporation may find itself conforming to the laws of one state only 
to defy those of another. An established proportion between stocks 
and bonds is necessary to compel the owners to put into the business 
enough to make it to their interest to maintain the property in an 
eflSdent condition, rather than to exploit it to secure dividends. 
Merely to condition the amount of bonds on the total securities 
does not meet the situation, especially if the stock is not fully paid. 
The bonds should be in proportion to the total value of the assets 
and not to any quality of the capital stock. In quantity, there is 

w P. U. R. 1916, A787, D347. 

»• Id. 1916, B38. 

» Ckxie 1902, see. 3804. 

* For exact reference aee Table II. 

^ Arkanaaa, Idaho, Maryland, Missouri, Nevada, Ohio. 

^ Idaho, North Dakota, Oklahoma, South Dakota, Washington, Wyoming. 

« Code 19Q2, sec. 3804. 

^ Delaware, Massachusetts, Pennsylvania, Washington. 
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already an overabundance of legislation, but there is need of the 
adoption of a basis that will give greater definiteness. 

Securities of whatever chajucter must be issued only for 
kgitimate purposes. The chief duty of the commissions is to see to 
this requirement. To leave no doubt that the commission's deci- 
sion is final, many states forbid the utility or railroad to apply the 
proceeds of securities to any purposes not specified in the commis- 
sion's certificate,^' nor in excess of the amount authoriced.^ The 
majority of commissions are limited at the outset to inquiring 
whether the issue under consideration is for purposes in accord with 
the nature of the business carried on by the particular corporation. 
The imnecessary duplication of facilities by competing companies 
may continue unchecked.^ The commissions of Ohio and Vermont 
have been given the right to reject the applications if not convinced 
that the proceeds will be spent for the general good of the public, 
and the acts of California, Arizona and Illinois permit of the same 
broad interpretation. A few other commissions, as Maine,^* by a 
liberal interpretation of their power in regard to certificates of con- 
venience and necessity, may prevent duplication of plants in the 
interest of the public. Every unnecessary duplication of any part 
of a public service corporation's plant, used solely for competitive 
purposes, results in reduciqg to scrap value that much of the prop- 
erty of one or both companies. Where the evils of competition and 
its wasteful extravagances are not prevented by public control, the 
burdens of the utility are unjustly increased and the public in no 
manner benefited. Every commission should have the power, and 
it should be its duty, to coordinate the corporate with the public 
needs, by preventing the issue of securiti^ for imnecessary construc- 
tion. 

The purpose for which securities may be authorized, as set 
forth in the laws, fall into five general classes: 

1. The acquisition of property. 

2. The construction, completion, extension, or improvement of its f adlities or 
properties. 

* Arisona, Califomia, lUinoiSi Kansas, Massachusetts, Missouri, New Hamp- 
shire, New York, Ohio, Wisoonsin. 

^ Arizona, Califomia, Slinois. See Table II. 
« P. U. R. 1916, B66, D160; 1916, C42. 
«• Id. 1916, A418. 
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3. The improvement of nuuntenanoe of ite aervioe. 

4. The discharge or lawful refunding of its obligations. 

5. The reimbursement of the treasury^* for moneys actually expended from 
income, or from any other moneys in the treasury not secured by the issue of 
stocks or bonds. 

The first group, the acquisition of property, includes the 
purchase of rights of way and of other necessary real estate, and the 
acquisition of the property or securities of related systems. The 
securities must represent a permanent addition to the facilities of the 
railroad or utility. The public service acts of ten states forbid the 
capitalization of the right to be a corporation, or the capitalization 
of any contract for consolidation or lease.^^ If issues were allowed 
for such purposes, they would rest upon anticipated earnings and 
not on present assets, always a doubtful proceedings particularly 
unjustifiable in the case of railroads and public utilities. 

The second group covers all the basic equipment that directly 
furthers the company's business, including the cost of welfare build- 
ings, when not directed beyond suitable provision for the health and 
safety of employes.**^ What proportion, if any, of the securities 
authorized for construction costs should be credited to promotion 
fees has not been decided uniformly by the state commissions. 
In recognition of the value of the services of the promoter, Iowa 
passed a law in 1911 requiring the labor performed in effecting the 
promotion of steam and electric railways to be taken into account in 
fixing the amount of capital stock. The Maine commission author- 
ized the issue of stock to the promoter of a railroad, although only 
preliminary organization work had been done." The California 
commission authorized stock to the par of $75,000 for promoter's 
services in projecting a railroad that could be financed at a sum not 
to exceed $750,000." These rulings partake of extremes in expres- 
sing appreciation of the work of the promoter, but are based on a 
correct principle, for the work of the promoter in the field of modem 

^* Arizona, California, Illinois, Indiana, Missouri, New York, Ohio, Wisconsin. 
The other four groups are mentioned in the laws of these states and of Georgia, 
E^ansas, Maine, Maryland, Massachusetts, Michigan, Nebraska, New Hampshire. 

^ Arizona, California, Illinois, Indiana, Maryland, Missouri, Nebraska, New 
York, Ohio, Wisconsin. 

« P. U. R. 1915, B682. 

" P. U. R. 1916, D260. 

•• Id. 1915, F3U. 
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industry is cchimportant with the work of the engineer, and a condi- 
tion precedent to the latter*s employment. Less favorable condder- 
ation has been accorded the promoter in Arizona,*^ Massachusetts,** 
New Jersey** and Ohio. The Maryland commission has declared 
that the cost of financing through promotion agents is a proper 
operating expense.*' There are few commissions that do not take 
this factor into account, although they may refuse an award imder 
that name. All states permit of the issue of securities to meet 
engineering costs. The large engineering firms are taking a lead in 
the promotion field. Their work of organizing and financing the 
project is distinct from the work of actual construction, but a single 
fee may be received for the completed project, the promotion costs 
being absorbed in the engineering costs. 

The third group, improvement or maintenance of service, places 
a heavy burden of interpretation upon the commissions, in determin- 
ing what may properly be included under this classification. Working 
capital falls under this division. The Massachusetts Railroad Com- 
mission refused to authorize securities for this purpose. To meet 
the special need of street railways, a law was passed permitting the 
issue of stock to provide working capital, not to exceed 5 per cent of 
outstanding stock, or an issue of bonds to an amount determined by 
the commission.** In general, the commissions authorize securities 
to provide working capital, in an amoimt varying with the nature 
and extent of the business.** Operating expenses and replacements 
also belong in the third group. They may not be capitalized in the 
form of stocks in any part of the Union It lies, however, within 
the discretion of several conunissions to concur in the issue of bonds 
or notes for these purposes.** In every state, permission is with- 
held imless the corporation proves its ability and willingness to make 

« P. U. R. 1915, B1043. 

» Id, 1916, A16. 

«• Id. 1916, D77. 

" Id. 1916, B926. 

•• Acts of 1909, C. 4S5. 

•• California, P. U. R. 1915, E834; Illinois, id. 1915, F235, 1916, C281, 704; 
Indiana, 1915, C561; Miasouri, id. 1916, F49; Nebraska, id. 1915, B416, D160, 
1917, A907; New Jersey, id. 1915, B601; New York, Public Service CenuniflBion 
Reports, Hearings and Decisions, 1, 166. 

** Arizona, California, Illinois, Missouri, New York, Ohio, WiaeoBsin; see 
Table 11 under "Purposes" for r^erenoes. Masso^^i^ta^ A^ ;9}4, oh. 671 
(stieet railways). 
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good out of earnings the amount, either by direct payments to a 
sinking fund, or by investments in capital assets.*^ The New York 
Second District Commission has well summarized the advantages 
accruing from permitting issues for operating expenses, declaring 
that: 

this policy enables the companies to absorb early losses .... to continue 
to serve liie public without interruptions uniformly attendant upon receiverships 
. . . . and makes them comparable to industrials and other unr^;ulated fields 
for investment, so far as the possibilities attendant upon external development are 
conoemed.** 

Where the power to authorize issues for replacements and operat- 
ing expenses is conservatively exercised, it may prove of public 
benefit in those cases where an insufficient depreciation fund has 
been carried, and an inefficient service will result from a continued 
use of obsolete or worn out equipment. The requirement of a 
restoration to the capital account of an equal amount reduces the 
measure to a purely temporary expedient. The railroads, as a whole, 
have no need of availing themselves of this privilege. The en- 
forcement of present day stringent accountancy rules will soon 
obviate the need of any utility resorting to this method, by compel- 
ling the maintenance of adequate depreciation funds. 

The fourth group, the discharge or lawful refunding of the 
company's obligations, presents no partictilar problem of interpreta- 
tion. 

The fifth group, reimbursement of the treasury for funds em- 
ployed in the extension, improvement and betterment of the proper- 
ties of the utility corporation or railroad receives unanimous ap- 
proval by all commissions, when the securities'are^to be sold and the 
funds turned into the treasury.^ 

When such securities are in the form of stocks to be distributed 
in lieu of a cash dividend, there is a decided divergence of opinion as 
to the propriety of consenting to their issuance. The act creating a 
commission for the District of Columbia, and the laws of Massachu- 
setts, New Hampshire and South Carolina forbid scrip dividends. 
The courts of South Carolina, however, have held that the capitaliza- 
tion of a new company formed to purchase the property of two exist- 

« P. U. R. 1916, C769, D661; id. 1917, A889. 

**New York, Public Service Commission, Second District Ninth Annual 
Report, V. I, p. 7. 
« 94 Atl. 193. 
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ing companies at full value, though in excess of the capitalization of 
the existing companies is not in violation of this statute, even if the 
securities are to be taken by the stockholders of the old corpora- 
tions.** According to this decision, the law may be circumvented 
without very great inconvenience and is practicallynullified. Some 
commissions, as Ohio, favor the sale of such securities, in place of a 
direct issue to the stockholders, and the distribution of the fimds as 
a cash dividend.^ 

Many state laws permit stock dividends in an amount rep- 
resented by actual investment in the corporation of net earnings.** 
The commissions of California,^ Illinois,*^ Indiana** and New Jer- 
sey** have rendered decisions to the same effect. The advantages of 
permitting stock dividends are several. Some surplus is essential to 
every corporation to provide for emergencies and to stabilise divi- 
dends. To keep this in the form of idle cash is an economic waste. 
To put it entirely into outside investments, which the management 
cannot control, is a risk, to lessen which imusually small returns must 
be accepted by investing in preferred securities. By the employ- 
ment of the surplus in its own business, a corporation is enabled to 
make improvements when needed acting independent of conditions 
in the money market, and to do so without the payment of interest. 
The public is saved this interest charge, since the corporation may 
not exact interest on its own funds, but may only issue securities to 
the amount of the net property addition. With the present powers 
of investigation possessed by commissions, there is no danger in 
permitting the investment of a corporation's surplus in its own prop- 
erty, and the distribution of a stock dividend when the improve- 
ments are completed. This is particularly just when the owners 
have refrained from all dividends in order to build up the credit of 
the corporation. 

The legitimate purposes as defined in the laws are sufficiently 
broad not to check the healthy expansion of public service corpora- 
tions entirely intrastate, but the conflicting interpretations by the 

« P, U. R. 1916, A483. 

" Kansas, Maine, Miaaouri, Ohio, Wiaconsin, West Virginia (<ee Table II). 

•• P. U. R. 1916, C324. 

" Id, 1916, A205. 

•• Id. 1916, A640. 

•• Id. 1916, E72. 
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different state commissions retard the fullest development of inter- 
state corporations. 

Railroads . and public utilities are limited not only as to the 
character of the sectirities and the purposes for which they may be 
issued, but also as to what may be received in payment for securUies. 
Many states have constitutional provisions to the effect that stocks 
or bonds may not be issued except for an equivalent in money paid, 
labor done or property actually received and applied to the purposes 
for which the corporation was created ; that all fictitious increase of 
stock or indebtedness is void; and that neither labor nor property 
may be received in payment at a greater value than the market 
price at the time such labor was done or property received.^® The 
same provision is incorporated in the statutes of many states. ^^ 
The purpose of such statutes is to restrict issues to actual invest- 
ment, and they are therefore constitutional." 

The enforcement of these provisions is left entirely to the 
directors in several states, and their judgment may be reversed only 
in fraud proceedings." If the issue is for other than money, Iowa 
requires the consent of the Executive Coimcil of State, which, if 
necessary, may make an investigation and ascertain the real value 
of the property to be transferred.^^ In Vermont the issue of shares 
of stock for property is subject to special approval by the share- 
holders, to whom all particulars must be submitted.^^ Other states 
have made it the duty of their commissions to enforce the provisions 
as to the form of payment. In Virginia, if the securities are issued 
for property or services already received, the commission may in- 
vestigate the value of the property. Texas requires special approval 
of the commission if bonds are to be issued in advance of the com- 
pletion of a railroad. In Wisconsia, a railroad or utility is restricted 
in the issue of securities for services or property to the true money 
value, as determided by the commission, in an amount equal to the 

^^ Alabama, sec. 234; Aruona XV, 4; Arkansas XII, 4; California XII, 11; 
Delaware IX, 3; Idaho XI, 0; Illinois XI, 13; Kentucky, sec. 193; Louisiana, sec. 
266; Mississippi, sec. 196; Missouri XII, 8; Nebraska XI, 5; South Carolina DC, 
10; South Dakota XVII, 8; Utah XII, 5; Virginia, sec. 167. 

^^ ^ee Table II under payment. 

n P. U. R. 1915, A618 (Massachusetts). 

*■ Delaware, Pennsylvania, South Dakota, West Virginia. 

7« Code 1913, see. 1641b. 

^ Laws of 1910, 143, sec. 6. 
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face value of the stocks and not less tlian 75 per cent of the face 
value of the bonds. 

The decisions of the commissions conflict as to the proper 
measure of the value of the property, whether actual cost; reproduc- 
tion new, or present value. The Maryland conunission refused to 
authorize the issuance of securities beyond the value of a public 
service company's property, although the company had actually 
expended in the plant a larger sum than it sought to capitalize.^* 
In contrast, New Hampshire granted authority to issue securities to 
cover the actual cost of construction, although a valuation showed 
a present cost of reproduction new somewhat lees than the actual 
cost.^^ The Texas law permits the purchasers of a railroad to issue 
securities to the full value of the property, irrespective of the pur- 
chase price. The California commission gave consent to a reorgani- 
zation plan that involved the issue of securities beyond the value set 
by the company.^' In Maine, a company was denied the right to 
capitalize more than the purchase price.^* Extreme liberality was 
displayed by the Maine commission in another case, when it author- 
ized the issue of bonds, although the company had no physical 
property.*^ Such inharmonious decisions introduce a measure of 
uncertainty that is particularly disturbing in the case of railroads 
that are national in scope, whatever the length of line in any one 
state. 

These same principles apply*to reorganizations and consolida- 
tions. Georgia and \Visconsin limit issues of sectirities in such 
cases to the fair value of the property. The California conmiission 
has not been strict in valuations for this purpose, in one case making 
no effort to eliminate undue expense in connection with the property.*^ 
Several states provide that the stock of consolidated corporations 
must not exceeH the aggregate capital stock of the corporations 
consolidated at the par value and any additional tiwoa paid in cash.** 
The total amoimt of securities that may be issued upon the re- 



» P. U. R. 1915, A812. 
" P. U. R, 1916, E931. 
« /d. C807. 
« Id. E109. 



••/d. 1916, D260. 
« Id. 1916, F569. 

* District of Columbia, niinois, Maryland, Missouri, Nebraska, New York, 
Ohio. 
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organisation of a corpoilEition is limited to the fair value of the prop- 
erty in Pennsylvania, as determined by the conmiission in Illinois, 
New York and Texas. Ohio permits an issue to the full value of the 
old securities. When the amount of securities is conditioned 
on the sum of the securities of the separate companies the new 
issues partake of all the evils of the old. If the par of such seciui- 
ties is more than the real value of the properties, the ''water'' 
is not eliminated. If the par represents less than the real value, the 
owners are penalized to the extent of the difference, when they should 
be rewarded for their thrift in increasing the assets of the corporation 
out of savings. The issue of securities to the fair value of the prop- 
erty, as determined by the commission, whether greater or less than 
the par of the old securities, is the most just method, and the only 
one really ensuring value received. 

Par Valxje and Selling Price 

If the many state laws which limit securities to a reasonable 
amount for lawful purposes and require the corporation to receive 
value in full, were universally executed, no stock would sell for less 
than par and bonds would sell for their exact value, a condition only 
approximated in a few states. 

The par itself, as prescribed in the statutes, is far from uniform. 
Some states leave the decision to the board of directors. In Ten- 
nessee, railroad stocks may be issued with a par of $100 or less. In 
Colorado, the par may vary from $1 to $100, in Maryland and 
Pennsylvania it must be $50, in the majority of states it is placed 
at $100." Railroad bonds may have a par of $50 in Iowa, $100 in 
Massachusetts and Vermont, $500 in Nebraska, and $1,000 in 
Wyoming. The maximum interest on bonds, which partly deter- 
mines market price, is fixed at 6 per cent in Texas, 7 per cent in 
Arkansas, Massachusetts and Ohio, at 8 per cent in Iowa, and at 10 
per cent in Michigan, Nebraska and Wyoming. 

The par of the securities of many corporations has no relation 
to the value of the property, and consequently the selling price and 
the par value are rarely equivalent terms. The states which have 
not conferred on their commissions power to regulate securities give 

** Arixona, Gonneoticut, Florida, Georgia, Massachusetts, Michigan, Missis- 
stpfri, Montana, Nebraska, New Hampshire, Vermont, Virginia (See Table I, 

"Par"). 
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the directors full power to set the price. Virginia also leaves the 
price to be determined by the directors. Some commissions have 
unlimited power to fix prices.^ Ohio has agreed to a price as low 
as 80 for stocks, the policy of the California commission is not to 
allow a price less than 80-^ as a minimum," and Illinois requires 
par to be received. The sale of stock at less than par is permitted 
in Indiana and Georgia if agreed to by the conmiission, which, 
except in such a case, does not have power to fix the price. Railroad 
stocks may not be sold for less than par in Maine. In the case of 
other utilities, the commission will not authorize the sale of a stock 
at less than par by a new corporation, but holds itself free to do so 
in the case of an existing corporation." Other commissions require 
all stock to be paid in full.^' 

' An exception to the requirement of all siles at par is made in 
New York in the case of convertible railroad bonds. The New York 
law authorizes the conversion of raUroad bonds into stock at less than 
its par value, but not less than the market price at the time of the 
stockholders' consent to the bond issue. ^^ In Maine, Massachusetts 
and New Hampshire railroad stocks must be sold neither for less than 
par nor less than the market price. ^* The same law holds for public 
utilities, except in Maine where the commission may permit the sale 
of such stock for less than par, but has refused to do so in the case of 
any new company.*^ In these states the stock must first be offered 
to the stockholders, and all shares not so disposed of must be offered 
at public auction under the same restrictions as to par and market 
price. With the exception of the New England states, it is not 
customary for the commission to set the price, if above par, but the 
rule is that the sale be made at the highest price obtainable, not less 
than par. 

To require bonds to be sold at par is the exception. The Mas- 
sachusetts commission discourages the sale at less than par. The 
Maine commission, however, holds that it is not its policy to refuse 

** Arisona, California, XUinoiB, Ohio. 
• P. U. R. 1916, C779. 
•7^.1915,0361. 

"^ Michigan, Missouri, New Jersey, New York, Texas, Wisconsin. 
** Raikoad Law, sec. 8, sub. 10. 
*• See Table II under Selling Price. 

•«P. U. R. 1915, C361; also Maine, Public Utility Commission Report, v. 
II, p. 298. 
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to authorize issues of bonds for less than par.** The minimum price 
in Indiana and Wisconsin is 75 per cent of par. ** Texas requires that 
full value be received for bonds, preventing a sale for less than par**. 
Some states permit the sale of bonds at the price determined by the 
board of directors." Missouri has allowed bonds to be sold as low 
as 70, and Illinois for 73. New Jersey and Michigan favor a mini- 
mum of 80. The price of bonds is determined by such factors as 
the rate of interest, the life of the bond, the degree of security, 
the method of payment and any privileges, such as the right to 
convert into stock. The price is determined by the current rate for 
money for similar investments, and a uniform price is neither possible 
nor desirable. 

The difference between the face value of the bonds and the 
selling price measures the cost to the corporation of obtaining money 
at a given rate of interest. The Iowa law is based on a false founda- 
tion, which authorizes the bond discoimt to be taken into accoimt 

« 

as an element of value in fixing the amount of capital stock that 
may be issued.** Bond discoimt is an expense, which the state 
commissions, in all valuation proceedings, require to be amortized 
out of income.** 

SUMMABT AND CONCLUSION 

The charges of incompleteness or inadequacy or both may be 
placed against many of the laws controlling the security issues of 
railroads. Where no special administrative body is entrusted with 
their enforcement, they remain inoperative, imless some noteworthy 
misapplication of power by the directors arouses public opinion. 
The pure publicity provisions in the public utility acts of Pennsyl- 
vania and Virginia are no improvement over all absence of com- 
mission control. Filing as a public dociunent is not synonymous 
with making public'. More complete information is more readily 
obtained from banker or stockbroker. The expenses of manage- 
ment of railroads and public service corporations are increased with- 
out any benefit to the public, the investor or the corporation. 

n Delaware, Iowa, Louisiaiia, Nebraska, Utah and Wyoming, see Table II, 
final column. 

« Code 1913, sec. 1641b. 

« California P. U. R. 1915, E197; District of Columbia id. 1915, B546; 
Illinois id. 1915, A804; Massachusetts id. E370, Missouri id. 1916, £544; Ohio id. 
1916, £670. 
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Slightly more justifiable are the statutes which require the 
commission to investigate the statements made in the application. 
The mandate resting on these commissions, however, either to 
accept or reject the application in the form submitted, has caused 
them to exercise extra-legal powers by imposing conditions. Such 
action is proof of the inadequacy of the law. It is the law as it 
stands, and not as enlarged by the dangerous practice of reading into 
it increased powers, that is to be criticised. Judged on its own 
merits this type of control is highly deficient, for it imposes more 
burdens than pure publicity, while the gains are only problematical, 
certainly not proportionately greater. 

Some power should be granted the commission to modify the 
application, with due recognition that the danger from extremes is 
not less in granting too much than in granting too little discretion. 
So long as salaries are low, qualifications for public office less, and 
the power of appointment exercised to distribute politic^ plums 
rather than to reward ability, it is inviting disaster to substitute un- 
conditionally the judgment of public officials for that of persons of 
long special training. The value of commission control rests upon 
the ability of the commissioners to act as detached, impartial ob- 
servers, checking but not replacing the decisions of corporate offi- 
cials, whose judgment may be warped by too narrow attention to a 
single interest. 

Present legislation is, as a whole, imsatisfactory, protecting 
neither the public nor the corporation and its investors. Despite 
its imperfection, this legislation has been in response to a rapidly 
growing realization that the physical plant of a raiLx>ad or public 
utility is not a gift out of the clouds; that regulation of rates and 
services is only partial regulation, necessitating the inclusion of 
securities to round out the circle. 

Control of securities is necessary to prot)Bct the corporation 
against itself. In fact, "Chapters in Erie, " the Chicago and Alton 
deal and similar abuses of corporate powers gave rise to the agitation 
for the control of securities. The recent financial troubles of the 
Rock Island, the Frisco and other railroads are modem evidences 
that the corporation might profit from a review of the directors' 
decisions by an impartial tribunal. 

Protection of the investor is also of vital interest. Until re- 
centiy his claims were disregarded. Existing investments could be 
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submitted to any number of burdens without the possibility of 
escape. The holder of free fimds, however, notes all such tendencies 
and is quick to divert his money into more promising channels. 
With a duU market for railroad or other public utility offerings, the 
public fails to acquire needed facilities, and is thus impressed with 
the justness of the investors' claims. 

The public itself is most directly benefited by security control. 
It is often asserted that securities have no bearing upon rates, and 
commissions declare that they do not take them into account. 
But a careful investigation of the proceedings of any commission 
wfll reveal instances in which the rate was based upon the condition 
of the corporation's securities. Always a return is insisted upon. 
''It is the setting in which the problem (of rates) is most frequently 
submitted for judicial consideration," the Interstate Commerce 
Commission has declared.*^ Aside from rates, every reorganization, 
the direct product of imwise ss^curity issues, upsets the business 
equilibrium of the entire coimtry. Unwise security issues also react 
to the detriment of the public by poorer service, inadequate main- 
tenance and depreciated equipment. 

Present regulation does not solve the problem of proper security 
control, yet some regulation is expedient. The first step needed to 
clarify the situation is to distinguish between corporations that are 
interstate and those which are intrastate or local in character. 
Railroads and corporations controlling facilities essential to the 
efficient operation of the railroads are of chief interest in the first 
class, but whatever corporations are placed under the control of the 
Interstate Commerce Commission should be included. A rail- 
road's sectirities are the sine qiLa non of its establishment and exten- 
sion, are co-existent with each foot of its line, and cry out for uni- 
form treatment, possible solely through national control. More 
detailed consideration of federal control is not required here, except 
to remark that the securities of interstate corporations should be 
placed imder the sole and exclusive control of a central federal body, 
an adjunct of the Interstate Commerce Commission, and forming a 
part of a rational scheme of complete federal regulation. 

Federal regulation of only interstate corporations leaves a very 
wide field to the states. Light, heat and water companies and 
street railways are a few of the corporations whose securities should 

** Intentate Commeroe CommiflBion, 22d Annual Report, p. 86. 
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be regulated by state commissions. Appointment to such com- 
missions should have some more efficient base than political prestige. 
Commission control should be positive, for there is.no need to 
regulate the well managed corporation, and the fear of publicity 
will prove inadequate to prevent the unscrupulous from enriching 
themselves, v 

The bread pill stage of regulation must be put behind, whether 
the regulation is to be by state or federal conunissions. Thorough 
investigation and valuation should be made before approval is 
granted. Restrictions should be placed upon the power of the 
commission as well as upon the corporation. It should be unlawful 
for the commission to authorize issues far in excess of the value of the 
property. There is no reason for the commission to decide the kind 
of security, except to prevent an unsafe proportion of debts to owner- 
ship shares. Supervisory power over prices is sufficient, although a 
minimum price for bonds and no par for stock might add efficiency 
to the legislation. The duty of the conmiission to follow up the 
disposition of the proceeds from the sale of securities is no less im- 
portant than the approval itself. Finally, uniformity is desirable 
for all security legislation, since the investment market is national. 

The beneficial results of the right kind^ of legislation are in- 
calculable. No legislation causes a haphazard, mushroom growth. 
Irrational legislation destroys the fine network of confidence with- 
out which the inflow of funds will soon cease and development come 
to a standstill. Rational legislation instills confidence, so that the 
full complement of needed funds is secured quickly and cheaply. 



DESIRABLE SCOPE AND METHOD OF FEDERAL 
REGULATION OF RAILROAD SECURITIES 

By Max Thelbn 

In preparing a paper on ''Desirable Scope and Method of 
Federal Regulation of Railroad Securities/' as I have been requested 
to do, it is necessary to make a number of assumptions. The 
writer of such a paper must assume for the pmpose of the paper 
that railroads will remain in private ownership. 

It may be assumed, furthermore, that it is not necessary in this 
paper to demonstrate the necessity for public regulation of railroad 
securities. Heretofore, it has at times been urged that railroad 
securities have nothing to do with the regulation of railroad rates, 
service or facilities and that, accordingly, there is no necessity for 
public regulation of their, issue. It seems clear, however, that a 
railroad whose financial structure is unsoimd not merely has great 
difficulty in maintaining reasonable rates and adequate service but 
also finds it practically impossible to secure new fimds for necessary 
additional capital expenditures. The predicament of the railroads 
which, even before the outbreak of the war, found themselves unable 
to secure the additional funds urgently needed for the enlargement 
of terminals, the construction of double tracks, the purchase of addi- 
tional locomotives and freight cars and for other capital purposes 
was largely caused by excessive security issues or an unhealthy 
preponderance of funded indebtedness over capital stock. Our 
failure in the past to provide adequate regulation over the security 
issues and the financial structures of these railroads is largely respon- 
sible for their present condition. Our difficulty has been not too 
much but too little regulation. 

The title of this paper presupposes thai, to some extent at 
least, federal regulation of railroad securities is desirable or neces- 
sary but that the scope and method of such regulation are open to 
discussion. In the brief and sketchy manner made necessary by the 
limits of this paper I shall address myself herein specificially to the 
desirable scope and the desirable method of the regulation of rail- 
road securities by the federal government. 

191 
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The subject will be considered under the following heads: 

1. Federal versus state control 

2. Federal incorporation 

3. Control versus publicity 

4. Proposed statute 

1. Federal Versus State Control 

Heretofore the federal government has made no provision for 
the regulation of the issue of railroad securities. In the absence of 
action by the federal government, twenty-one states have provided 
for such regulation by their respective railroad or public service 
commissions.^ 

In determining whether regulation in a given field of railroad 
activity should be exercised by the federal government or by the 
state governments, I have always been of the opinion that the 
federal government should do whatever the federal government can 
best do for our people and that the state governments should do 
whatever they can best do. The test is the good of our people as a 
whole and not whether a favor shall be extended to the federal 
government or to the state governments. 

Applying this test to the railroad situation, I believe that the 
regulation of local service, facilities and police regulations can best 
be done by local authorities. The same conclusion follows, in my 
opinion, with reference to local rates, with the proviso that legisla- 
tion should be enacted by the federal government providing for 
codperation between the Interstate Commerce Commission and the 
affected state commissions in the so-called Shreveport situations, 
involving alleged discrimination between interstate rates and intra- 
state rates. 

However, appl3ring the same test to the issue of railroad seciui- 
ties I have long since reached the conclusion that authority over the 
issue of securities of railroads engaged in interstate commerce should 
be exercised exclusively by the federal government. This conclu- 
sion is based not merely on an abstract study of the situation but 
also on an experience of five years as a member of a state railroad 
commission charged with the duty of regulating the issues of securi- 

^ For a detailed analysis of what the states have done in regulating railroad 
securities, see article in this volume: "State Regulation of the Securities of Rail- 
roads and Public Service Companies." IEdftob.] 
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ties of all dasses of public utilities, including railroads engaged in 
interstate commerce. 

The reasons for this conclusion may be stated very briefly. 
Referring first to capital stock, no state can control the issue of 
stock by a railroad company incorporated in another state. In 
order to escape regulation of the issue of its capital stock it is now 
only necessary for a railroad company to incorporate in some state 
which does not provide for regulation of the issue of the capital 
stock of railroad companies. The only way to meet this situation 
is to provide for regulation by the federal govenmxent. Referring 
now to bonds, efficient and economical financing requires that rail- 
road obligations evidenced by bonds shall constitute a lien upon 
the property of the railroad, irrespective of state lines. As a prac- 
tical matter, financing in pieces by state lines is not possible. To 
provide that application for authority to issue railroad bonds must 
be made to each state in which any portion of the property to be 
mortgaged is located is not merely dilatory and cimibersome but 
also leaves open the door to differences of opinion between the 
authorities of the various states, which difiPerences may result in the 
defeat of the entire proposed issue. The only prompt and satisfac- 
tory control over the issue of railroad bonds is the establishment of 
exclusive control by the federal government in a single regulatory 
body. 

A number of bills introduced in Congress during the last few 
years and providing for some measure of control by the federal 
government over railroad security issues have provided, in effect, 
that the control by the federal government shall be concurrent with 
continuing control by the respective state governments. The re- 
sult of such legislation would be to add one more commission to 
those already exercising control, and thereby to introduce additional 
delays and increase the possibilities of differences of opinion be- 
tween the various public regulatory authorities. Such legislation 
would complicate the situation and would seem to be inadvisable. 
The only satisfactory solution is exclusive jurisdiction in the federal 
government with reasonable opportunity to all affected state com- 
missions to appear before the federal authority and to be heard in 
matters affecting their respective states. 

Under the decisions of the Supreme Court of the United States 
construing federal statutes referring to hours of service, employers' 
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liability laws^^safety i^pliances and other fields of railroad regula- 
tion, I have no doubt of the legal power of Congress to provide for 
exclusive regulation by the federal government of the security issues 
of all railroads to any extent engaged in interstate conunerce. If 
the federal government enters this field and indicates its intention 
that its regulation therein shall be exclusive, the authority of the 
states to exercise jurisdiction in this field will be effectively excluded. 
In this respect I agree with the argument presented to the Com- 
mittee on Interstate and Foreign Commerce of the House of Repre- 
sentatives in February and March, 1914 and to the Committee on 
Interstate Commerce of the United. States Senate in June and July, 
1916 by Mr. Alfred P. Thorn, speaking as representative of rail- 
roads whose earnings constitute 84 per cent of all railroad earnings 
in the United States. 

2. Federal Incorporation 

The suggestion has recently been made in certain quarters that 
federal regulation of railroad security issues cannot be made effective 
without federal incorporation of all the railroads. This suggestion 
is contrary to the generally accepted view. The conclusive answer 
to the suggestion is found in the argmnent of Mr. Thorn before the 
Committee on Interstate and Foreign Commerce of the House of 
Representatives in 1914 and in the restatement of his legal conclu- 
sions made by him in December, 1916 before the Joint Committee 
of the Senate and House of Representatives. 

The power of the federal government to create a federal rail- 
road corporation rests on its authority to establish an agency or 
instrumentaUty to carry into effect the powers vested in the govem- 
ment.2 The federal government cannot, by creating a federal rail- 
road corporation, enlarge the powers possessed by the federal 
government. Whatever the government can do indirectly through 
the creation of a corporation as its agent it may do directly as prin- 
cipal without the establishment of the agency. Accordingly, the 
creation of a federal railroad corporation cannot possibly enlarge 
such powers as the federal government already possesses to regulate 
the security issues of railroads engaged in interstate commerce. 
The creation of federal railroad corporations for this purpose is 
entirely unnecessary. 

* McCvUough v. Marykmdt 4 Wheat. 316. 
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As bearing on the regulation of railroad security issues by the 
federal government, it may be appropriate at this point to draw 
attention to the fact that under the plan of federal incorporation 
presented by the railroads to the Joint Congressional Committee 
it is provided that no railroad shall be permitted, after a certain 
day, to continue to engage in interstate commerce unless it has 
taken out a federal charter; that a federal railroad corporation is to 
take the place of each existing state railroad corporation; and that 
the federal railroad corporation shall, under this compulsory plan, 
have the same securities outstanding as are now outstanding against 
the state railroad corporation. In other words, by compulsion of 
the federal government, the existing railroad securities, including 
all the water therein and all the seeds of financial disease resulting 
from existing unhealthy railroad financial structures, are to be 
perpetuated in the new federal railroad corporations. That such 
legislation should be adopted by Congress seems inconceivable. . 

This paper will proceed on the assiunption that federal incor^ 
poration of the railroads is entirely imnecessary to the adequate 
regulation by the federal government of the security issues of all 
railroads engaged in interstate commerce. 

3. Control Vebsus Publicity 

Considerable difference of opinion has heretofore existed on 
the question whether federal control over railroad security issues 
shall provide merely for publicity or whether it shall provide for 
affirmative action by the appropriate public authority before such 
securities may be issued. These two opposing theories are generally 
referred to as the "publicity" method and the ''control" method. 

The publicity method provides that before a railroad corporsr 
tion may issue securities it must file with a designated pubtic 
authority a statement of the proposed issue and of its financial 
condition. Having filed such statement the corporation may then 
issue the proposed securities without action by the public authority. 
The control method provides that before the railroad corporation 
may issue its securities it must first receive the approval of a desig- 
nated public authority. 

• The publicity method was favored by the Federal Securities 
Commission, of which President Hadley of Yale University was 
I, and has been advocated by a number of prominent men 
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in public life, including two former members of the Raiboad Com- 
mission of Wisconsin. Of all the states of the Union which have 
provided for control over the issues of railroad securities, Virginia 
alone has adopted the publicity method. All the other twenty 
states which have provided for such regulation have adopted the 
control method. The chief argument advanced by those who favor 
the publicity method seems to be that imder the control method 
the public authority is either legally or morally boimd to authorize 
rates suflBieiently high to yield a return on the security issues author- 
ized by it as well as on all the preceding security issues. As far as 
the legal question is concerned, I have seen no authority to support 
the proposition. To remove any doubt on this question, the federal 
statute could readily provide that nothing therein contained should 
be construed to imply any guaranty or obligation on the part of the 
United States with reference to the securities authorized. 

Referring to the assumed moral obligation, it seems obvious 
that in so far as past issues of securities are concerned, made with- 
out governmental action, no such assumed obligation can possibly 
exist. In so far as issues hereafter authorized by the federal govern- 
ment are concerned, it has never been successfully contended that 
a governmental authority which authorizes such security issues 
even morally imderwrites the success of the corporation. Due 
weight will, of course, be given to the investment made by the cor- 
poration and to the securities from which the fimds thus invested 
are derived. This statement, however, by no means implies that 
the corporation is relieved from the ordinary chances which every 
business takes and that the government either legally or morally 
guarantees the success of the venture or the integrity, imder all 
conditions, of the security issues authorized by it. In Califomia, 
where the State Commission acts under the ''control method,'' I 
have never heard the suggestion made that the state is in the posi- 
tion of a guarantor of the security issues authorized by it. I am 
also advised that in most of the other states which also have the 
control method no such suggestion has ever been made. 

The chief argument in favor of the control method is that the 
ability of the utility to render adequate service at reasonable rates 
and to fulfil the requirements of the public for additions, better- 
ments and extensions depends very largely on the soundness and 
integrity of its financial structure, and that the construction and 
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maintenance of healthy financial structures for the protection both 
of the utility and of its patrons imperatively require the affirmative 
control over security issues which has now been established in most 
of the leading states of the Union. In my opinion, control over the 
issue of securities and the disposition of their proceeds is the key- 
stone of the entire arch of public utility regulation. Regulation 
which merely provides that the utilities shall file a public record of 
what they intend to do in connection with security issues would not 
have prevented the wreck of the Chicago and Alton, the New York, 
New Haven and Hartford, the Frisco or the Rock Island. I con- 
sider such regulation to be entirely ineffective and hence worse than 
no regulation. In my opinion, based on the experience in California 
and other states of the Union which have imdertaken the regulation 
of the security issues of public utilities, the only effective method of 
regulation is the control method. 

4. Proposed Statute 

I shall now make a niunber of suggestions with reference to 
provifflons to be contained in a federal statute establishing control 
of the security issues of railroads engaged in interstate commerce. 

In my opinion the control over security issues of such railroads 
should be vested in the same federal body which regulates, to the 
extent to which such regulation has been provided, their rates, 
service and safety and which ascertains the various facts entering 
into the value of railroad properties. This conclusion not merely 
seems logical, but also is in accordance with the practice of all the 
states which have provided for regulation of railroad security issues. 
In making this suggestion, however, I wish to draw attention to the 
fact that no branch of public utility regulation requires more prompt 
action than requests for authority to issue securities, and to suggest 
that if this authority is vested in the Interstate Commerce Com- 
mission, adequate machinery must be provided so that the authority 
may be promptly exercised. 

The statute, in my opinion, should apply to all railroads which 
are engaged in interstate commerce but should not, for the present, 
include street railways. 

The statute should apply to holding companies as well as to 
operating companies. I am not in sympathy with the suggestion 
that the regulation should not apply to railroads which are located 
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entirely within the limits of a single state. If such railroads ar6 
engaged in interstate commerce, as most of them are, they should 
be ]\ist as much subject to regulation of their security issues by the 
federal government as the railroads whose situation differs only in 
the fact that they happen to cross a state boundary line. The test, 
in my judgment, should be whether the railroad is to any extent 
engaged in interstate commerce and not whether its tracks and ties 
happen to be located entirely within the boundaries of a single 
state. 

The statute should state the purposes for which railroad securi- 
ties may be issued. These purposes are generally defined in the 
state statutes to be the acquisition of property; the construction, 
completion, extension or improvement of facilities; the improve- 
ment or maintenance of service; the discharge or lawful refunding 
of obligations; and the reimbimsement of moneys expended from 
earnings or from other moneys in the treasury of the utility not 
secured from the issue of stocks, bonds or other evidences of indebt- 
edness, for any of the aforesaid piu-poses. 

The statute should provide that no railroad corporation sub- 
ject thereto should have authority to issue any stocks or stock cer- 
tificates or any bonds, notes running longer than a specified term, 
or other evidences of indebtedness unless a petition asking authority 
to make the issue has first been filed with the Interstate Commerce 
Commission and the Commission has made its order thereon speci- 
fying the issue which is authorized, and stating the amount thereof 
and the purpose or purposes to which the issue or the proceeds 
thereof may be applied. 

I consider it unwise to have the statute specify in detail the 
contents of the petition. It would be far more desirable, in my 
opinion, to have the statute provide that applications should be 
made in such form as the Interstate Commerce Commission may 
from time to time determine and prescribe and that the Commis- 
sion should have the power to establish rules and regulations govern- 
ing the contents of the petition and the procedure in connection 
therewith. The experience of the states shows the wisdom of a 
statute unencumbered by unnecessary detail and providing flexible 
regulation within the definite principles established by the statute. 

The statute should provide that notice should be given to the 
railroad commission or public service commission or public utilities 
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commission or other appropriate authority of each state in which 
the petitioner operates, with the right on the part of such states to 
appear before the Interstate Commerce Commission and to be heard 
upon the application. The Interstate Commerce Commission 
should be authorized to give such additional notice, as in its judg- 
ment is necessaiy and to hold such hearings as it considers advisable. 

The statute should provide that the Commission may by its 
order grant permission for the issue of securities in the amount 
applied for, or in a lesser amount, or not at all, and that the Com- 
mission should have the right to attach to the exercise of its per- 
mission such condition or conditions as it may deem reasonable and 
necessary. The power of the Commission to impose conditions in 
its order is a matter of very great importance and should not be 
overlooked in the framing of the statute. 

The Interstate Commerce Commission should be authorized to 
require the railroad companies, in such form and detail as the Com- 
mission may consider advisable, to account for the disposition of 
the proceeds of securities authorized and to establish rules and regu- 
lations to insure the disposition of the proceeds for the purpose or 
piu*poses specified in the original order or in such amended or sup- 
plemental orders as the Commission may from time to time make. 

The statute should provide that the Commission shall have no 
power to authorize the capitalization of the right to be a corpora- 
tion, or to authorize the capitalization of any franchise or permit 
in excess of the amount (exclusive of any tax or annual charge) 
actually paid to any public authority as the consideration for the 
grant of the franchise, permit or right. Franchises are granted by 
public authorities to enable private capital, as agent for the public, 
to exercise functions which the pubUc itself might directly perform. 
To have private capital ask public authorities to grant franchises 
so that such capital may perform important functions as agents of 
the public and then to have the grantees of such franchises turn 
around on the public and claim against the public values for the 
franchises thus conferred is the height of absurdity and injustice. 
When the federal government undertakes to control the issue of 
railroad securities it should be careful to insert in the statute appro- 
priate language so as to prevent the capitalization of any such 
franchises, permits or privileges except to the extent of actual pay- 
ment made therefor by the grantee of the franchise, permit or privi- 
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lege to the public authority granting the same. An ounce of preven- 
tion is worth a pound of cure. 

In order to set at rest definitely the claim that any govern- 
mental guaranty, either legal or moral, will follow from authoriza- 
tions to issue securities, it may be well, although unnecessary, to 
insert in the statute a clause providing substantially that nothing 
therein contained shall be construed to imply any guaranty or obli- 
gation on the part of the United States. 

The statute should provide appropriate penalties for its viola- 
tion. In my opinion, it is not sufficient to provide that violations 
or proposed violations may be enjoined and that persons guilty 
thereof may be fined or imprisoned. I suggest the additional provi- 
sion foimd in the California Public Utilities Act, to the effect that 
any security issued without an order of the commission authorizing 
the same then in effect shall be void, but that failure in any other 
respect to comply with the conditions of the order shall not render 
such security void except as to a corporation or person taking the 
same otherwise than in good faith and for value and without 
actual notice. 

Closely akin to control over security issues is control over the 
sales, leases, mortgages, encumbrances, mergers and consolidations 
of public utility properties. I suggest that the federal statute should 
provide that no railroad corporation subject thereto should thence- 
forth sell, lease, assign, mortgage or otherwise dispose of or encum- 
ber the whole or any part of its property necessary or useful in the 
performance of its duties to the public or any franchise or permit 
or right thereunder, nor by any means whatsoever, direct or indirect, 
merge or consolidate its property with any other common carrier 
subject to the Interstate Commerce Act without having first secured 
from the Interstate Commerce Commission an order authorizing it 
so to do. 

There is nothing imusual or particularly difficult in connection 
with the exercise of the powers herein suggested to be conferred 
upon the Interstate Commerce Commission. Such powers are now 
exercised in the leading states of the Union with reference to rail- 
roads and, to a considerable extent, other classes of public utilities. 
The principles applicable to such control, the proceedings before 
the commissions, the forms of the orders, the method of reporting 
the security issues by the utility and the disposition of the proceeds 
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of such issues and every other factor connected with the problem 
have been worked out in detail by the various state commissions. 

That the exercise of these powers by these states has had a 
salutary effect in protecting both the public utilities and their con- 
sumers and in improving the sale of public utility securities is 
generally conceded. That necessary public utility development 
continues imafiPected by such regulation is shown by the fact that 
in California in excess of two hundred and thirty million dollars of 
new money has been invested in public utility enterprises since 
March 23, 1912, the effective date of the Public Utilities Act, being 
the largest amount of such investment in any corresponding period 
of the state's history. 

By reason of the peculiar facts surrounding railroads engaged 
in interstate conmierce, the control of their security issues by the 
states has not been as prompt, satisfactory and effective as the rail- 
roads, their patrons and their investors Have the right to expect. 
For that reason the ineffective control over railroad security issues 
now established in a portion of the states of the Union should give 
way to prompt, effective and unified control by the federal govern- 
ment. 



THE POINT NOW REACHED IN THE FEDERAL REGU- 
LATION OF INTRASTATE RATES 

By J. A. Little 

Federal Authority over Intrastate Commerce before the 

. Shreyeport Cases 

The principal motive which actuated the sovereign states in 
sending delegates to the convention which framed the Constitution 
of the United States is not mentioned in the Preamble to that instru- 
ment but is found in Article 1, Section 8, which delegates to Con- 
gress, among other things, the power ''to regulate commerce with 
foreign nations, and among the several states and with the Indian 
tribes." 

The history of the period following the treaty of peace with 
Great Britain and prior to the ratification of the Constitution amply 
bears out this statement. To find a remedy for the conflict between 
the states which threatened to destroy the weak offensive and de- 
fensive alliance of the original thirteen states which was embodied 
in the Articles of Confederation, Rhode Island presented resolutions 
calling for a central body to regulate commerce; James Monroe, 
as a member of the federal Congress, brought in resolutions saying 
that such regulation was absolutely e^ntial; and James Madison 
introduced in the legislature of Virginia and had passed resolutions 
similar to those adopted by Rhode Island with additional provisions 
calling for a convention at Annapolis to establish a better system 
of commercial regulations. 

Six states sent representatives to the Annapolis Convention of 
1786 and they, after extended discussion, came to the conclusion 
that no remedy for the evils complained of could be prescribed with- 
out drastic changes in the powers of the central government which 
would require the framing of a new constitution. In accordance 
with this conclusion the delegates to the Annapolis Convention is- 
sued the call for a constitutional convention. 

Attention is called to these facts as an aid in placing a proper 

construction upon the commerce clause of the Constitution and in 

202 
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defining the spheres of action within which the federal and state 
governments may properly, operate. 

It does not seem possible that there could have been any doubt 
in the minds of those who acted for the several states in ratifying 
the Constitution as to the exact power conferred on the fedend 
government in connection with the regulation of interstate commerce 
since the granting of this power to the federal government was the 
most important single purpose of the framers of that instrument. 

In the debate between those who favored and those who op- 
posed a strong central government and the Constitution of the 
United States^ which provides such a government to do for all the 
states what they cannot do so well for themselves but retains for 
the several states the functions which can best be performed by 
state governments, this question was discussed. 

The supporters of the federal plan argued that the commerce 
clause of the Constitution permitted the new government to control 
interstate commerce only and that the states were left free to ex- 
ercise all the governmental powers which had not been specifically 
delegated.^ To ensure this construction of the Constitution some 
of the states insisted upon the passage of the first ten amendments 
which were primarily designed to preserve the rights of individuals 
and the several states against any encroachment on the part of the 
federal government. 

It may therefore be said that there was no intent to deprive 
the several states of power to regulate their internal commerce by 
any construction placed upon the commerce clause but on the other 
hand such power was clearly and specifically reserved to the states 
by the Tenth Amendment. 

This division of authority was recognized by the supreme court 
of the United States^in deciding the first case arising under the com- 
merce clause' in which a state enactment was set aside because ii 
directly regulated and impeded interstate commerce and was hence be- 
yond the power of the state and not because of any lack of power on 
the part of the state to regulate its internal commerce, such powers 
being discussed and upheld in the decision of the court. 

The case just referred to is typical of many, other than rate 
cases, in which the Supreme Court of the United States has uni-^ 

1 The Federalist, 32, 82. 
^Gibbonsy. Offden, 9 Wheat 1. 
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fonnly held that a state cannot lawfully enact regulations of its 
commerce which operate to burden'^ unduly or impede interstate 
commerce. In such cases involving navigation laws, safety ap- 
pliance acts, taxation of interstate commerce and related subjects 
there has been a conflict between a statute of the state and a valid 
act of Congress or, an attempted exercise, by the state, of the power 
granted to Congress by the commerce clause. 

As to cases involving the validity of state legislation fixing max- 
imum rates for transportation by railroad, or the lawful orders of 
state railroad commissions, it may be said that there has been prac- 
tically no conflict with the power of the federal government imder 
the conunerce clause. 

It is true that there have been many cases in which it was 
alleged that the states had interfered with or unduly burdened inter- 
state conunerce but a careful examination of all such cases from 
Munn V. lUinaia (94 U. S. 113) down to the Minnesota Rate Case 
(230 U. S. 352) shows that the contentions advanced as to such al- 
leged interference with interstate commerce were mere incidents to 
the efforts of the railroads to escape regulation by public authority. 

It is a significant fact and a fortunate circumstance for the cause 
of public regulation of carriers and utilities that the Supreme Court 
has steadfastly refused to condemn state regulation on such alleged 
grounds. 

State regulation of railroads was first attempted about 1873 
responsive to widespread complaint as to the arbitrarily unjust, 
unreasonable and discriminatory charges imposed upon the internal 
commerce of the various states by common carriers. 

It is a striking commentary on the wisdom of our federal plan 
of government to note the quick responsiveness of the state govern- 
ments to the popular demand for relief from oppression by common 
carriers as compared with the course of congressional action looking 
toward relief for interstate commerce from similar evils. 

In 1874 the Windom Committee reported as to transportation 
routes to the seaboard but no action was taken by Congress. When 
the Cullom Committee reported and the Act to Regulate Commerce 
was enacted in 1887, many states had already provided railroad 
commissions with full rate-making powers. Congress did not give 
the IrUersiate Commerce Commission power to fix masUmum rates untU 
1906. 
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During the period between the enactment of the first granger 
laws and ibe passage of the Hepburn Act in 1906 the states had 
litigated practically every important question bearing upon the 
delegation of rate-making power to an administrative tribunal and 
the practical enforcement of such legislation. 

At this point it seems proper to note that during the period 
of state regulation of rates prior to the passage of the Hepburn Act 
there was no complaint disclosed by any of the hearings of Congres- 
sional committees that the action of state railroad commissions was 
productive of restraint upon interstate commerce or of discrimina- 
tions against such commerce. 

On the other hand in the hearings of the Senate Committee on 
Interstate Commerce whose report preceded the passage of the Hep- 
bum Act, we do find the statement that because of the regulation 
of rates by state commissions shipments moving within the confines 
of a single state were transported at reasonable rates and that '' be- 
cause of the fact that the defendants are unrestrained as to such 
interstate rates, and by reason of the combination of such defend- 
ants whereby competition is eliminated, that such interstate rates 
are abnormally high."* Such ^'burdens" upon and ** interference'* 
with interstate commerce clearly existed because of the failure of 
Congress to provide adequate remedies and not because of the proper 
exercise of the states' power of regulation. 

As to the discriminations existing which might become the sub- 
ject of complaint before the Interstate Conunerce Commission it 
seems proper to take the testimony of a representative of the car- 
riers who is described in the record as '^ possessing unusual legal at- 
tainments'' and being "an expert on the subject of transportation" 
which is as follows: 

As a matter of fact, aU the really important co nUov er ai eB between oompeting 
looaUtieB (whioh will f uzniah by all odds the most important and difficult rate* 
making propositionfl) grow almost without exception out of interstate rate adjust- 
ments with which stale commiaaions hoot nothing to do,^ 

It is a remarkable fact that all of the complaint against state 
regulation of rates has arisen since Congress gave the Interstate 

•T.ed Sen. Doe. 243, 59th Cong. 

« P. 240, Sen. Doe. 24$, 69th Cong, Statement of Hon. Walker S. Hines. 
Italioimine. 
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Commerce Commission power to free inlersUUe eammeree from the 
evils rtf erred to above. 

The Interstate Commerce Commission originally refused to 
take jurisdiction over cases involving alleged discriminations be- 
tween state and interstate rates arising out of the acts of state rail- 
road commissions or the enactments of state legislatures.* 

The Shbevepobt Decisions 

On further consideration of this subject in connection with the 
complaint of the Railroad Commission of Louisiana against the St. 
L. S. W. Ry. C. ei al. (23 I. C. C. 31) the Interstate Commerce Com- 
mission held that it had full jurisdiction to hear such complaint 
and provide a remedy. 

The order of the Commission in this case held that the class 
rates maintained by the defendant carriers were unjust and unrea- 
sonable and a reasonable maximum schedule was fixed for applica- 
tion from Shreveport; Louisiana, to specified destinations in Texas 
and the carriers were required to ''abstain from exacting any higher 
rates for the transportation of any article" from Shreveport to Dal- 
las, Texas and points intermediate via the line of the Texas and 
Pacific and from Shreveport to Houston, Texas and points inter- 
mediate via the lines of the Houston, east and west Texas and the 
Houston and Shreveport, ''than are contemporaneously exacted 
for the transportation of such articles from Dallas or Houston for 
an equal distance toward said Shreveport." The power of the In- 
terstate Commerce Commission to make this order was sustained 
by the Supreme Court of the United States in Houston and Texas Ry. 
V. United Staies (234 U. S. 342) . 

Accepting the construction placed upon the Act to Regulate 
Commerce by the Court as correct for the time being let us note 
what followed this decision. 

The complaint of the Railroad Commission of Louisiana was 
broadened to include every carrier operating in the state of Texas 
and every commodity for which rates were fixed by the Railroad 
Commission of Texas and every article of commerce described in the 
western classification. 

In deciding the enlarged case 41 I. C. C. 83 the Interstate 
Commerce Commission fixed "reasonable" rates to cover traffic 

* i^^nder9 and Co. v. Souih&m Exfress^ 18 I. C* C 4|5i 
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moving under class rates and certain specified commodity rates 
from Shreveport, Louisiana, to all points in Texas and also required 
the establishment of the ''current western classification in effect 
at the time such traffic moves'' to govern all shipments within the 
state of Texas. 

There are several important differences between this and the 
earlier order which was upheld by the Supreme Court of the United 
States. The earlier order dealt with retail and the later order con- 
denmed wholesale discriminations in rates. I do not wish to imply 
that mere number is important, but the first order was limited to 
specific movements of traffic in state and interstate commerce while 
the last order covered any shipment whether state or interstate 
which came within range of its terms. 

In the earlier case every rate fixed by the Commission was de- 
clared to be the ''reasonable maximum" for application to inters 
state commerce and state rates were forced to conform to that 
standard of "reasonableness'' to remove the unjust discrimination 
found. In the last case the Interstate Commerce Commission fixed 
reasonable rates to apply to class and commodity rates and dealt 
with classification in the following language: 

Unquestionably the situation between Shreveport and its Texas oompetiton 
is such that unless the same classification appUes unjiist discrimination results. 
The western classification governs interstate transportation in the territory sur- 
rounding Shreveport, including transportation between Texas points and points 
in other states. In large part it hat received the indorsement qf thie Cammiseion. 
Western Classification Case (25 I. C. C. 442). Considering the finHingiy already 
made, that transportation conditions for the competitive hauls here involved are 
substantially similar, justice demands thai the same classification shall apply to dU. 
.... We are therefore constrained to find that for the future defendants 
must establish and apply to transportation of property bettoeen points in Texas 
the provisions of the voestem classification in effect at the time such transportaHon 
takes place} 

Assuming that this order is valid as to its requirements govern- 
ing classification it will be noted that: 

1. The shipper at Shreveport may complain to the Interstate 
Commerce Commission against any rate, rule or regulation con- 
tained in the classification since the order of the Commission doee 
not make euch rates, rules and regitlations the reasonable maxima to 
apply to the interstate commerce of Shreveport, 

* Italics mine. 
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2. No shipper qf freight between paints in Texas can complain 
to either the State Railroad Commission of Texas or the Interstate Cam' 
m£rce Commission against any rate rule or regvlaiion in western cia»- 
9ificalion because the Texas Commission may not eetablish any dif* 
ferent raie, rule or regvlaiion since such action would came in '* conflict" 
with the power of Congress under the commerce dause by reason of the 
resulting ^*burden'' to and "interference^' with interstate commerce 
while the Interstate Commerce Commission cannot act because it has 
never been given the power to fix reasonable rales governing intrastate 
transportation. 

^ Under such circumstances the Texas shipper would find him- 
self as much without a remedy for his complaint as was the fish dealer 
in Pensacola, Florida, who complained of the alleged discrimination 
resulting from the fixing of express rates from Mobile to Alabama 
points and who was denied relief by the Interstate Conmierce Com- 
mission because of its lack of jurisdiction in Bawnders & Co. v. Sou. 
Express (18 I. C. C. 415) with this important difference: the Texas 
shipper cannot even test the reasonableness of the classification, 
while Saunders & Co. were heard as to the question of reasonableness 
per se. 

Under such circumstances it seems proper to inquire as to the 
extent of the "indorsement" which the western classification was 

« _ _ 

given in the report of the Commission in the Western Classification 
Case (25 1. C. C. 422). In this case it became the duty of the Inter- 
state Commerce Commission to determine the propriety of changes 
in the western classification which affected 1,263 descriptions of 
articles in the classification out of a total of 6,046 descriptions or 
approximately 21 per cent of the descriptions in the tariff. Since 
each description usually covers the carload and less-than-carload 
ratings and may carry such ratings for different kinds of packages 
it is safe to say that the classification covers 12,000 to 18,000 rating?. 
The commission estimated the total change in ratings to be not over 
2,000; hence from 12 to 17 per cent of the total ratings were passed 
upon by the Commission, and many were rejected. 

Can it be possible that the sovereign states have been so effec- 
tually shorn of their power to regulate rates that they may not 
change a tariff issued by an agent of the carriers which has been " In 
large part .... endorsed by this (the Interstate Commerce) 
commission. " Surely this cannot be the law either within the deci- 
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sion of the Supreme Court of the United States or the tenzis of the 
Act to Regulate Commerce, to say nothing of the Constitution of 
the United States. 

In deciding the Miimesota Rate Case supra the Supreme Court 
of the United States laid down a very high standard of proof to be 
met as to earnings, expenses and valuation of carriers seeking to 
set aside a state rate or schedule of rates because of alleged confis- 
cation. In general it may be said that such allegations must be 
sustained by clear and convincing prpof . 

Missouri River Nebraska Rate Cases 

If the Interstate Commerce Commission is right in its deter- 
mination that the circumstances and conditions surrounding Texas 
intrastate traffic are similar to those surrounding the traffic between 
Shreveport and Texas points, it must follow that the rates found 
reasonable as to Shreveport are reasonable as applied to Texas In- 
trastate traffic, and the rates established by Texas authorities, lower 
than such Shreveport rates, are simply less than reasonable. Can 
it be possible that the state should be deprived of its authority to 
make rates by the judgment of the Interstate Commerce Commis- 
sion that rates are less than reasonable where the proof is of a less 
formal or complete character than would be required to establish 
a charge of confiscation in a court of law? This question has been 
answered in the Missiouri River Nebraska cases at page 254, as fol- 
lows: 

The Nebraska oommiarion does not question the duty of this CommiaBion to 
direct the removal of unjust discriminations caused by differances between in- 
terstate and intrastate rates. It reoQgnixes our authority under the decision of 
the Supreme Court in HausUm & Texas Ry. v. United States, 234 U. S. 342, to 
direct the removal of such discriminations although state rates are increased 
thereby. It insists, however, that this authority may not be exercised unless the 
Commission finds, and is justified by the evidence in finding, that the intrastate 
rates are confiscatory. Hus position involves the assumption that a state-made 
rate or ^stem of rates cannot be said to cause unjust discrimination unless it is 
unlawful for another reason, namely, that it is so low as to deprive the carriers 
of their property without due process of law or to deny them the equal protection 
of the laws. Such an assumption finds no support in those sections of the act 
which define unjust discrimination and undue prejudice, nor can it be justified 
in practice or on principle. This Commission is frequently called upon to deter- 
nune whether a relation of rates is unjustly discrinunatory where no question is 
or can be raised as to whether any of the rates involved are confiscatory. The act 
gives it no authority to determine whether state-made rates are confiscatory 
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The podtion is wholly indef enaible that this Coirnniiwion must inquire into an 
iflsue aa to which it haa no juriadiciion for the purpose of determining a question 
aa to which ita juriadiction ia not only complete, but exduaive. 

Except for this contention of the Nebraska Railroad Commis- 
sion and the views of the Interstate Commerce Commission ex- 
pressed in disposing of this phase of the case there is little difference 
between this proceeding and the Shreveport Cases. Whenever the 
conflict between federal and state regulation of rates is discussed 
the Shreveport and Missouri River Cases will be the main topics 
but there have been many other decided cases involving similar 
situations. 

Classification of Pertinent Decisions 

In general it may be said that there are four types of cases 
which have been presented to the Interstate Commerce Commis- 
sion relating to '' discriminations against interstate commerce" 
arising by comparison of interstate with intrastate rates which may 
be classified as follows: 

1. Discriminations against the interstate commerce of a par- 
tii;ular locality arising in connection with the intrastate commerce 
of certain localities in another state as to commerce with specific- 
ally named destinations in the same state. 

2. Discriminations against the interstate commerce of certain 
localities which result from the intrastate rates applied between 
certain other localities in another state and the communitiefl in 
whole sections of the same state which are not specifically named. 

3. Discriminations which are alleged by certain communities 
to exist because of the difference between interstate rates to locali- 
ties in another state as compared with intrastate rates between all 
points in that state. 

4. Discriminations claimed to exist by certain shippers or 
localities because of the different rates maintained from such local- 
ities to various interstate destinations as compared with the vary- 
ing intrastate rates existing in the several states embraced in the 
complaint. 

The three Shreveport decisions fall within the fiist, second and 
third classes in the order named. The Cement Investigation (I. C. 
C. Docket 8182) is typical of the fourth class of cases. In this case 
the Interstate Commerce Commission has undertaken an invest!- 
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gation; on its own motion and by consolidation of cases involving 
complaints filed, and investigations of rate advance cases affect- 
ing the cement rates applying between points in Western Trunk 
Line Territory and between such W. T. L. Territory and adjacent 
territories. 

In the hearings of this case, the state rates and carload minima 
applying on cement moving within the states of Michigan, Indiana, 
Illinois, Wisconsin, Minnesota, Iowa, Missouri, North Dakota, 
South Dakota, Nebraska, Kansas, Oklahoma and Colorado were 
involved. In a similar case, the Livestock Investigation (I. C. C. 
Docket No. 8436), the scope of the proceeding will cover questions 
involving both state and interstate rates applying between all parts 
of the United States. 

South Dakota Express Rate and Illinois Two-Cent Fabe 

Decisions 

Since its decision in the Shreveport case (234 U. S. 342) the 
Supreme Court has passed on two other important cases involving 
similar issues. 

In American Express Co. v. CaldweU (decided June 11, 1917) 
the order of the Interstate Commerce Commission in Sioux City 
Commercial Clvb v. American Express Co. was reviewed and the court 
held that the express companies were not required to adjust all 
rates from Sioux Falls and the other South Dakota points named to 
all other points in the State of South Dakota since the report and 
order of the Interstate Commerce Commission showed that unjust 
discrimination existed only in territory commercially tributary to 
both Sioux City and such Dakota cities. In this connection the 
Court said: 

Where a proceeding to lemoye unjust discrinunation praaentB solely the ques- 
tion whether the canrier has improperly exercised its authority to initiate rates, 
the Commission may legally order, in general terms, the removal of the discrimina- 
tion shown, leaving upon the carrier the burden of determining also the points 
to and from which rates must be changed, in order to effect a removal of the dis- 
crimination. But where, as here, there is a conflict between the federal and the 
state authorities, the Commission's order cannot serve as a justification for 
disregarding a regulation or order issued under state authority, unless, and ex- 
cept so far as, it is definite as to the point or points to which it applies. For the 
power of the Commission is dominant only to the extent that the exercise is found 
by it to be necessary to remove the exjsting discrimination against intei^t^ 
trafiSCf 
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In a very recent case^ this rule was amplified and extended. The 
carriers sought to increase all passenger fares from the state rate of 
2 cents applicable in Illinois to the interstate rate of 2.4 cents per 
mile approved by the Interstate Commerce Commission for carriage 
between points in Illinois and adjacent states. The carriers claimed 
that such action was necessary to comply with an order of the Inter- 
state Commerce Commission (41 I. C. C. 13). The Public Service 
Commission of Illinois contended that the order of the Commission 
was in excess of any power that had been or can be conferred on the 
Interstate Commerce Commission, but, assuming the existence of 
power to make the order, that the extent to which it was intended 
to affect the state-made rates was so indefinite as to render the order 
void and ineffective. 

In determining these questions the Court approved its decision 
in the Shreveport Case as to the powers of the Interstate Commerce 
Commission, under section 3 of the Act to Regulate Commerce but 
held that the order which was in controversy was inoperative and of 
no effect because of its uncertainty. 

What is quoted above from the South Dakota Express Case was 
restated and approved after which the Court said: 

In construing federal statutes enacted under the power conferred by the commeroe 
dause of the ConstituHon the rule is that it Bhould never be hdd that Congress intends 
to supersede or suspend the exercise of the reserved powere of a tiaU, even where that 
may be done, unless, and except so far as, its purpose to do so ia dearly manifested,* 
This being true of an Act of CongresB, it is obvious that an order of a subordinate 
agency, such as the Commission, should not be given precedence over a state rate 
statute otherwise valid, unless, and except so far as, it conforms to a high standard 
of certainty. 

Intention of Congress and Future Adjustments 

Careful study of the reports of congressional committees as to 
the evils for which Congress sought a remedy by the enactment of 
the Act to Regulate Commerce convinces me that there was no in- 
tention on the part of Congress to delegate to the Interstate Com- 
merce Commission the power to set aside state legislation or the 
lawful acts of the administrative tribunals established by the several 
states. 

f The Illinois Passenger Fare Gases decided January 14, 1918. 
• Italics mine. Beid v. Colorado, 187 U. S. 137; Savage v. Jones, 225 U. S. 501; 
CumnUngs v. Chicago, 188 U. 8. 410; M. K. A T. By. v. Barris, 234 U. 8. 412. 
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In order to establish the jurisdiction of the Interstate Commerce 
Commission in the Shreveport Case under the rule of construction 
stated above, the Commission and the Court were compelled to say 
in efiFect that the proviso* in section 1 of the Act to Regulate Com- 
merce is merely a general disavowal of any intention to regvlate ihe 
rates to be charged for transportation between points in the same 
state but Congress nevertheless did intend to regvlate partially such 
rates in so far as they may be held to produce unjust discrimination 
against interstate commerce which is forbidden by section 3 of this 
Act. It seems fair to say that this construction of the act is so 
strained as to amount to judicial legislation aimed at an evil not 
comprehended by Congress when the Act was passed. 

It seems well to recognize these facts although no substantial 
purpose can be served by dwelling upon them as an issue of present 
moment. 

By reason of the decisions in the Express and Passenger Rate 
Cases, the exercise of the powers and duties of the Interstate Com- 
merce Conunission in Shreveport cases will be simplified and f aciU^ 
tated. Under these rules some phases of the final Shreveport de- 
cision will have to be better supported by evidence or the decision 
must fall if attacked in the courts. 

This better definition of the principles governing such cases 
will go far to eliminate friction between the state and federal govern- 
ments which has been increasing since the Shreveport decisions. 

I believe that complete harmony in the regulation of inconsis- 
tent state and interstate rates in Shreveport cases can be accom- 
plished by proper legislation which will permit joint hearing and 
determination of sitch causes by ihe representatives of ihe state and fed- 
eral government operating under uniform weU defined legislative rules 
properly designed to govern such proceedings. 

Something along this line has been recommended by the In- 
terstate Conmieroe Conmiission and it is to be hoped that this 
vexing question will soon be satisfactorily settled by such appropri- 
ate legislation. 

* "Provided^ however , that the provisioDB of this Act (to Regulate Commeroe) 
flhallnot apply to the transportation of passengers or property .... wholly 
within one state and not shipped to or from a foreign country from or to any 
State or Territory as aforesaid." 



NECESSITY FOR EXCLUSIVE FEDERAL CONTROL OVER 

STATE AND INTERSTATE RATES 

By Edgar J. Rich 

On the 28th day of December, 1917, the President took over 
the railroads of the United States and assumed control of all their 
functions, including the regulation of rates. The railroads are now 
being operated as a national system, and the state commissions are 
retained merely in an advisory capacity, to perform local functions 
to such an extent as the Director General may determine. At hear- 
ings held before committees of Congress during the month of Janu- 
ary, 1918, representatives of the President urged that no legislation 
be enacted which should in any d^ree hamper the operation of 
these railroads as a national transportation system; that control 
over revenue was essential in order to maintain the efficiency of 
service. The war has thus emphasised the essentially national 
character of railroad transportation. The highest efficiency is neces- 
sary for a successful mobilization of the national resources of the 
country, and to that end the supreme control over transportation 
has been placed in the hands of one supreme authority. State lines 
have been eliminated in transportation to the same extent that they 
have been eliminated in every other line of the war's activities. 
War is exclusively the nation's business, and all the engines of war- 
fare, of which the railroads are the greatest, must be under the 
exclusive power of the Commander-in-Chief. 

To what extent do the same principles of exclusive control apply 
in times of peace? We must begin now to perfect a system of r^^- 
lation which shall best be adapted to the nation's needs when these 
railroad systems are turned back to their owners after the war has 
ended. It is inconceivable that an instrumentality whose essen- 
tially national character has been demonstrated during the stress 
of a titanic conflict should again become subject, to the same extent 
as heretofore, to the conflicting and selfish control of local political 
authorities. But as the problem is after all essentially a peace prob- 
lem, its solution must be attempted with reference to the normal 
conditions of commercial intercourse in times of peace. The aspect 

214 
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of the problem to which this article is directed is whether the federal 
government should regulate all railroad rates both state and inter- 
state. 

Local Control oyer Local ApFAms is Essential 

It is clear that Congress cannot exercise power over intrastate 
transportation unless, in order to set interstate commerce free, it is 
necessary to assume such power. The constitutionality of its exer- 
cise depends upon whether such sweeping authority is necessary in 
order to prevent interruption to interstate commerce. 

Congress cannot regulate commerce which is strictly local and 
which has no effect upon commerce between the states under the 
guise of the exercise of its plenary power over interstate commerce. 
The mere fact that the great preponderance of railroad traffic 
crosses state lines is no justification for the assumption of control 
over the relatively small amount of traffic which moves between 
points within the state, unless there is some interference with inter- 
state traffic by reason of the exercise of state authority over this 
state traffic. It may be illogical and embarrassing for railroads to 
submit to the vexatious regulations of many jurisdictions; it may 
be contrary to sound principles of organization to be compelled to 
take their affairs before several tribunals when one tribunal could 
fully exercise all the authority necessary to protect the public inter- 
ests. But our form of government is not based upon the theory of 
efficiency; it is based upon the theory of democracy, and local con- 
trol over purely local matters is the very corner stone of democracy. 
It is with full appreciation of the wisdom of retaining local control 
over purely local affairs that the writer approaches the subject of 
exclusive federal control over railroad rates. 

National Control over National Affairs is Essential 

Under our American form of government it is recognized that 
certain functions of government, the exercise* of which affects the 
nation as a whole, must be exercised by an authority which repre- 
sents all the people. The powers delegated to Congress by the 
several states are therefore the powers which are national in their 
scope. In granting these powers to the national government, a 
state surrendered certain control over affairs within the limits of its 
boundary. Each state, however, gained more than an equivalent 
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in the freedom from annoyance through a like surrender of power 
on the part of every other state.^ 

Each state surrendered to the federal government the control 
over those things which affected interstate commerce; it did not sur- 
render control over those activities which did not affect interstate 
commerce. Therefore the constitutionalily of an assumption of 
exclusive control of all rates depends upon the answers to the ques- 
tions, (1) does the exercise of the authority of the state over intra- 
state rates affect, or threaten to affect, interstate commerce, and (2) 
is the complete control over all intrastate rates by federal authority 
necessary in order that an effective method may be established for 
the elimination of state interference with interstate commerce. 

How Local Contbol oveb Intrabtate Rates Affects Inter- 
state Traffic 

^ The effect of intrastate rates upon the movements of inter- 
state commerce is shown by adjudicated cases too numerous even 
to cite. A reference to the moro important of these cases will clearly 
indicate how the movements of traffic in interstate commerce are 
directly influenced by adjustments of state rates. 

For more than fifteen years the shippers of Memphis, Tenn., 
have complained that traffic to and from points in Arkansas, which 
is naturally tributary to Memphis, has been diverted to Little Rock 
and Pine Bluff, Arkansas, by reason of a low scale of rates put into 
effect by the Arkansas Commission. In 1905 the Interstate Com- 
merce Commission found that in the case of many articles the dis- 
parities in rates are greater than the profits ordinarily made by 
jobbers.* 

Again in 1915 the Interstate Commerce Commission made a 
thorough investigation of the effect of the state rates in Arkansas 
upon traffic between Arkansas points and Memphis, and in its find- 
ings states: 

It is undisputed that complainants at Memphis are actually competing with 
the shippers located at Arkansas points, and that in many instances the Memphis 



^See masterly address by Alfred P. Thom before the State Bar Associatbn 
of Tennessee, June 25, 1915, entitled "A Right of the States." « 

' In the matter of Freight Rates between Memphis and points in Arkansas 
11 1. C. C. 180 (1905). 
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dealer has been driven from Arkansas markets by the competition of the mer- 
d&nts and shippers of that state. The Memphis shippers being excluded from 
Arkansas on accoimt of these state-made rates, Arkansas shippers and merchants 
are miduly preferred, while the Arkansas consumer is cut o£f from the competing 
Memphis market.* 

It seems hardly necessary to refer to "The Minnesota Rate 
Cases. "^ There are facts set forth in the opinion in that case which 
are of striking significance. The state-made rates to the border 
cities were materially lower than the interstate rates to the cities 
just over the state line. The Circuit Court found that if discrimina- 
tion were to be prevented, the reduction of the state rates to Moor- 
head, Minn., on the Northern Pacific Railroad, would necessitate 
the reduction in rates on that railroad to Fargo in North Dakota, 
just over the line, which in turn would necessitate reductions to 
other points in Dakota, which in turn would in the same way affect 
rates in Montana, and so on to the Pacific Coast. And yet the 
Minnesota intrastate traffic on the Northern Pacific, in the year 
under investigation (1906) was only 2.67 per cent of its entire 
freight business, and only 5.79 per cent of its entire passenger 
business!* 

In 1912-13 the Interstate Commerce Commission made a most 
exhaustive investigation of express rates and established the so- 
called uniform zone and block system for all interstate express 
movements in the United States. After it had been put into effect 
the same system was submitted to the commissions of all the 
states and forty states adopted the same system and basis of 
rates. South Dakota was one of the states which did not adopt 
it, but instead put into effect rates which were 40 per cent lower 
than those approved by the federal tribunal and by most of the 
state commissions.* This resulted in a complaint by commercial 
interests of Sioux City, Iowa, before the Interstate Commerce Com- 
mission, in which it was alleged that Sioux City was at a distinct 
disadvantage in the markets of South Dakota in competition with 
the jobbing towns of that state. 

« CHy of MmpkU v. C. R. I. & P. «y., 39 I. C. C. 256, 263 (1916). 
« 230 U. S. 362 (1913). 

• Shepard v. Narihem Pacific RaUway Co,, 184 Fed. 765, 776 (1911). 

• American Express Co. y. CaldweU, 244 U. 8. 617 (1917). 
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The Commiflsion found that : 

These differences in rates place a burden on interstate shippers and give a 
corresponding advantage to intrastate shippers, thus accomplishing an inevitable 
restriction of shipments in interstate commerce or shrinkage of profits.^ 

It is immaterial what the motive may be for imposing sched- 
ules of state rates lower than rates for transportation across state 
lines under similar circumstances and conditions. If such an ad- 
justment of rates does in fact directly affect interstate commerce, 
the action of the state authorities is an interference with commerce 
which the constitution declares shall be subject to federal regula- 
tion. But it is not without interest to note the frankly avowed 
motives of the Texas Bailroad Commission to adjust rates in such a 
way as to check trafSc movements from other states in order to 
build up distributing centers and manufacturing plants within that 
state. In the cdebrated Shreveport case* the Interstate Com- 
merce Commission said: 

There appears to be little question as to the policy of the Texas Commission. 
It is frankly one of protection to its own industries and coimnunities. 

It then proceeds to quote from reports of the Texas Commis- 
sion in which a definite protective policy is declared as the under- 
lying principle in making its rate adjustments. This is set forth 
and summarized in one sentence by the Texas Commission, 

To Texas as a whole it is of the most vital concern that there should be within 
her limits at proper places jobbing and manufacturing establishments.* 

And how does the Texas Commission go about this self-imposed 
duty of fostering home industry by rate adjustments? Shreve- 
port, in Louisiana, has been suppl3ring the markets in eastern Texas. 
It must be shut out. Therefore rates must be made so low from 
distributing and manufacturing centers in Texas that the country 
stores and the consumers will be compelled to trade in the home 
markets. Generally speaking the Texas rates are about half what 
the rates are from Shreveport to points in Texas for the same dis- 
tances — ^and the Interstate Commerce Commission finds that the 
circumstances and conditions for interstate and state traffic are 

' TraiBic Bureau of Sioux City v. AtMriean Express Co., 39 1. C. C. 703 (1916). 

* Railroad Commissum of La. v. St. Louis Southwestern Ry. Co., 23 I. C. C. 
31, 35 (1912). 

• Jbid. p. 35. 
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Substantially similar. For example, if a farmer in Marshall, Texas, 
wants to buy a wagon he finds that he can send to Dallas, 147 miles 
away and pay a freight rate of 36.8 cents per hundred pounds, 
whereas if he buys in Shreveport, which is only 42 miles away, he 
must pay 56 cents per hundred pounds. Or a man at Longview, 
Texas, can buy his furniture at Dallas, 124 miles from home, and 
pay a rate of 24.8 cents per hundred pounds, whereas if he buys in 
Shreveport, 65 miles from home, he must pay 35 cents per hundred 
pounds.^® Such a rate adjustment certainly is as offective as a 
protective tariff; it directly interferes with the movement of trade 
through preferential adjustment of transportation charges. 

These cases which have been cited are merely illustrative of a 
situation which exists, to a greater or less extent, in almost every 
section of the country. Since the Shreveport case was decided in 
1912 more than one himdred complaints have been filed with the 
Interstate Commerce Commission in which it is alleged that state- 
made rates discriminate against interstate rates. Each state which 
secures a selfish advantage for its industries through the fixing of 
low rates simply spurs on its neighbor to seek to conserve its trade 
to its citizens. Louisiana bitterly complained about the selfish 
policy of Texas, but it in its turn established a basis of rates which 
tended to compel its citizens to trade in Louisiana to the disad- 
vantage of industry in Mississippi. Each state seeks to outdo its 
neighbor in restricting interstate trade. 

These illustrations show that the authority of the state over 
intrastate rates directly affects interstate commerce. The menace 
is growing niore serious each year, and unless effectively checked 
it will result in serious interference with the right which the citizens 
of every state have under the constitution to trade freely with the 
citizens of every other state. This is not a mere technical right — ^it 
is a right which lies at the basis of commercial prosperity. 

We are drifting back to the intolerable conditions which pre- 
vailed under the Confederation, when New York imposed duties on 
dairy and farm products coming from New Jersey and on firewood 
from Connecticut; when Connecticut imposed duties on articles 
imported from Massachusetts; when Massachusetts exacted export 
duties on calf skins and other commodities, and when almost every 
state sought to exclude the products of every other state which 

^^HausUm & Texas Ry. Co. v. U. S,, 234 U. 8. 342 (1914). 
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came in competition with its own products, or to retain its own 
peculiarly prized products at home. The principal reason for the 
adoption of the Constitution, as every reader of history knows, was 
to give to all the people equal commercial opportunities, but today 
the railroad rate-making policy of many of the states is seriously 
infringing on those opportunities. 

Does a Remedy Exist in the Poweb of the Intebstatb Com- 
MEBCE Commission to Remove Discbimination? 

But it is urged that an ample remedy exists, and that it is going 
beyond the necessities of the case, and perhaps beyond the consti- 
tutional power of Congress, to vest in a federal tribunal all power 
over all rates, both state and interstate. The Shreveport case^^ is 
cited as authority for this. In that case the Interstate Commerce 
Commission found that the Texas-made rates were unduly prej- 
udicial to points in Louisiana; that the interstate rates were rear 
sonable. But the Commission had before it the problem of remov- 
ing the discrimination. What it said about the reasonableness of 
the interstate rates was largely in the nature of dicta. The Com- 
mission clearly indicated that the discrimination could properly be 
removed by the railroads by increasing the state rates to the basis 
of the interstate rates. The order of the Commission, which was 
before the Court, however, simply ordered the discrimination re- 
moved, and obviously a discrimination may be removed by reducing 
the higher rate (in this case the interstate rate) to the level of the 
lower rate, as well as by raising the lower rate to* the basis of the 
higher rate. The essential part of the order is as follows: 

It is further ordered, That the defendant .... cease and desist 
.... from exacting any higher rates for the transportation of any article 
from Shreveport, La., to Dallas, Tex. .... than are oontempotaneonsly 
exacted for the transportation of such articles from Dallas, Tex., towards said 
Shreveport for an equal distance,' as said relation of rates has been found by the 
Commission in said report to be reasonable. 

The carrier is left free to comply with the order in any one of 
three ways: (1) by raising the lower rates to the basis of the higher 
rates; (2) by lowering the higher rates to the basis of the lower 
rates; or (3) by raising one and reducing the other to a common 
level. The carrier can therefore comply with the order of the fed- 

" HousUm ATexaa Ry. v. UniUd States, 234 U. S. 342 (1914). 
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eral Commission, and at the same time comply with the order of 
the state commission by reducing its interstate rates to the basis of 
the state rates. And in this way the state has forced a basis of rates 
upon interstate commerce which is lower than the federal tribunal 
has found to be a reasonable basis. If the carrier chooses, however, 
to adopt the higher basis on all traffic it at once becomes subject to 
the interminable litigation such as has grown out of this Shreveport 
case. This particular case has been in the courts for years and no 
relief is in sight. The discrimination has existed for more than 
twenty years. 

The Supreme Court in this case lays down the principle that 
when the Commission finds that a discrimination exists between 
the interstate and the intrastate rates and that the interstate rates 
are not unreasonably high the carrier may remove the discrimina- 
tion by increasing the intrastate rates. It is not compelled to re- 
move it in that way. There are very practical reasons why a 
railroad would prefer to follow the easier course of removing 
the discrimination by reducing the interstate rates. The states 
have almost unlimited powers over the corporations which receive 
their charters from the states. Except in a comparatively few 
cases the charters are subject to amendment and repeal. By 
antagonizing the state authorities the railroad places itself in 
a difficult and almost impossible position. There may not be 
serious danger of the repeal of a charter, but there is menace 
of amendment. Moreover if the railroad desires an extension 
of powers it is seriously embarrassed by its disregard of the 
state laws. A striking instance of this is afiforded by a conflict 
of authority which arose in the state of New Hampshire." In 
1883 the legislature passed an act authorizing the consolidation 
of railroads prosrided rates should not be raised on the lines 
thus consolidated. The Boston and Maine Railroad raised its 
rates. The state court held that the statute applied to inter- 
state, rates as well as to state rates, and injunction proceedings were 
begim in 1907. The railroad asked the legislature to repeal the 
statute. For ten years there was litigation before the courts, hear- 
ings before the Public Service Commission, and appeals to the legis- 
lature, and it was not until 1917 that the statute was amended, and 

^ See reports of New Hampshire Public Service Commiasion begiiming with 
Volume I (1911) to date. 
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then only to the extent of giving to the Public Service Commifision 
the same power over rates that the legislature had claimed. In 
other words the judgment of an expert tribimal has been substi- 
tuted for the inflexible barrier of statutory restriction. But the 
state has not relinquished its claim to control interstate rates. It 
would not be asserted that the state could fix interstate rates against 
the protest of the railroad nor that it could compel a reduction in 
interstate rates, nor restrain the railroad if it should file a schedule 
of such rates which did not meet the approval of the state com- 
mission. 

But the assertion is made that the railroad can comply with the 
state statute by refraining from filing all such schedules. In 1913 
the Interstate Commerce Commission investigated the subject of 
rates on the Boston & Maine Railroad and found that an increase 
in rates was necessary. But the control which the state of New 
Hampshire claimed to have over interstate rates prevented any 
effective adjustment of rates without the consent of that state. As 
prompt action was necessary the Interstate Commerce Commission, 
through Commissioner C. A. Prouty, and the State Commissions 
of Maine, Vermont and Massachusetts, as well as of New Hamp- 
shire, through which states the Boston & Maine Railroad] runs, 
agreed that the rate adjustment should be worked out by the Public 
Service Commission of New Hampshire. 

In the report of the Conference of State Commissions, pre- 
sided over by Commissioner Prouty, the following significant state- 
ment occurs : 

The commission of New Hampshire under the peculiar circumstances obtain- 
ing in that state, must approve rates before they can be established. 

When the Boston & Maine leased the roads located in New Hampshire the 
legislature of that state provided that the leases should be upon condition that 
no advance in rates, either state or interstate, should ever be made. Subse- 
quently advances were in fact made and proceedings were begun attacking these 
advances. The Supreme Court of New Hampshire held that the obligation not 
to advance rates was binding upon the Boston & Maine even as to its interstate 
charges. Assuming that this decision is wrong as to interstate rates, and that the 
Boston & Maine might, notwithstanding the condition upon which these leases 
were taken, advance its interstate transportation charges, still it is evident that 
to do so might avoid the leases themselves and therefore disrupt the Boston & 
Maine system. As a practical matter, therefore, the condition is obligatory. 
The legislature of New Hampshire, recognizing that possibly in justice to this 
company its transportation charges should be increased, has provided that the 
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oomnuBsion of that state may permit such advanoes, but that no advances shall 
be made until they have been afl&nnatlYely sanctioned by that body. 

It results, therefore, that the Boston & Maine can advance no rates, either 
state or interstate, which apply within the limits of the state of New Hampshire 
without the approval of the Commission of that state.^* 

This situation illustrates not merely the extent to which a state 
may embarrass a railroad in the adjustment of its rates, but the 
helplessness of federal authorities, when, as a practical matter, it 
becomes necessary to increase rates. There is no doubt that the 
federal government has the power to regulate the interstate func- 
tions of carriers, but here is an instance where the federal author- 
ities recognized the practical necessity of deferring to the state 
authorities and of permitting them to establish the standard of rea- 
sonableness of all rates, and thus to establish the standard of service. 

The Nation Should Determine the Standard of National 

Service 

If the supreme authority over interstate rates thus finds itself 
embarrassed, how can it be expected that a railroad, which may 
derive all its corporate rights from a state, will feel free to ignore 
the mandates of the state even though legally permitted to do so? 
In order that regulation may be effective the federal authority must 
leave to the railroad no alternative but so to adjust its rates as to 
conform to the standard of reasonableness as determined by that 
authority. Under the law as it exists today the railroad has the 
alternative of conforming rates to meet the ideas of reasonableness 
of the state or of the nation. This means that if the nation estab- 
lishes a standard of rates to meet its conception of the standard of 
service, the railroad may ignore such standard and adapt its serv- 
ice, both local and national, to conform to the^ ideas of the state 
auth6rities. This follows from the fact that there is no absolute 

standard of reasonableness of rates.^^ If there were such an abso- 

* 

1* 4 N. H. P. S. C. Rpts., p. 89 et teq.; also 1 Mass. P. S. C. Repts. 92. 

1^ That there is no absolute standard of reasonableness is recognized in the 
late case of the American Express Company v. Caldwell, 244 U. S. 617, where the 
court says: 

"But the finding that discrimination exists and that the interstate rates are 
reasonable does not necessarily imply a finding that the intrastate rates are un- 
reasonable. Both rates may lie within the sone of reasonableness and yet involve 
unjust discrimination. " 
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lute standard, then unquefitionably the standard as determined by 
the national authorities would have to prevail in all national trans- 
portation. If a schedule of rates escapes confiscation — ^that is, if it 
yields a fair return upon the value of the property — ^it cannot be set 
aside by any court. But such a standard of rates may be entirely 
inadequate to give to the public a serdce which the public demands 
or which the national authorities deem necessary for the national 
needs. The national authorities may deem it necessary that rail- 
roads should increase their trackage, enlarge their terminals and 
provide additional equipment; the state authorities may regard 
the present facilities as adequate. The national authorities estab- 
lish rates which will give to the railroads sufficient credit to enable 
them to raise the money for these extensions and improvements; 
the state authorities refuse an increase in rates on the ground that 
the present rates yield a fair return and that it is not necessary to 
increase facilities, and thus increase rates. The standard of rates 
determined by the federal authorities is reasonable from the point of 
view of the nation; the standard of rates determined by the state 
authorities is reasonable from the point of view of the state. If 
in consequence of these two standards discrimination exists against 
interstate traffic, under the law as it stands, the railroad may adopt 
either standard. Such an option ought not to be given. It should 
not be in the power of the railroad which seeks to avoid the ill will 
of the state to deprive the nation of that standard of transportation 
which it desires. 

There is a fundamental reason why two standards of rates, and 
consequently two standards of service, cannot be maintained. If 
the nation establishes one standard and the state establishes an- 
other standard, with rates adapted to meet the two standards, the 
state in its transportation nevertheless uses the facilities which are 
employed in interstate transportation. There cannot be separate 
trains or separate cars or separate roadbeds, and if the nation es- 
tablishes one basis the state gains the benefit of such standard with- 
out contributing its fair share to its maintenance. The state which 
is satisfied with a low standard of service profits at the expense of 
other states with higher standards of service, and at the expense of 
all those who ship in interstate commerce. 
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Interstate CoBtHERCB Commission Can Investigate only the 

Rates Complained Of 

The inadequacy of the remedy, which is directed simply against 
unjust discriminatign, is further illustrated by the limitations under 
which the Interstate Commerce Commission acts. It can direct its 
investigation only against the rates complained of. In the South 
Dakota Express case^^ the complaint was directed to the discrimina- 
tion against shipments from Sioux City, Iowa, and the Express 
Company had authority under order of the Commission to change 
only the rates applicable to Sioux City, although the same discrim- 
ination existed throughout that territory. The efifect of the order 
was to place that city in a preferential class and thus in reality to 
accentuate the discrimination. The Illinois Passenger Case,^* re- 
cently decided by the Supreme Court, affords striking illustration 
of the inadequacy of the present remedy. A rate of two cents a 
mile was established by the Illinois Legislature. The interstate 
rate was two and a half cents a mile. Under these rates the fare 
from Chicago to East St. Louis, Illinois, was $5.62, and to St. Louis, 
Missouri, only nine miles farther, $7.50. The Commission found 
that a discrimination existed and that 2.4 cents was a reasonable 
rate for both classes of traffic. The railroads attempted to put in 
force a 2.4 cent rate throughout Illinois^ but the court held that it 
could do thi^ only as to those points which had been the subject of 
the complaint. 

Interstate Commerce Commission Must Comply with the 
Reqihrements of Dxte Process of Law 

Furthermore, the investigation must be conducted in such a 
way as to conform strictly to the constitutional requirements of due 
process of law; that is, a public hearing must be held, of which all 
parties in interest must be notified, evidence must be received, and 
the finding based on the evidence, and only upon the evidence offered 
at the public hearing.^^ 

Even if the carrier had the power to initiate a complaint before 
the Interstate Commerce Commission, based upon alleged dis- 

^ATnerican Express Co, v. CMweU (supra). 

^lUinois Central RaOroad v. PMic Utilities Commisfum (Jan. 14, 1918). 
^Interstate Commerce Commission v. LovismJle and NashnUe Railroad, 227 
U. 8. 88 (1013). 
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criminatory state-made rates, it would be compelled to try out that 
issue under the forms of judicial procedure, involving indetermin- 
able delay, because of the necessity of a judicial determination by 
the Commission. If the Commission had the exclusive power over 
all rates, the carrier could adjust its tariffs so as to remove the dis- 
criminations, and the rates would become effective after the Com- 
mission had given its approval. There would be no necessity for a 
judicial trial. Before the amendment of August 9, 1917, the rates 
would become effective, unless suspended by the Commission; 
under that amendment they become effective ''after approval 
thereof has been secured from the Commission. " In other words, 
the Commission acts in a strictly administrative manner, issuing no 
order and making no judicial determination, but exercising its judg- 
ment as an expert body especially charged with the protection of 
the public interests. 

Rates Inextricably Interwoven 

An important practical reason why there should be a single 
control over rates is because rate structures are the most delicately 
adjusted mechanism. A change in a single rate may compel changes 
in thousands of rates in order to meet competitive conditions or to 
prevent discrimination. What has been said about the effect of 
state-made rates in Minnesota illustrates this. A most striking 
instance of the effect of the change in a single rate upon many rates 
is afforded by a case recently heard before the Public Service Com- 
mission of Pennsylvania.^ This case has not yet been decided but 
the facts are taken from the testimony submitted. A complaint was 
filed attacking the rate on coal from Pittsburgh to Philadelphia. 
There are in Pennsylvania, West Virginia, Ohio and Indiana, nu- 
merous districts producing coal which is sold by the operators in 
competition with each other. Coal may move from the same dis- 
trict over competing railroads. The marketing and transportation of 
coal therefore are highly competitive. A reduction of 15 cents a ton 
from Pittsburgh to Philadelphia was asked by the complainants. 
It appeared in testimony that such a reduction in this rate would 
compel reductions from practically all coal districts in the states 
mentioned on account of the exceedingly intricate competitive 
situation, and that the railroads would lose a revenue of ten million 

» PitUStnxrgh Coal OperaUm ▼. Penfio. R. R. Co. 
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dollars a year if this slight reduction were made in a rate between 
two intrastate points. 

Rates Must be Adjusted with Reference to the Standard of 

Service 

Before the war the shipping public came to a realization that 
the important thing about transportation was adequate service. 
The railroads contended that they could not give the kind of serv- 
ice which the public demanded upon the basis of rates permitted by 
public authorities; that they were forced to economize in order to 
meet expenses and have some return for their stockholders; that 
the impairment of their earning power affected their ability to raise 
money for improving their facilities. Today, in time of war, there 
is only one demand — and that is to transport freight and passengers 
with promptness. Shippers even are begging the public author- 
ities to grant increases in rates so that the railroads may properly 
perform their functions. To what extent the failure of the rail- 
roads is due to subjection to many masters it is not necessary to 
discuss. But the one thing which stands out clearly is that trans- 
portation is a national necessity and that there can be no different 
standards of services terminating at state lines. Federal authority 
must determine the standard, not only to meet the demands of na- 
tional conmierce in time of peace, but in its supreme responsibility 
to protect and equip the nation in time of war. 

If this responsibility of determining the standard of transporta- 
tion is national, then the power to regulate the revenues which are 
the only means of effecting the standard must be national. As 
facilities employed in intrastate transportation cannot be separated 
from the facilities employed in interstate transportation, the burden 
of maintaining, the one must be the same as the burden of main- 
taining the other, and the burden and the incidence of the burden 
must be determined by the supreme authority. 

The rate question is usually discussed by the public authorities 
as a thing to be determined by reference to about everything except 
that to which it is most related; namely, service. There are la- 
bored discussions as to whether a schedule of rates will yield a cer- 
tain per cent upon an engineer's estimate of what it will cost to re- 
produce the property. That is something which concerns merely 
the protection of the private rights of the owners of the property — 
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it does not help in the slightest to protect the public in its right to 
an adequate service. There are elaborate computations which 
purport to give the cost of particular kinds of service. Such com- 
putationS; made upon hypotheses which reflect merely the account- 
ant's guesses or economic theories, are valueless in determining an 
adequate rate. Rates in one section of the country are compared 
with rates in another section, but no thought is given to the kind of 
service required in the different sections. ' 

The result is that many tribunals acting upon as many theories 
of rate making determine standards of rates which tend to produce 
as many standards of service — not consciously, for rarely do they 
give any consideration to the supreme transportation function of 
service, but as a necessary result of fixing revenues to meet the 
theoretical ideas of what are, per ae, reasonable rates. 

To Sxthmabize: Service is national. The standard of service 
must be determined by the national authority. That standard 
cannot be made effective without the necessary revenues, and the 
amount of such revenues must be determined by the same authority 
which sets the standard of service. As the Supreme Court said in 
the Shreveport Case {supra) : 

It was recognized at the beg;innmg that the Nation could not prosper if inter- 
state and foieign trade were governed by many masters, and, where the interests 
of the freedom of interstate oommeroe are involved, the judgment of Congress, 
and of the agencies it lawfully establishes must control. 



HOW COULD NATIONALIZATION OF RATE REGULATION 

BEST BE ACCOMPLISHED? 

By Mabtin S. Decker 

A nationalisation of all railroads in the United States, including 
the regulation of rates and all practices a£Fecting rates, was accom- 
plished on December 28, 1917, under proclamation by the President 
of the l](pited States. All loyal citizens recognize the necessity of 
the act and admire without qualification the bravery of the actioq. 

On that date the Interstate Commerce Commission and every 
state railroad commission temporarily ceased to exercise independent 
administrative or executive functions over the railroads of this coun- 
try. They became subordinate investigating bodies, entirely sub- 
ject to the superseding administrative and executive powers vested 
in the Director General of Railroads. 

No order of any commission, federal or state, has today any 
binding force in law except with the consent of the Director General 
of Railroads; and any such order, if allowed to take effect and have 
application, may be suspended or nullified, with or without formal 
notice to the commission or any affected party, by action or authori- 
sation of the Director General. There is therefore no longer any 
real regulation of railroad rates by established tribunals throughout 
the United States. 

Whatever rate regulating functions the Interstate Commerce 
Commission shall continue to exercise during the war will be in the 
main ancillary to governmental requirements, whether primarily 
arising because of wage increases or greater cost of railroad material, 
or because of the need for increased earnings from railroad opera- 
tion to reach as far as practicable the measure of net eaminge fixed 
by the government guarantee that they shall equal the average of 
net earnings for the past three years. It is clear of course that the 
state commissions will prefer to cooperate with the federal authority 
and not attempt unavailing antagonism to the provision of revenue 
deemed necessary for governmental railroad requirements by the 
Federal Railroad Director. 

The public interest which the railroads of the country must now 
almost exclusively serve is that which pertains to the conduct and 
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winning of the war. The public interest in the enforcement of com- 
mon right to the movement freely by railroad of all freight and pas- 
senger traffic as commerce between localities, without wrongful 
prejudice to persons or places, and with all reasonable service ren- 
dered by the railroads at just and reasonable charges, which has 
been in peace times the great underlying purpose of the granted 
monopoly of railroad service to common carrier corporations, is to- 
day relegated by necessity to the extreme rear of the great proces- 
sion of considerations which constitute problems for quick and right 
solution under the paramount needs of the nation at war. « 

It is mere sound to say that ''we have rushed into a definite 
policy of government acquisition and operation of railroads for the 
commercial benefit of the people/' We have done no such thing. 
The raiboads have been taken over "by the war, of the war, for the 
war." This has been specifically stated by the President in his 
proclamation and in his following speech upon the same subject be- 
fore the Congress. 

All tests hitherto applied in railroad regulation have been sub- 
merged in the great ocean of war necessity. That is today the great 
test under which regulation must be applied in practice during the 
war. Mere public service, as distinguishable from the many forms 
of war service, can only be crumbs that fall from the table of major 
railroad war operations. Every railroad rate regulation order 
sought to be applied by any railroad commission during the war 
must properly be construed as bearing the prefix, "// the Diredcr 
Oeneral of Railroads shall approve. " 

Think of it how we may, we come always to the great out- 
standing, unchangeable fact that the railroads of this country are 
operated today under requirements and prohibitions which corre- 
spond to martial law. No man or company can raise the sign 
''Business as Usual." That word "usual" has been changed to 
"possible." Men and corporations engaged in business of any 
description are now greatly concerned in securing transportation 
of their material and their agents upon any terms; they have little 
immediate concern with the price they have to pay for that trans- 
portation. It is not too much to say that regulation of railway 
rates, as we have conmionly applied the term to fit normal business 
and normal commerce and to prevent discriminations and unjust 
rate exactions as affecting individuate, localities and kinds of traffic, 
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has become, in this disrupting war time, almost a moot question. 
At any rate the subject does not present in these sacrificial days any 
large practical question for urgent immediate solution. 

But this gives us a wonderful opportunity to realize our sins of 
the past and prepare for a sinless future with respect to railroad 
operations and railroad regulation. In making that preparation 
let us cast aside the idea of adopting for peace times the government 
ownership of railroads, or of continuing in peace times the govern- 
ment operation of railroads which has been found necessary solely 
for war purposes. We are now undertaking a forcible temporary 
government lease of United States railroads upon a stated net earn- 
ings basis — a lease which could not be effected in peace times, and 
the mere announcement of which as having been proclaimed, but by 
no means consented to in legal form by the railroad owners, carries 
no solution in and of itself and projects no title in the lessee beyond 
the necessary occupation of the properties for war purposes. 

It is difficult to understand how enlightened intelligence can 
predict any other result from ultra expensive war time operation by 
the government than a large deficit of net earnings below the pro- 
posed net earnings rental basis. Nor can the experience of such 
war time operation supply a sound basis of computation upon which 
to take over the railroads for peace time operation by the govern- 
ment either as owner or lessee. Moreover, that great body of men 
who produce and buy and sell, who ship and reship the raw material 
and the manufactures which in myriad forms constitute the com- 
merce of the country, will not be satisfied to trade the present legal 
responsibilities and obligations of common carrier corporations and 
the developed system of government regulation, both at common 
law and by statute, and as settled by the courts, for the arbitrary 
and practically unassailable rules, regulations and methods of gov- 
ernment operation, theoretically controlled as they may be by gen- 
eral statutory provisions. For whatever may be said, under any 
system of government operation the elements which compose and 
control the government policy must have first consideration in all 
regulations, while under private ownership the railroad operations 
are required to be conducted always with first regard to the para- 
mount public interest and rights of those whom the owners, in return 
for the public grant, have undertaken to serve. For example, there 
is no real federal common law. Shall we cast aside the multitude of 
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rights now existing at common law as against railroads in the mere 
hope that the government will volimtarily observe them? Again, 
have we any ground for believing that a government operated rail- 
road system in peace times will more readily respond without penal- 
ties to the rate or service requirements of a shipper or section of the 
country than a railroad corporation will with regulations applied 
under penalties for non-observance? We who submit, with or with- 
out protest, to the frequent poor service of the mails, which is only 
a single service, will answer "No" for the complicated services and 
rates involved in the carriage between thousands of localities of so 
many thousands of commodities and for the competitive interests 
of millions of shippers and consignees. And then we cannot dis- 
regard the blight which could be cast upon conmiercial interests as 
well as the whole public interest under the political influences that 
may so insidiously control not only the railway operations but also 
the elections through this control of the railways. 

In preparing for the future we must still look forward to regula- 
tion, but it should be a new regulation. We must first realise that 
the old regulation of rates and practices afiPecting rates has failed. 
We see now as a nation of individuals what was perceived before by 
only a small class of individuals, that the revenues of the railways 
have not been sufficient, as a whole or for most roads individually, 
to pay the frightful increases of operating costs and yield sufficient 
in net earnings, after reasonable dividends, to permit the carrying 
of considerable balances each year to surplus for application to the 
cost of necessary future additions to lines, yards, terminals, and 
equipment or other contingent corporate purposes. Of course the 
result has been a limitation upon railway credit. Large discounts 
have been borne in the sale price of railway securities, and there has 
been restriction of all railway betterments and additions to those 
imperatively required at the time or in the time immediately to fol- 
low. The cost of money for the capital purposes of the railways has 
been extreme. The cost of floating short term notes to pay current 
debts or temporarily to meet maturing bond or note obligations has 
gone many points beyond the ordinary, sometimes termed legal, 
interest for loans. And the subsequent taking up of these notes, or 
directly of maturing bonds, by long term bonds has often required 
the issue of bonds largely in excess of the face value of the securities 
to be funded, so that many and often large excess issues, as well as 
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diflcounts, have here again been involved. This has not meant 
arbitrary exactions by bankers. It has meant that the sale credit 
of the railways for their securities has been low as compared with 
other offerings in the financial markets at the same times. The 
railway corporations have had to take on these extraordinary debt 
burdens and they represent in a real sense part of the cost of the 
property. The rates of the companies have not been sufficient in 
most cases to admit of the amortization of these extraordinary debt 
burdens and charges, to meet the current requirements of general 
debt charges and to give some proper return to the stockholders. 

We have been blissfully oblivious to the facts that every railway 
company must constantly add to its facilities in order to serve 
economically the growing demands for service; that nevertheless 
every few years there comes a period of traffic recession, sometimes 
a long period, when many cars and engines are idle and much termi- 
nal space is empty; that in other years every facility and terminal 
of the railway are strained to the uttermost use, and are inadequate 
to supply the public with the service then demanded. A prudent 
manufacturer with part of his factory or equipment idle in recurring 
periods would in some way charge into his expenses or against his 
corporate income for the year the average profits lost through non- 
use in the idle period of part of the factory or equipment. He would 
fix his prices to make up for his losses in dull periods to the fullest 
extent possible. No such prudent consideration has been taken into 
account in dealing with the railways. 

We have failed to realize to the full that the"railway business of 
the United States is the bi|^^ business on earth ; that its main pur- 
pose is to serve all other business ; that it is in essential respects a part 
of all other business and must be conducted upon business principles 
if it is to be successful. 

All rate regulations affecting the amount of general railway* 
rates has proceeded upon the idea of necessary restriction and with- 
out assumption of the duty of railway protection. An exception 
is the prohibition of rebates and passes, although it was intended 
primarily to prevent discrimination against the individual railway 
patron and not for any declared purpose of protecting railway rev- 
enues. There were indeed many who claimed the prohibition was 
an attack upon the ability of the railways to get the greatest amount 
of revenue. Unquestionably that prohibition has cut off favoritism 
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to selected shippers and industries, stabilized rates and fares, bene- 
fited all shippers as a class and all railways as a whole. No voice is 
now raised anywhere in favor of the old vicious rebate and pass 
system. 

We now see plainly that the regulation of railway rates must 
extend to full protection of the railway business in order to insure 
the full rendering of railway service to the public at all times and 
imder all conditions. If the Interstate Commerce Commission had 
been charged with the duty of requiring needed railway improve- 
ments fifteen years ago, together with the correlated function of effi- 
ciently regulating the capitalization of the railways, the discharge of 
those great duties would doubtless have brought to the Conmiission 
a responsibility for necessary protection that would have been 
strongly evident in recent years in determinations involving pro- 
posed increases of rates. 

The President's great sentence that "The world must be made 
safe for democracy" went ringing through the nations and is still 
thrilling the hearts of men. His proclamation taking control of the 
railways that they might be made into a single system to serve effi- 
ciently and help save this democracy in war time has shown us our 
opportimity to let or make the railwa3rs save themselves for public 
service in the coming time of peace. The 262,000 miles of railway 
in this coimtry now constitute a single system. Why not give the 
railways authority in law to operate as a single system in peace time 
so far as service needs may require? When the railwayB go back to 
their owners for operation let them be returned with statutory direc- 
tion to continue operations as a single system in whatsoever ways 
economy consistent with good and sufficient public service shall de- 
mand. That would be real national regulation affecting rates as 
well as service. Let us erase the anti-trust laws from the statutes 
* so far as they apply to railways, and repeal the anti-pooling section 
of the Interstate Commerce Act. Let the railways pool their earn- 
ings and their equipment as well. Let us even, in the public interest 
for real efficient service, direct them by statute to form and operate 
an over-lying equipment company, by which needed equipment can 
be had by any road sufficient to meet all traffic demands at all times, 
and can be returned when the need has passed. Not only let them, 
but, if good operation demands, make them, use yards and terminals 
and even tracks in common. Let us strike the shackles of restraint 
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from all railway progress towards continuously efficient public serv- 
ice. In short, legalize railway combinations and railway pooling 
under adequate government control, which control should include 
service as well as rate regulation and the ordering of improvements 
to railroad property with supervision of all new capitalization. 
These old prohibitory anti-trust laws and anti-pooling laws were 
never necessary in railway regulation. They are now opposed to 
the sentiment of the time and they have always made the service of 
railways more costly to the people. Competition has no place in 
public service. The public can be well served only by the com- 
bined and directed energies and resources of all public servants hav- 
ing like duties to perform. 

It is not generally remembered that a legalized pooling bill 
passed the House of Representatives about the year 1895, and failed 
of passage in the Senate because of the approaching close of the ses- 
sion. This was after passage of the Sherman Anti-Trust Law, which 
was enacted in 1890. If the legalized pooling bill had become law, 
the anti-trust law would not have had further application to rail- 
roads. Twenty-three years ago we came near realizing in law- 
making that which it is apparent we must do in the present railroad 
crisis — ^recognize that these interlacing rail lines canying the prod- 
ucts of every market into every other market must be regarded in 
law as well as in fact as the American railroad system, to be oper- 
ated in common service for the public use. Every railroad is a 
monopoly connected and used with every other railroad as a gen- 
eral railroad monopoly. What a paradox it is to say that such a 
necessary monopoly shall be subject to an anti-monopoly law! 
Today the government is itself a railroad monopoly because anti- 
monopoly laws have made the railroads unable to cope with the 
great problem of efficient war time service. 

The answer to the title of this paper is plain: mere regulation 
of railway rates of a repressive character has failed. With anti-trust 
laws and anti-pooling restrictions in force many large economies of 
operation have been impossible. Contracts between the carriers 
to enable use of the roads as a single system in the better and eco- 
nomical service of the public have been forbidden by law. Guar- 
antees of traffic to weak roads have been unlawful. The stress of 
traffic upon strong roads has broken down their efficiency. It is not 
enough that the Interstate Commerce Commission shall permit 



236 The Annals of the American Academy 

increases in rates from time to time to some or all railroads. The 
nationalization of railway rate regulation should provide for orders 
by the Interstate Commerce Commission requiring tncreaseSf as weU 
as decreases, of railroad rates. The whole viewpoint of our regulat- 
ing traditions must change. The regulation of rates should be based 
upon a required high grade of service, not upon any grade of service. 
The regulating authority should have power to require that high 
grade of service and the property improvements requisite thereto. 
The regulating authority should have power to pass upon the issues 
of railroad securities and restrict such issues to railway capital pur- 
poses. There should be a Federal Railroad Loan Bureau, as there 
is today a Federal Farm Loan Bureau. As to railroads, the anti-trust 
and anti-pooling laws should be repealed and raiboad combinations 
and railroad pooling, under supervision and restriction by the Inter- 
state Commerce Commission, should be legalized. The investi- 
gating powers of the Interstate Commerce Commission should be 
constantly employed with a view to determining whether particular 
classes of railroads are charging rates high enough, under traffic 
conditions from time to time prevailing, to enable them to discharge 
at all times their charter obligations to render sufficient and good 
service to the public; and if not, the issuance of orders directing 
revision of rates upward,, and the kinds of traffic to which they 
should apply, should follow. This would be nationalization of rail- 
way rate regulation for the national welfare, and in the light of re- 
cent events it is plainly the best way that it can be accomplished. 
The railway rate adjustments as between sections and localities and 
kinds of traffic would go on of course and be regulated as heretofore. 

More and more the development of railway regulation has 
indicated that efficient regulation means full railway supervision, 
but that such supervision must be beneficent, and in no sense a re- 
sponse to attacks upon railway capital required for maintenance 
and continuous improvement of railway property to make it always 
adequate for the public needs. Such supervision must base its 
action upon facts, and whenever so based the people will sustain and 
commend it. 

The railroad companies have been rightfully complaining of. 
state r^;ulation of railway capitalization, not because regulation of 
railway capitalization is oppressive or unjustified, but that, while 
recognizing its merits, large systems extending through several states 
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ought not be subjected to separate regulation in this important re- 
spect by several independent governmental agencies; and that 
capitalization regulation of all interstate lines should be done by the 
single governmental authority which in other respects regulates inter- 
state roads. The indictment so framed is sound, and state com- 
missions themselves find no real objection to federal assumption of 
the duty of regulation, if a real and efficient system of capitalisation 
regulation by the national government shall be established to apply 
to roads physically constructed across state lines. 

The railroad complaint against state regulation of interstate 
rates stands upon quite another basis. There probably are con- 
stitutional difficulties in the way of complete assumption by federal 
legislation of the authority now exercised by the states over rates 
applying to transportation wholly within the states. The United 
States Supreme Court has consistently held that state legislation, 
whether fixing service hoims for railway men, or reqidring safety 
devices on railway cars, or prescribing maximum rates to apply 
within the state, and done directly by the legislature or by a com- 
mission created by the legislature, is void to the extent that it con- 
flicts with regulation that has been lawfully applied by the federal 
government. If the new system of regulation suggested in this 
argument shall be fully provided, if the new rate regulation shall be 
based primarily upon required sufficient and good service to be 
shown first, or otherwise to be ordered, and if rates shall be adjusted 
first upon that prerequisite, with reserved resources provided by 
the roads always to meet extraordinary demands, it seems certain 
that such overshadowing regulation by the federal authority would 
speedily bring all state commissions into active coCperation with the 
new federal methods of regulation. The hu-ger present need is to 
revise completely the national system of rate regulation and see 
what follows, rather than to waste energy now in arguing agamst 
state regulation of state rates which in some states is much more 
advanced along the lines here advocated than the present federal 
system of regulation. It is noted, moreover, that both the Inter- 
state Commerce Commission and the state conmussions have lately 
shown a most commendable codperation in rate regulation matters, 
which ought to and would be fostered, and extended probably to all 
important matters, under the reforms in regulation here proposed. 
Regulation of railways seems to be subject to important chan^^ 
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about every ten years. Begiiming with 1887, when the Act to 
Regulate Commerce became effective, we find that in 1897 the 
United States Supreme Court held that the Interstate Commerce 
Commission had no power to prescribe Tnayiniiim rates; that in 
1906, the Hepburn Act was passed giving the Commission that 
power and many other powers; and in 1917 came the war order 
taking over the railroads into government operation during the war. 
This would now seem to be the time to place federal regulation of 
rates upon a high service basis, since a high service basis is impera- 
tive if the tremendous commerce of the country which will require 
transportation after the war is to be well served. 

The nationalization of railway rate regulation can best be ac- 
complished by revision of the federal system of regulation to require 
the provision of continuous high efficiency of railway service; the 
fixing of rates to enable that high efficiency service always to be pro- 
vided as a standard condition with all due allowances in rates for 
fair profits and necessary future improvements to railway property; 
the supervision of railway security issues; the marketing of railway 
bonds at fair prices; the compulsory expenditure of capital by the 
railways from time to time for property additions if not voluntarily 
undertaken; the legalization of railway contracts for combined and 
economical operations. 

Successful regulation of rates must embrace all of these ele- 
ments. If they should be incorporated into the system of national 
regulation, it will merely be the application of business principles to 
the world's greatest business. There will then be no complaint of 
over-regulation by carriers, although they will be more extensively 
regulated. There will then be little complaint by shippers against 
the amount of rates, because of satisfaction with the service and 
because with rates once adjusted imder these conditions the operat- 
ing economies with lowered cost of railroad loans will tend to cause 
reductions rather than successive increases in railway charges. The 
new system should be a constructive rate regulation, embracing at 
once all necessities of carriers in doing their work and the rights of 
the public in having that work well done. 



LEGAL QUESTIONS INVOLVED IN NATIONALIZATION 

OF RATE REGULATION 

By William E. Lai^ 

Any plan placing railroad rates under complete federal control 
will arouse discussion as to the power of Congress on the one hand 
and the rights of the states on the other. While the discussion may 
assume various forms and appear to cover numerous questions, yet 
all are included in one — ^the power of Congress to enact legislation 
that will completely nationalize rate regulation. 

Since the decision of the Supreme Court in the Shreveport case/ 
the adherents of nationalization insist that the power of the federal 
government has been fully determined, and national regulation in 
the fullest sense is but a matter of choice in the form of the law. 
The opponents, however, vigorously deny that Congress possesses 
the necessary power and advance numerous reasons in support of 
their position, most of which, however, relate to the extent to which 
the federal government has exercised its powers in past or present 
legislation. In a measure they present questions of construction 
rather than questions of power. They directly challenge the federal 
power by asserting: (1) that each state has the absolute power to 
determine the amount of each rate to be charged for rail transporta- 
tion between points within its borders; (2) that a transfer of that 
power is essential to complete federal control, which would require 
a constitutional amendment; (3) that the enforcement of the act to 
regulate commerce in harmony with the decision in the Shreveport 
case would result in a violation of the due process clause of the fifth 
amendment, a question not considered in the Shreveport case. 

Views of Opponents of Complete Federal Control of Rates 

As an analysis of that case appears in a previous chapter, it 
seems more appropriate fijrst to present^the views of the opponents 
of complete federal control, including without distinction those re- 

^Houdon, East and West Texas Railway Company v. United States, 234 U. S. 

230 
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lating to erroneous construction with those which assail the federal 
power. 

It is claimed that the power of the states to legislate concerning 
their internal commerce is as full and complete as the power of the 
federal government, covering the field of interstate commerce which 
was clearly recognized and declared in all of the decisions of the 
Supreme Court, commencing with Gibbons v. Ogden? and ending 
with the Minnesota rate cases.* The statements in various decisions, 
as to lack of power in a state to enact legislation affecting interstate 
commerce, are said to have been aimed at state legislation which by 
its terms extended beyond the territorial limits of the state, thou^ 
not including the resultant effect that legislation confined solely 
within the borders of the state might possibly have upon outside 
economic, commercial or transportation conditions. In GiWxms v. 
Ogden^ the legislation considered directly regulated interstate com- 
merce, and was not confined to commerce solely within the state, 
and it is said that Chief Justice Marshall's statement that the power 
of the federal government extended to all external concerns of the 
nation, and all internal concerns affecting the states generally "but 
not to those which are completely within a particular state which do 
not affect other states and with which it is unnecessary to interfere, " 
must have referred to state legislation which by its terms extended 
beyond its boundaries. 

The right of states to fix the charges of public service corpora- 
tions was challenged in Munn v. lUinois} It was claimed that the 
regulation applied directly to interstate commerce, as in the ordi- 
nary course of trade the grain from a number of states would pass 
through the elevators at Chicago, the charges therefor having been 
fixed by an act of the Legislature of Illinois which was assailed in 
the suit. The Court held that the act was not a direct attempt to 
regulate interstate commerce and called attention to the familiar 
rule that even though there might be indirect regulation of inter- 
state commerce, until Congress had entered that field the power 
exercised by the state was not unlawful, and further stated that 
under the facts in the case there was no interference with interstate 

•C7i5&0fu V. Ogden, 9 Wheat. 1. 

• Sim'pBon et al. v. Shepard, 230 U. S. 352. 
^OMonsY. Ogden, Wheat 106. 

• Munn v. lUinoU, 94 XJ. S. 113. 
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commerce. The decisions involving the regulation of railroads 
within the states, decided about the same time, of which Cki" 
cago, Burlington & Quincy Railroad Company v. lowa^ and Peik v. 
Chicago & Northwestern Railway Company'' are illustrative, indi- 
cate, so it is said, that the references in the several opinions to the 
reserved power in Congress applied to legislation which in form 
affected interstate commerce, but as to which Congress had not yet 
legislated, especially as the decision in the Peik case covered legisla- 
tion of the State of Wisconsin establishing rates on traffic originating 
therein but destined to points outside, which the court held valid 
because Congress had not exercised its power as to transportation of 
that character. 

Following these decisions there was general legislative activity 
on the part of the states providing for more complete state regula- 
tion of railroads. The statutes from time to time came before the 
court for construction, and in Stone v. Farmers* Loan and TrvM 
Company^ the court reiterated the doctrine that ''the state may 
beyond all question by the settled rule of decision of this Court, reg- 
ulate freights and fares for business done exclusively within the 
state, and it would seem to be a matter of domestic concern to pre- 
vent the company from discriminating against persons and places 
in Mississippi. " These statutes did not by their terms extend to 
transportation or commerce outside their respective borders, but 
in Wabash Railroad Co. v. Illinois^ the court declared an act of the 
legislature of that state, which actually covered transportation 
both inside and outside the state, to be valid, because the highest 
court of the state had construed the law to apply only to transporta- 
tion within the state, but added that without such construction by 
the state court the act would have been a direct regulation of inter- 
state commerce which the state was without power to enact, even 
though Congress had not undertaken to legislate on the subject. 
The doctrine of the Peik case, supra, which had evidently misled 
some of the state legislatures was thus repudiated. 

• Chicago, Burlington and Quincy Railroad Company v. Iowa, 94 U. S. 165. 
' Peik v. Chicago and Northwestern Railway Company, 94 U. S. 164. 

• Stone V. Farmer^ Loan and Trust Company, 116 U. 8. 307-334. 

• Wabash, St, Louis and Peoria Railway Company v. Illinois, 118 U. S. 557. 
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A long line of cases^® involving the rights of states to fix rates 
f oUowed the Wabash case, and in each the power of the states was in 
question, and in each it was decided that the action of the states did 
not cast a burden upon interstate commerce. It is now claimed 
that it was never suggested that Congress might possess the power 
to determine the amount of a rate for transportation between points 
wholly within a single state until the decision in the Minnesota rate 
cases. In that case, it is said, that no doubt was entertained at the 
time of the decision in the Wabash case, supra, as to the rights of 
states to regulate transportation that was wholly within their re- 
spective borders,^^ and after discussing the decision in that case this 
language appears in the opinion in the Minnesota rate cases: ''The 
doctrine was thus fully established that the state could not prescribe 
interstate rates but could fix reasonable intrastate rates throughout 
its territory. "" It is further stated that the power of the state to 
fix reasonable intrastate rates extends not only throughout the state 
but to cities adjaceiit to its boundaries, and in exercising that power 
it is not bound to adjust its rates to correspond with the interstate 
rates established by carriers." The Court then states that if there 
is a restriction on state authority it must be by virtue of the para- 
mount power of Congress over interstate commerce and its instru- 
ments." 

It is further said by the opponents of federal control, that in the 
Minnesota rate cases it was expressly decided that Congress had 
not, in the Act to Regulate Conmierce, undertaken to interfere with 
the powers of the states to fix rates within their territorial limits,^* 
although the court did say that discrimination as between state 
and interstate rates could only be determined by the Interstate 

10 Dow y. Beiddman, 125 U. S. 680; Chicago, etc. Railway Ccmpany v. Afinne- 
sota, 134 U. S. 418; Chicago, etc. Bailioay Company v. WtUman, 143 U. S. 339; 
Reagan v. Farmere' Loan and Trust Company, 154 U. S. 362; Reagan v. Mercantile 
Trust Company, 154 U. S. 413; St. Louis and San Francisco Railway Company v. 
GiU, 156 U. S. 643; Smylhe y. Ames, 16Q U. S. 466; MinneapolU and St. Louis 
RaHroad Company y. Minnesota, 186 U. 8. 257; Alabama and Vicksburg Railroad 
Company y. Mississippi, 203 U. 8. 496; Northern Pacific Railway Company y. 
North Dakota, 216 U. S. 579. 

u 230 U. 8. 415. 

» 230 U. 8. 416. 

» 230 U. 8. 416-117. 

" 230 U. 8. 417. ^ 

» 230 U. 8. 423, 431-432. 
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Commerce CommiBsion. It is. said that this statement, however, 
is not significant when it is borne in mind that until the decision in 
BaUimore & Ohio Railroad Company v. United States^ ex rel. Pitcairn 
Coal Co.f^^ it had been generally believed that the act to regulate 
commerce permitted courts to pass upon the question of discrimina- 
tion, and such power had been generally exercised by them. The 
lower court in the Minnesota rate cases had specifically held that 
the state-made rates discriminated against interstate commerce and 
the observation of the Supreme Court of the United States as to 
the original jurisdiction of the Interstate Commerce Commission to 
pass upon that question appears to have been an answer to the claim 
of power on the part of the lower court. 

The foregoing in a general way covers the claims of the oppo- 
nents of complete nationalization of rate regulation regarding the 
powers^ of the federal and state governments up to the time of the 
decision in the Shreveport case, which either overruled the previous 
decisions of the Supreme Court, or resulted in erroneous construc- 
tion of the Act to Regulate Commerce as well as the commerce 
clause of the Constitution.^^ 

They further contend that the Shreveport case, although hold- 
ing that certain activities of the Interstate Commerce Commission 
under the Act to Regulate Commerce had interfered with the rights 
of the states, in no sense covers the question of the power of Con- 
gress to determine the amount of any rate for transportation between 
two points wholly within one state.^' 

It is pointed out that the reports of the Interstate Commerce 

^* BaUimore and Ohio Railroad Company v. United States, ex rel. Pitcaim Coal 
Company, 215 U. 8. 481, 498-9. 

" First Employers' Liability Cases, 207 U. S. 463; Oibbona y. Ogden, 9 Wheat. 
1, 203-204: Within the state power is "that immense mass of legislation which 
embraces everything within the territory of a state, not surrendered to the general 
government: all which can be most advantageously exercised by the states them- 
selves. Inspection laws, quarantine laws, health laws of every description, as 
well as laws for regulating the internal commerce of a state, and those which re- 
spect turnpike roads, ferries, etc., are component parts of this mass. No direct 
general power over these objects is granted to Ck>ngress ; and, consequently, they 
remain subject to state legislation. If the legislative power of the Union can 
reach them it must be for national purposes; it must be where the power is ex- 
pressly given for a special purpose or is dearly incidental to some power which is 
expressly given." 

"234 U.S. 363. 
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Commission subsequent to the one involved in the Shreveport case, 
show that the Commission has most noticeably refrained from the 
slightest attempt to claim the right to pass on the reasonableness of 
intrastate rates. They also call attention to the necessity for such 
right to enable the Commission to property determine whether a 
state*made rate gives undue preference to state commerce when 
compared with a rate applicable to interstate commerce. It is 
Mserted that undue preference must rest upon the fact that the 
state rate complained of is less than a reasonable maximum rate, 
but this claim is not supported by American Express Company v. 
CaldweUf^* in which the coiu-t makes this statement: ''The find- 
ing that discrimination exists and that interstate rates are reasonable 
does not necessarily imply finding that the intrastate rates are un- 
reasonable. Both rates may lie within the sone of reasonableness 
and yet involve discrimination. " A previous decision of the court 
is cited in support of tl^e language last quoted,'® but the language of 
the prior opinion,*^ referred to as ground for the authority, is as 
follows: 

We agree with plaintiff (the Interstate Ck>inmerce Commission) that a charge 
may be perfectly reasonable under Section 1 and yet may create unjust discriminar 
tion or unreasonable preference under Sections 2 and 3. As was said by Mr. 
Justice Blackburn in Great Western Raikoad Co, v. SutUm L. R., 4 H. L., 226, 239: 
''When it is sought to show the charge is extortionate as being contrary to the 
statuable obligation to charge equally, it is immaterial whether the charge is 
reasonable or not; it is enough to show that the. company carried for some other 
person or class of persons at a lower charge during the period throughout which 
the party complaining was charged more under the like circumstances." 

The language last quoted seems to indicate that the charge 
exacted from the complaining party, while it might be reasonable 
in and of itself, did nevertheless, subject the complaining party to 
unjust discrimination because of other persons paying a lower rate 
at the same time for a like service. In other words, the reasonable 
rate complained of could not create discrimination against anybody 
save the party paying it, and that would be due to the lower rates 
enjoyed by other persons. It is therefore claimed, that a rate found 
by a state to be reasonable as a maximum charge for transpprtation 

1* American Expreae Company y. CoMiodl, 244 U. 8. 617-624. 
^^ IntereUUe Commerce CommUeion y. BQiHm4^e and OMo Bfpiroad Company. 
145 U. S. 2S3-277. ' "" ^ ' * •^ 

« 146 y. S, ?77, 
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between two points within its bordere cannot result in undue pref- 
erence or subject anyone'to unjust discrimination.. If unjust dis- 
crimination results thereby it must be due to the maladjustment of 
the interstate rates. It is also said that a rate found by the state 
to be reasonable as a maximum cannot properly be increased by the 
mere declaration of the Interstate Commerce Commission that it 
gives an undue preference to state commerce, the removal of which 
is required by an advance in the state rate, as such action on the part 
of the Commission can in no way be considered as passing upon the 
amount of said rate. 

In this connection it ^s said that the Commission has given 
greater weight to the act of the state as establishing a case of undue 
preference than it has in considering the act of a carrier responsible 
for a like rate adjustment. Section 3 of the act to regulate com- 
merce," in dealing with undue preferences and advantages, does not 
specify the character of commerce that may bring about the undue 
preference. It may be foimd that certain interstate commerce may 
cast a burden upon other interstate commerce by reason of the mal- 
adjustment of rates, and thus bring about a violation of this section. 
And in view of this fact, it is then said that the Interstate Commerce 
C(Hnmission has in numerous cases'' (of which the 2 dted in the foot- 
notes are illustrative) held that a carrier may make a rate between a 
given point of origin and a destination on its line, without regard to 
the rate of another carrier from another point of origin to the same 
destination, and if the rate of the first carrier is not met by the 
second, neither is subject to the claim that it has violated the pro- 
visions of Section 3. And this has been the settled rule in the 
Supreme Court for many years.^ But, say the opponents of federal 
control, because the state requires a carrier to establish a reasonable 

» " That it shall be unlawful for any oommon oairier subject to the provisions 
of this act to make or give any undue or unreasonable preference or advantage to 
any particular person, company, firm, corporation, or locality, or any particular 
description of traffic, in any respect whatsoever, or to subject any particular per- 
son, company, firm, corporation, or locality, or any particular descniption of traffic, 
to any undue or unreasonable prejudice or disadvantage in any req)ect whatso- 
ever." 

■* Railroad CommisHon of Kansas v. Atchison, Topeka and Santa Ft Railway 
Company, 22 I. C. C. 407-116; BlodgeU Milling Company v. Chicago, Milwaukee 
and 8L Paul Railway Company, 23 I. C. C. 44S-440. 

** East Tennessee, Virginia and Georgia Railway Company v. InterstaU Com- 
-^nerce Commission, 181 U. S. 1, 18, 10, 20. 
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maximum rate for intrastate commerce, which a different interstate 
carrier declines to meet in its interstate business, the carrier obeying 
the act of the state legislature may be held in vidation of Section 3, 
which forbids undue preferences, even though the transportation 
within the state is specifically eliminated from the application of the 
Act to Regulate Conmierce.^ It is said that both the court and the 
Commission have lost sight of the distinction between the applica- 
tion of the act to an interstate carrier, and the lack of power under 
the act to interfere with intrastate transportation handled by the 
interstate carrier; that transportation which may move free from 
the restrictions of the Act to Regulate Commerce can not possibly 
subject transportation governed by the act to unjust discrimination. 
The following illustration is claimed to demonstrate the unsoundness 
of the decision, both of the Commission and the court in the Shreve- 
port case: 

If carriers operating between Texarkana, Arkansas, and Dallas, 
Texas, and not serving Shreveport, decide to establish a rate be- 
tween the first two points, they may do so provided the rate is not 
less than the cost of transportation, and other carriers operating be- 
tween Shreveport and Dallas may meet the rate or not, as they see 
fit. If they fail to meet it and complaint is made before the Com- 
mission, and the latter adheres to its numerous decisions on the 
question, neither the carriers operating between Texarkana, Arkan- 
sas, and Dallas, nor the carriers operating between Shreveport and 
Dallas have violated Section 3. But if the carriers operating be- 
tween Texarkana, Texas, and Dallas apply the rate between those 
points established by the State of Texas, and the carriers operating 
between Shreveport and Dallas do not see fit to meet it, and shippers 
of Shreveport complain of undue preference in favor of the shippers 
of Texarkana, Texas, the Interstate Commerce Commission may 
find an undue preference has been created by the carriers obeying 
the act of the State of Texas, although the Commission would have 
relieved the carriers from the charge if they had established the rate 
from Texarkana, Arkansas, or Texarkana, Texas, to Dallas vdun- 

** Section 1 of the Act to Regulate Ck)imuerce provides in part: "Provided, 
however, That the provisions of this Act shall not apply to the transportation of 
passengers or property, or to the receiving, delivering, storage, or handling of prop- 
erty wholly within one State and not shipped to or £rom a foreign country from or 
to any State or Territory as aforesaid " 
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tarily. A' recent case in the Supreme Court, not yet officially re- 
ported,^ seems to indicate that it would hold the carriers responsible 
for the voluntary establishment of an intrastate rate, if declared to 
unduly prefer intrastate commerce over interstate commerce. 

These considerations, say the opponents of complete federal 
regulation, will reqiure the court to adopt a different construction 
of the law whenever the question of the power of the Interstate Com- 
merce Commission to determine the amount of a state-made rate is 
presented, and, as the lack of power in the federal government to 
determine the amount of an intrastate rate has been repeatedly 
declared by the Supreme Court, the only way by which that power 
which is essential to complete nationalization can properly be exer- 
cised, is through the medium of a Constitutional amendment. 

It will be observed that the first two grounds upon which the 
opponents of federal control challenge the existence of the federal 
power necessary to bring it about, were not decided in the Shreve- 
port,*^ the American Express Co.," or the Illinois Public Utilities 
Commission cases,** and are therefore still open. 

The third objection of the opponents of complete federal con- 
trol raises a question of power resulting from an attempt to apply 
the decision in the Shreveport case. It is claimed that a reasonable 
maximum rate can not give an undue preference or create unjust 
discrimination against any other rate. This position is somewhat 
shaken by the decision in the American Express Company case, 
supra, but even so, it is said that whenever the Interstate Commerce 
Conmiission determines that a rate declared by a state to be reason- 
able as a maximum for transportation subjects interstate trans- 
portation to unreasonable prejudice and disadvantage because the 
interstate rate is higher than the reasonable maximum rate set by 
the state, the removal of the preference or disadvantage requires an 
advance in the state rate. This is essentially true, whenever in the 
same decision the Interstate Commerce Commission declares the 
higher interstate rate to be reasonable as a maximum. 

When the state rate is advanced there is no tribunal before 

** lUinoU Central RaUroad v. PvbUc UtUitieB Commusion cf lUinou, January 
14, 1918. 

"284U.S.342. 
••244 U.S. 617. 
M 500 dtfttion 26. 
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which a shipper enjoying that rate can go to test the leasonableness 
of it. If he appears before the Interstate Conunerce Commission 
in the proceeding and attempts to show that the state rate is reason- 
ble as a maximum, he is met with the statement that the Com- 
mission has no control over the rate in question, or the transporta- 
tion moving under it, and that testimony relating to the matter is 
incompetent. The shipper can not go before a tribunal created by 
the state because under the decision in the Shreveport case, the act 
of the Interstate Commerce Commission is final. And thus the 
state shipper is put in this position: his rate is increased witnout an 
opportunity to be heard as to whether the advanced rate is just and 
reasonable as a maximum. The Act to Regulate Commerce declares 
every unjust and unreasonable rate to be unlawful. The state laws 
so declare. And it has long been the doctrine of the Supreme Court 
that no carrier could establish a state rate higher than the service 
was reasonably worth,'® and for more than 30 years we have had the 
statutory declaration that unreasonable interstate rates were un- 
lawful.'^ In other words, the shipper has the right to a reasonable 
rate, and having that right, unless he is provided a remedy for its 
protection, he has been denied due process. 

The arguments of the opponents of complete national regula- 
tion, if not sound, are at least plausible, and discussion will not sub- 
side until the Supreme Court specifically passes upon the disputed 
questions. 

If, however, the doctrine of the Shreveport case is sound, and 
the court continues to follow the principle announced, the oppo- 
nents of complete national regulation have slight hope for the suc- 
cessful maintenance of their contentions. The three questions of 
power would then be answered in favor of the federal government, 
and especially the third, by the enactment of a law giving to the 
Interstate Commerce Commission the power, whenever complaint 
is made that a given state rate discriminates against interstate rates, 
to declare that ascertainment of the reasonableness of such state 
rate is essential to a correct determination of the e^tence or the 

w SmyOie v. Ames, 169 U. S. 466. 

'^ Section 1 of the Act to Regulate Commerce provides in part: "All charges 
made for any service rendered or to be rendered in the transportation of passengen 
or property .... as aforesaid, or in connection therewith, shall be just and 
reasonable; and every unjust and unreasonable charge for such service or any 
part thereof is prohibited and dedared to be unlawful. " 
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non-existence of the preference or diaciimination, and thereupon to 
determine the reasonableness or the unreasonableness of the state 
rate as fully and completely as if dealing with an interstate rate. 

Nationalization of Rates a Continuing Problem 

It would seem to be immaterial, so far as federal power to 
nationaUae rates is considered, whether the federal government 
continues to operate the railroads under the proclamation of the 
President, under date of December 26, 1917, or whether the federal 
government should finally purchase the railroads. 

In any event the power to regulate, control, operate, or own 
must come from Congress, and it can exercise only the powers that 
it finds in the Constitution. 

The joint resolution of April 6, 1917, declaring war against 
Germany, the joint resolution of December 7, 1917, declaring war 
against Austria, and Section 1 of the act approved August 29, 1917, 
authorizing the President in time of war to take possession of any 
system^or systems of transportation (under which provisions the 
President found the authority for his proclamation), gave no greater 
power to the President than Congress could have given to any other 
officer of the government or to any tribunal created by it. 

Congress must, in the first instance, decide whether or not it 
will exercise any power granted to it under the Constitution. When 
it determines to exercise a given power it may choose the form of the 
legislation that it deems necessary and appropriate for the exercise 
of the power.'^ Conditions existing at the time of the exercise of a 
power may determine in some instances whether the legislation 
adopted was necessary and appropriate to carry out such power. If 
the subject matter of the legislation is covered by a grant of power 
in the Constitution, and there appears to be some relation between 
the power and the legislation adopted, the legislation will be deemed 
to be necessary and appropriate.'' 

The power to declare a war is one of extreme responsibility and 
only compelling necessity will prompt the exercise of it. A state of 

** Article I, Sedion 8 of the Ck>nstitutiony contains grant of powers to Ck>n- 
gress, the last clause of which is as follows: "And to make ail laws which shall be 
necessary and proper for carrying into execution the foregoing powers; and all 
other powers vested by this Constitution in the Goyemment of the United States 
or in any department or officer thereof/' Leffol Tender C<uea, 12 Wall. 538; 
Northern SecurUies Crnnpany v. UnUtd Stales, 1Q3 U. S. 343. 

» M(<:MUoch y. Maryland, 4 Wheat. 418; Loffim v. l/mtod SiaUe, 144 U. 8. 82. 
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war creates an emergency that would justify, as appropriate and 
necessary, any kind of an act that would even remotely assist in the 
prosecution of the war. Under war conditions, a declaration by 
Congress that the railroads and other common carriers of the coun- 
try were necessary for public use in carrying on the war would justify 
the most liberal construction of the law by which such properties 
were converted to the public use, as being necessary and appropriate 
to get the full use of the power. This is not to say, however, that 
limitations on Congressional action can be disregarded. While it is 
for Congress to declare the necessity for converting private property 
to public use, it must observe the fifth amendment when it comes 
to (he matter of compensation.*^ And during the war, or after the 
war ends, if Congress should determine that full and complete regu- 
lation of commerce among the states requires ownership by the 
government, it could, under the provisions of the Constitution 
authorizing it to pass such rules and regulations essential to the 
carrying out of that power, properly provide for the manner in 
which the change of ownership could be brought about, subject at 
all times to the limiting provisions of the Constitution. 

Then again, the government might at the termination of the 
war, by appropriate legislation take over the ownership of the car- 
riers on the ground that they were necessary and essential for carry- 
ing on the proper functions of the government. They might proper- 
ly be considered as necessary to the equipment and maintenance of 
the army and the navy, to the movement of troops, or materials and 
supplies to and from forts, arsenals, or other government factories, 
or buildings, as well as for the handling of United States mails. But 
in these instances, a transfer of the title to the real estate located in 
the various states would not give to the federal government com- 
plete legislative control thereover, unless the legislatures of the 
various states consented thereto." The federal government would 

** Manongahela Naxigaiion Company v. United States, 148 U. S. 312. 

** The Ck>n6titution, by Article I, Section 8, clauses 12 to 17, indusive, pro- 
▼ides as follows: 

"The CoDgreea shall have power .... 

''To raise and support armies, but no appropriation of money to that use 
shall be for a longer term than two yean. " 

''To provide and maintain a Navy." 

"To make rules for the government and regulation of the land and naval 
forces." 
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own such property the same as any other proprietor. It is not clear 
that the rule as to the legislative control over the real estate in the 
different states is any different if the federal government should take 
over the ownership of the railroads under the power in the commerce 
clause of the Constitution. 

Even though the government becomes the owner of the rail- 
roads it is not believed that the President, or any other officer of the 
government who might be designated, or any tribunal created, could 
establish rates for the transportation of goods of private citizens, 
except on the basis of reasonableness. It would not be in keeping 
with the spirit of American institutions to permit the government 
to take over the railroads and then charge the shipping public rates 
that were unreasonable. 

Rail transportation has become an absdlute necessity to the 
commerce of the country. It is necessary because it is not possible 
for every community to produce everything it consumes; therefore 
tne surpluses in other communities must be moved to the communi- 
ties requiring them. If Congress should give to the President, or 
other officer of the government, or some tribunal created thereby, 
the power to establish rates without an opportunity for the parties 
in interest to be heard, the grant would be one of doubtful vahdity. 
But if Congress does possess the power to pass an act of that char- 
acter, it seems clear that arbitrary action on the part of the person 
or tribunal exercising the power would not be immune from judicial 
interference.** 

"To provide for oaUing forth the militia to execute the laws of t}ie Unions 
supprees insuirectidDB, and repel invasioDs." 

''To proyide for organizing, arming and disciplining the militia, and for gov- 
erning such part of them as may be employed in the service of the United States, 
reserving to the States, respectively, the appointment of the officers, and the autho- 
rity of training the militia according to the discipline prescribed by Ck>ngre8s." 

"To exercise exclusive legislation in all cases whatsoever, .... over 
all places purchased by the consent of the legislatiu*e of the state in which the same 
shall be, for the erection of forts, magazines, arsenals, dock-yards, and other need- 
ful buildings." Fort Leavenworth Railroad Company v. Lowe, 114 U. S. 331; 
Chicago, etc., Railroad Company v. McGlinn, 114 U. S. 545. 

By Article I, Section 8, clause 7, the Ck>nstitution provides: "The Congress 
shall have power 

"To establish post offices and post roads." Cleveland Railroad Company v. 
Franklin Canal Company, 5 Fed. Cases 2890. 

« Degge v. HUchcock, 229 U. S. 162, 170-171. 



REGIONAL RAILROAD COMMISSIONS: THEIR RELA- 
TION TO THE STATE COMMISSIONS AND TO 
THE INTERSTATE COMMISSION 

By J. E. Love 

Any possible discussion of this subject will suggest in the mind 
of the reader, at the outset, doubt as to the situation with respect 
to regulation that existed when the discussion was prepared. For 
this reason, let it be understood that the following observations are 
made in the light of the railroad situation as of January 10, 1918. 

The writer would be exceedingly glad to be the author of a sug- 
gestion that would relieve or end the troubles of the transportation 
industry in its relation to the public, or to make such comment upon 
suggestions already made by others as would materially contribute 
to that end. Mr. Dooley once remarked that ''a real statesman is 
the man who finds out which way the procession is going and grabs 
the stick away from the drum major." The writer would be glad 
to qualify as the statesman to lead the procession of transportation 
affairs to the goal of satisfactory regulation. But it is for him to 
join the procession, — ^not to lead it. The stick is in other hands. 

The regional commission idea embraces any jurisdiction broader 
than that of state lines and narrower than that of complete and ex- 
clusive federal jurisdiction. It is given consideration because of dis- 
content •with conditions existing heretofore. The advocates of the 
idea, or of the development of an idea under some such name, fall 
naturally into two classes: persons who believe that any sort of 
state regulation heretofore known is bad and contrary to the in- 
terests of the country and the industry involved; and persons who 
believe that state regulation has not failed totally, but has failed in 
part, and should be superseded, at least in part, by something 
broader. Those who believe that state regulation, coordinated to 
the extent that it has been in the past with federal regulation, has 
worked satisfactorily or is the best available solution for the prob- 
lem of promoting and protecting all interests involved, and those 
who believe the only solution to be exclusive and complete federal 
control or regulation are not in favor of regional commissions. 

252 
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Another fact which may as well be stated before discussmg 
suggestions of record on the subject is that, while a condition and not 
a theory confronts the country today, our subject deals strictly and 
exclusively with theory. The person who asks the public to listen 
to a presentation of views on this subject, therefore, runs more or 
less risk of being interrupted by someone rising to make the point 
that the subject is not germane to the situation. 

Looking into the files we find that discussion touching this sub- 
ject has been going on for five or six years. The nearest thing to a 
definite plan results from three or four ideas stated at different times, 
and suggests a system of regional commissions with working head- 
quarters at various points throughout the country, such commissions 
to be organized with one of the members of the Interstate Commerce 
Commission or a person to be appointed by the President as chair- 
man and including one representative from the personnel of the 
state commissions that are supplemented or supplanted by the re- 
gional jurisdiction. 

So far as the writer is informed, this plan is the only one offered 
as anything between dual or state and federal regulation and regu- 
lation by the federal government exclusively. What is known as 
the ''Philadelphia plan" and some other suggestions of similar 
character have received some consideration as offering a solution 
for problems heretofore troublesome, but they are, universally, 
predicated upon complete elimination of state regulation of any sort 
or in any degree. They need not and should not be discussed as 
suggesting regional commission control. 

Writers on the transportation question, especially those openly 
expressing the feeling of the railroad managers on the subject, have 
long complained of the burden of responsibility to ''forty-nine 
masters," intending by the interminable reiteration of this com- 
plaint to make the public believe that most of the railroads of the 
country have been accountable to forty-eight state commissions and 
the Interstate Commerce Commission. The fact that there are 
but forty-seven state commissions of any character having to do 
with utility regulation has escaped them, and they have never pub- 
lished a list of railroads subject to as many as nine, not to mention 
forty-nine, jurisdictions. But there is no use dilating upon this 
angle of the situation. Readers of this publication understand 
perfectly that the unfairness and inaccuracy of the complaint re- 
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ferred to are present in large degree in much of the propaganda in 
favor of reduced regulation and increased rates with which the 
country has been surfeited in recent years. But be that as it may, 
it is urged for the regional conmiission idea, as above described, 
that it would reduce the number of '' masters" materially and thereby 
be of advantage. 

It is further urged in support of this idea that matters of lim- 
ited importance, that is, involving only state questions or state 
interests, would be considered and disposed of alike in all the states 
of the region if given the benefit of consideration by a regional com- 
mission; that uniformity would also be secured in rates, rules and 
regulations of various states of the regional jurisdiction in which, 
presumably, transportation conditions would be similar; that the 
imaginary state lines would be largely ehminated from considera^ 
tion in dealing with most of the matters involved, resulting in a 
commimity of interest between members of state commissions, be- 
tween the state and interstate commissions and also between the 
carriers and the various conmiissions to a far greater extent than 
has heretofore been the case; and that these results would be ac- 
complished without complete relinquishment of the state control 
idea, which unquestionably would be relinquished by many states 
only under the most severe pressure. 

To safeguard the federal government in its power over such mat- 
ters as have heretofore been under exclusive federal control there 
would, of course, be available an appeal from decisions of the pro- 
posed regional commission to the Interstate Commerce Commission 
as at present constituted, and, as to matters now so appealable, to 
the Supreme Court of the United States. 

Objections to the adoption of any such plan as herein outlined 
rest chiefly upon the ground that there would be entailed an addi- 
tional expense of regulation, with further delay in getting results, 
and that, while a step in the right direction, it does not offer the 
complete relief that the situation demands. In other words, most 
of the objectors are in the position of refusing to consider. They 
desire complete elimination of state commissions and all semblance 
of state regulation, demand it as a sine qua rum, and are willing to 
discuss nothing which in any way preserves that idea. 

The writer does not at this time give his personal indorsement 
to the regional commission idea, nor does he reject it in toto. Con- 
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ditions known heretofore have gone and may never return. His 
experience and observation have resulted in the conviction, how- 
ever, that there are questions, hundreds of them every month and 
thousands of them every year, even in a jurisdiction as limited ter- 
ritorially as that of the Oklahoma Corporation Commission, that 
can be handled, not only to the best advantage of all concerned, in- 
cluding the railroads, as they have been handled heretofore, by 
state commissions, but that cannot be handled satisfactorily by any 
federal board of control located at and operating from any single 
point. If the state commission is not to be continued as heretofore 
with power to receive and dispose of complaints arising on a mo- 
ment's notice and demanding immediate disposal, something in its 
stead must be provided. That a regional commission organized on 
any plan that might be devised could handle such matters with 
satisfaction to the public is possible, but it is exceedingly doubtful. 

The part that the stiate commissions, many of them, have 
played in bringing about a spirit of popular codperation in increasing 
the efficiency of the transportation systems of the country as a war 
machine has been important, and has been performed more promptly 
and with bcftter success than could have been accomplished through 
any governmental agency less local in jurisdiction than the state 
commission. 

Some time before war was declared the Oklahoma commission 
began safeguarding the communities of this state against coal 
famine this winter. It induced the purchase of hundreds of cars of 
coal by dealers in communities that would have suffered acutely 
before this time had not this effort by the commission been put forth. 
A federal or even a regional authority could not have secured the 
ear of the public as it was secured by the state commission, and the 
results secured had not the state commission been available for the 
expression of the need of the hour would undoubtedly have been 
relatively unimportant, if not negligible. 

Train service for many towns in Oklahoma has been curtailed; 
physical connections have been denied; communities have been 
persuaded to be content with depot facilities clearly inadequate; 
delivery of cars of fuel or perishables has been expedited; building 
materials have been searched out in congested yards and hurried to 
destination with benefit to the contractor, the laborer and the car 
situation; the urgent need for cars for moving stock has been dis- 
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covered and the need supplied in scores of instances; and innum- 
erable other complaints of many kinds have been handled informally 
but effectively with the result that traffic conditions and the finan- 
cial balance sheet of both the carriers and the shipping public have 
been benefited. The railroads of Oklahoma have been enabled to 
do more to win the war because of the activities of the Oklahoma 
commission. Further, and perhaps even more important, complaint 
over the extraordinary situation has been brought to an irreducible 
minimum, converted into cheerful acquiescence, and finally into 
enthusiastic cooperation on the part of the public. This result 
has been accomplished, unquestionably, more quickly and more 
thoroughly than could have been done through any i^^cy other 
than the state commission. The bearing of these facts upon the 
regional commission idea will be apparent. 

George Ade, the Hoosier humorist, recently remarked, accord- 
ing to the government's daily Official BuUeHftj that the declaration 
of a man between 30 and 50 to a man of draft age, that he would be 
keen to enlist if not too old, would not be believed, even if it were 
interesting. If the views here expressed by the chairman of a state 
commission on the subject of a proposal to seriously impair or 
abolish powers of a tribunal of which he is a member, and of whose 
value, financial, material and moral, to the public it serves he is 
perfectly sure, be subject to discount on the ground that the per- 
sonal factor in the equation is not susceptible of elimination, he 
suggests merely that the views of other supposed authorities, whose 
responsibility is different but whose personal interest none the less, 
be weighed in the same balance. 

As already suggested, it is more than likely that conditions 
heretofore complained of because of too much or too little regula- 
tion have gone to return no more. It is inevitable that govern- 
ment control on a military basis will develop benefits that the public 
will demand be made permanent and will reveal practices that the 
public will never countenance again. With competition for the first 
time in American history under the ban of the government, with 
combines of systems, pooling of traffic and earnings, and many 
practices heretofore outlawed invoked as the order of the day, the 
subject of regional commissions for railway regulation becomes so 
manifestly one susceptible only of speculation and conjecture as to 
justify leaving it with the reader of The AnndU for such further 
consideration as his fancy may dictate. 



THE TOMORROW OF FINANCE 
By S. N. Patten 

A man to whom I was quoting figures exclaimed: "I cannot 
think in terms of billions. " This inability illustrates a defect in the 
popular thought. Men educated in a particular industry can think 
in its t^rms but they become lost when a national budget is presented. 
In most cases the situation is even worse for they think only in 
terms of a family budget. The majority of families have not even 
risen to this concept but merely spend when they can and seek 
credit for their deficit. It is no wonder that they become confused 
when the nation's budget is presented and even with the best 
intentions make serious mistakes when they imdertake to handle 
government problems. Whether we will or no, the national budget 
is in terms of billions and solutions of national problems can be found 
only when a budgetary view of national affairs is adopted. Huge 
as the railroad problem is by itself, it cannot be settled ap^rt from 
the other problems of national finance. Nor can we settle the food 
problem, the fuel problem or the shipping problem without a Uke 
reference to the related problems, each represented by its billions 
in national finance. 

This popular confusion of thought is represented by the action 
of Congress which appropriates 20 billions for war purposes and 
authorizes only 4 billions of taxes. Revenue measures all have this 
same defect, — a lack of realization of the magnitude of the problems 
to be faced. It is easy to suggest means of raising 2 billions or even 
4 billions of taxes. The proposer thinks he has done his duty by 
suggesting some small increase of taxation, forgetting that the 
'deficit he leaves unprovided for will disorganize not only public 
credit but also private enterprise unless it is met in some adequate 
way. If private enterprise is not to be disorganized capital must be 
forthcoming regularly. The capital needs of the railroads have 
been forced upon our attention and must call for consideration under 
any system of government regulation, control or ownership. The 
problem of capital is but part of the larger problem of a national 
budget. Capital can come from two sources — ^profits or savings. 
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Latterly it has come from profits. In the tomorrow of fimmce it 
must come from savings. This is the issue that the raOroads — 
indeed, all industry — must meet. 

This brief introduction brings me to the heart of the problem 
and indicates the way the problems of national finance should be 
met. Our railroads, our food and our industry are parts of a na- 
tional budget which we must visualise before any one issue can be 
adequately faced. The year 1914 was the last year of normal peace 
conditions. By contrasting the budget of this year with that of 
1918 the exigencies of our present situation can be clearly seen. 



National Budget 



1914 

Total production 

Waste 

Earned inoome 

Suiplus 

Annual increaae of capital 

Annual increase of values 

Stock 

Ground rent 

Total bank deposite 



1913 



Billions 

40 Total production 
10 Waste 
10 Earned income 
20 Increase of government ejqModi- 
2 tuie 

5 Increase of currency 
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4 from 1914 to 1918 

18i Decrease of stock 

Decrease of industrial o^Mtal 
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Government bonds held by banks 

and other credit institutions 
Total bank deposits 



Billions 
70 
18 
16 



15 
3 

8 

8 

2 

10 

4 
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The year 1914 was a year of sound prosperity and of it the facts 
are well known. The basis of my budget is the income of that year 
which is usually placed at 30 bUlions. The addition I have made, 
which is the only unique feature of the table, is an endeavor to esti- 
mate the waste of the year. We overestimate the evils of economic 
stress if we do not show the economy which reduced income 
imposes. A war budget of 10 billions does not mean a like diminu- 
tion in national welfare. The reduction of waste eases the situation 
and prevents acute suffering. 

By waste I mean any loss of material which does not result in 
full production. If the material for three suits of clothes passes into 
the consumer's hands only as two suits, there is waste. If a hotel 
buys twice the quantity of food which the consumers get, there is 
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waste. So also is it waste if willing workers ciui find no employment 
or if they are prevented from working by unnecessary sickness. 
Add all these maladjustments together and the sum of annual waste 
becomes a striking magnitude. It is a modest statement to aflSrm 
that the production which does not reach the ultimate consiuner 
plus the failure to produce which known methods could have pre- 
vented, amount to one-fourth the real production. Waste is not 
impoitant in estimating the income of past years. It is significant 
only as it alters the pressure which a period of national stress im- 
poses . Far more important is the estimate of the annual amount 
of earned income as contrasted with the surplus enjoyed. Here 
estimates are widely different, not because the facts are in question, 
but because of differences in opinion as to where various items should 
be placed. The ordinary business man reckons the surplus as the 
amount left when the year's expenses are paid. He thus regards 
it the same as the annual increase of security values which amount 
to five or six billions a year. A single taxer assumes it to be the 
same as the total amount of ground rent which is perhaps 4 billions 
a year. Capitalists regard their interest as an earned income and 
professional men likewise count their earning as a payment for 
their costs. 

These estimates I have discarded as expressions of personal 
feeling which creates a bias in each group in favor of its own form 
of income. All the confusion about the distribution of wealth is 
involved in this discussion and all the uncertainty of its results. If 
the various claims were added they would not tally with the known 
national income but would greatly exceed it. The general result 
is the denial of the power of the government to make large expendi- 
tures. Each class wants its shiure exempted and what is left may 
suflSice to meet the ordinary expenses of government but it is not 
enough to meet the expenditiure of a great war. Can we meet the 
expenses agreed to by Congress for the year 19187 ''No" must be 
the answer if these class estimates are accepted. Who has discov- 
ered how to raise more than four billions on the basis he accepts? 
It was impossible to raise the tax rates higher than they were placed, 
so great was the pressure from many groups each with its own 
special interests to guard. 

The solution is not to accept any of these pleas but to base 
exemptions on vital needs measured objectively. The real surplus 
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is the difference between the amount produced and that needed to 
maintain the personal welfare of the population. We now have 
accurate measures of the demands for food, shelter and clothing. 
The figures show that they are from S600 to $800 a year, varying 
with the size of the city in which people live. But this $800 for 
large cities represents food prices as paid in retail stores. There 
are profits to someone on these sales and on the house rents repre- 
senting land values. Labor costs would thus be these prices minus 
the profits of storekeepers and landlords. A fair estimate of labor 
costs would be about $500 a year per family or $100 a year per 
person. A sum of 10 billion dollars a year is thus needed to sup- 
port the population of 1914 at the prices then prevailing. What 
is not included in these costs is surplus. With it the people buy the 
comforts and luxuries they enjoy but which they could forego with- 
out physical detriment if a period of national stress demanded 
the sums thus expended for national purposes. We may there- 
fore assume that in 1914, of the 30 billions of income, 10 billions 
was needed for the physical welfare of the people and that 20 
billions was a siu'plus which might be diverted to national pur- 
poses, without a lowering of the standard of life. No such 
sacrifice of comforts and luxuries has been demanded nor is it likely 
to be. It, however, represents what Germany is doing and why 
the German people have held out so long and so well. Such suffer- 
ing as Germany has had to endure is not the result of the reduction 
of income which has been demanded but of wrong estimates made at 
the beginning of the war. The new view of food values was not 
accepted by the Germans at the beginning of the war. As a result 
they killed off their live stock too rapidly and could not replace it 
when they found their shortage was in fats and not in proteins. 
Such a mistake may be fatal to a blockaded nation like Germany 
but it does not affect America with its generous supply of all needed 
commodities. We could feed, clothe and house our people for $100 
per person. The rest is surplus on which the nation has a first 
claim. 

Such are the problems of sustenance. The increase of pros- 
perity on which the increase of surplus depends is largely a question 
of the increase of capital. A conservative estimate of this increase 
is 2 billion dollars a year. This means that production exceeds 
consumption by this amount. The sum, however, grows with every 
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improvement in the prooesBes of production or in the utilisation of 
the labor force. These improvements add about 200 million to 
the surplus each year and show our rate of annual progress. But 
far different from these estimates are those of the increase of values. 
The increase of values is the increase of security values determined 
by the market price of stocks and bonds. Of these prices, our 
knowledge is fairly complete and indicates an increase of values from 
4 to 6 billions a year. The increase of security values is thus more 
than double the increase of capital as measured in stock and physi- 
cal improvements. This is due to the low rate of interest which 
gives high security values. We have a nominal rate of interest (4 
per cent) in which values are estimated when the real rate is nearer 
8 per cent. So long as the two rates are so far apart, the rapid rise of 
security values is inevitable. The values thus made are not real but 
estimates based on the rate of interest. We are said to be worth 
200 billions but a rise of the interest rate from 4 to 5 per cent would 
take a quarter from these estimates. 

The budget of 1918 represents the conditions of January 1 and 
is therefore subject to change as the facts of the year become more 
fully known. The essential difference is due to the rise of prices. 
Of this, various estimates have been made varying from 60 to 100 
per cent. The cost of living has risen 88.6 per cent according to 
the figures of the Federal Department of Labor. Agricultural 
produce of practically the same amounts valued at 10 billions in 
1914 were valued at 21 billions at the close of 1917. It would seem 
therefore that an increase of 75 per cent was a conservative estimate 
and on this basis the money value of the national income would rise 
from 40 billions in 1914 to 70 billions in 1918. The figures I use 
for 'waste do not mean an increase in the amount wasted but in 
the value of what is wasted. Rises in wages are difiScult to estimate 
as they are different in the various occupations. Unskilled labor 
has perhaps gained a net advantage through the rapid rise in its 
rate of pajrment but skilled labor and the lower range of salaries 
have gained but little. Between groups as varied as they are it is 
hard to strike an average. There can, however, be little doubt but 
that the workers and the salaried groups have as a whole suffered 
by the change. A rise of 60 per cent is probably an overestimate of 
the advantage they have received. 

On this basis the money value of the national surplus would be 
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about 40 faOlion dolkn of wMeh the government talceB 15 billion 
in taxes and bond iwuee. This would leave 5 billions still in the 
hands of producers as extra profits, an estimate which is probably 
below the actual figures. 

Great inroads have also been made in the stock of goodsyso great 
in fact as to change the surplus of 1914 in many cases into a deficit. 
This shortage we are beginning to feel and will feel more severely as 
the year progresses. The 12 billions of stock held in 1914 has been 
reduced to below 4 billions. My estimates are based on these facts. 
The excess of exports over imports for the three years from 1914 to 
1917 inclusive was 8 billion dollars. In return for this we have 
received about 5 billions of American securities held abroad and 3 
billions in cash. As there has been little or no reduction in the 
amount consumed, the condition of today differs from that of 1914 
namely in the reduction of stock. Goods have gone out while 
securities and gold have flowed in. 

In addition to this change there has been an actual loss of 
industrial capital. The railroads have not kept up their rollii^ 
stock, the evil effects of which we now keenly feel. Manufacturers 
have saved by using their machines and took for a longer time and 
thus reduced current expenses at the expense of the future. Many 
factories have been transformed into military establishments which 
process reduces the industrial capital. Such a factory must be 
rated, not as it yields for war purposes, but as it will yield when it 
is again put to industrial uses. The income of war plants is not 
national income but a part of the expenses of war. 

The loss in security values has also been eqiutUy severe. The 
amount of securities listed on markets are estimated at 40 billions 
and the average decline in value has been 25 per cent, thus making 
a loss of 10 billions in values to be added to the loss of 10 l»llions in 
goods. The amount of bank deposits were 18| billions in 1914 and 
26} billions in 1917. This seems a gain but if the rise in values has 
been 75 per cent the deposits of 1917 would piurchaae 6 billions lees 
goods than would the deposits of 1914 at the prices which now pre- 
vail. These all represent pre-war losses. Our war expenses ocNne 
under another head. Of the bonds sold at least 4 billions were still 
in the hands of the banks or related institutions at the beginning of 
the year. The public have promised to take much of this, thus 
relieving the pressure on the banks, but it must be done by a con- 
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traction of expenditure on their part in the year 1918. It is a 
deficit weighing on national resources until these promises are ful- 
filled. 

The equilibrium in terms of the budget of 1914 left a surplus of 
2 billions for future investment. Given the same disposition to 
spend in 1918, an increased government expenditure of 15 billions 
would leave a deficit of 13 billion dollars. A new equilibrium thus 
demands a decrease of nearly a third in personal expenditure. There 
is little in the history of the last three years to show that measures 
thus far devised will produce the desired result. The year 1917 
shows no net decrease in personal expenditure. Many have doubt- 
less promised to save in the year 1918 but promises are valueless 
unless measures are devised to make them effective. Were the 
situation merely a result of the war, we might regard it abnormal 
and wait for peace to restore what the war has disturbed. There is, 
however, much evidence that the situation is the normal outcome 
of far-reaching changes which were manifest before the war but 
which have become active forces only under the pressure which the 
war has created. Had 10 billions of extra funds been demanded at 
any time in the last ten years, the same crisis in national finance 
would have occurred. The reason is that there has been a sharp 
increase in the urgency of consumption due to the cheapening of 
comforts and luxuries which thus produces an increased desire to 
spend. At the same time the increased security of salaried incomes 
has reduced the willingness to save. An annual expenditure in the 
form of life insiu'ance will give a stability to family life which a real 
saving fails to secure. We have ceased to be a nation of savers and 
have become a nation of life insurers. This means security and 
increased happiness but it does not involve that rapid increase of 
capital which former methods encouraged. The low birth rate adds 
to the intensity of present expenditure and is probably its result 
rather than its cause. But it tends to an equilibrium between 
expenses and income which shuts out saving. There is still some 
saving among families whose incomes are imder $1,200 a year. The 
uncertainties of work, of health and of life keep active many of the 
older economy motives and make an annual surplus a necessity. 
But if the class whose incomes range from $1,200 to $4,000 were 
put in a group by themselves, they would probably owe society more 
than society owes them. They have ceased to own houses for 
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apartment life suits them better. They own automobiles^ but 
they are in debt for them. They may go to high priced theaters 
less but they patronize motion pictures more. They are well housed, 
well clothed and enjoy summer vacations, but all these add to the 
urgency of present expenditiu^ and leave less room for the saving 
by which. capital is increased. If we add to this the rapid increase 
in display advertising and the growth of department stores we com- 
plete the pictiure of the growing power of expenditure over the 
saving instinct. 

These facts are not war facts but a statement of tendencies 
clearly evident before the war came on. I have frequently called 
attention to them as a social change to which industry must adjust 
itself. The war has made a crisis in that it increases national ex- 
penditure without reducing the pressure of individual wants. The 
growing deficit of pre-war times becomes a startling fact when it is 
coupled with the present war expenses. I say pre-war deficit be- 
cause the pressure of deficit would have been felt then if it had not 
been covered by the savings of the small class whose incomes exceed 
$5,000 a year. Their profits have been high, leaving an excess for 
saving in the face of increased expenditure. The rich in this sense 
had probably a gross income of 10 billions before the war, of which 
they saved perhaps one-quarter. This would account for all the 
saving made at that time. If people with smaller incomes had no 
deficit they were fortunate. Certainly the class as a whole con- 
tributed a n^ligible sum to the national saving. Many complaints 
are made that all the increase of wealth goes to the rich, but with 
the lack of motive to save it is hardly possible that it would be 
otherwise. Only the prosperous have an income which exceeds 
their urgent wants. Families with medium income live as they go 
and the workers save only to meet the exigencies arising from sick- 
ness and non-employment. 

I picture this pre-war situation so as to show the crisis the 
nation then faced. The period from 1900 to 1910 were flush years 
in which large profits were made. The industrial surplus was idaced 
on the investment market and the rate of interest forced thereby to 
below 4 per cent. At the same time the sources of amusement and 
pleasure were vastly increased making a pressure for consumption 
by which the income of the average family was used up. The 
people thus ceased to save, but the loss of these savings was not felt 
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because of the vast surplus made in the newly enlarged industries. 
Capital thus ceased to be savings and became industrial profit. The 
low rate of interest forced up security values to such a degree that 
one dollar of real capital became two dollars of values in security. 
By 1910, the sources of the great surplus in the large industries were 
in a measure reduced and the supply of fresh capital fell off. A 
check on the increase of capital was thus created which could be met 
in only two ways. Either a higher rate of interest must be offered 
and popular saving evoked, or higher rates must be charged so that 
the industrial surplus would be sufficient to permit the proper 
increase of capital. If a higher rate of interest were offered security 
values would fall. A 5 per cent nite instead of 4 per cent would 
decrease security values by a quarter. Naturally this solution did 
not appeal to the nation's financiers. They chose the other plan 
of forcing up rates so that the increase of capital would come from 
the surplus thus acquired. This policy is apparent in the case of 
railroads whose values would be most affected by a rise in interest 
rate. Everyone is familiar with the strug^e about rates between 
the Interstate Commerce Commission and the railroads. The rates 
were held down. The railroads refused to offer higher rates of 
interest, stopped making improvements and practically ceased to 
increase their rolling stock and other equipment. A crisis in rail* 
road finance was thus approaching even if the war had not inter- 
vened. Low profits and a low rate of interest do not match. One 
or the other must yield. But the issue was put off by the war which 
has for the time brought high profits and has reversed the tendency 
for lower rates. The element desiring that capital be created out of 
profits is again supreme and will probably remain so while the war 
lasts. But the issue, although delayed, cannot be avoided. A sys- 
tem of finance that depends on profits to create new capital must 
move in one direction while a democracy must go in another. The 
increase of capital as well as the expense of the war must come from 
high profits or from popular economy. Of the former plan all are 
familiar since it is the method of finance on which recent prosperity 
has depended. With democratic finance we are less familiar and 
to use it would reverse many weU-established financial ma3dms. 

Every reduction of the interest rate adds to the value of what 
the prosperous have and creates a sharper gulf between them and 
the less fortunate classes. The less the rate the more difficult is the 
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advance from lower to higher social ranks. It may seem that a 
reduced rate is of popular advantage as when the mortgage rate of 
interest is lowered. But the advantage is to present holders only. 
They gain by an increase of values while to others the difficulty of 
acquiring farms grows. A low rate of interest means high farm 
values and a growth of tenant workers. It is hard to find a locality 
where the rate of interest has fallen below 6 per cent without break- 
ing up the community life of farmers and substituting in their place 
a much lower class of tenant fanners. The problem is not solved, 
however, by dealing with a specific class no matter how important 
they are. The real problem is what motives can be placed around 
a people so they will do their own saving. A 4 per cent rate will 
not do this. There never has been in the past much popular saving 
below a 6 per cent rate but even this rate may fail under the new 
pressing for increased consumption. While the rate which will evoke 
sufficient popular saving cannot be stated, the general issue may be 
seen by contrasting the conditions of a farming community with a 
4 and an 8 per cent rate of interest. An 80 acre farm with an 8 per 
cent rate would be worth $4,000 (S50 an acre) while with a 4 
per cent rate it would be worth $8,000 ($100 an acre). If a working 
man can make a net saving of $100 a year and he must pay one 
fourth of the purchase money to buy a farm, he can become a land 
owner in 8 years if the rate of interest is 8 per cent while it will take 
him 18 years to save enough to buy the farm if the rate is 4 per cent, 
thus making the selling price $8,000 of which he must pay one-fourth 
down. It is easy to see that in the first case, workers will become 
landholders and the standards of the community will be maintained, 
while in the second case the long wait will lead to discouragement 
and to the migration of the better workers to some other occupa- 
tion. There is no way in which a unified community standard can 
be upheld where such high values and low rates of interest persist. 
A social split is sure to occur dividing the community into a leisure 
class and a large mass of dependent workers. The same tendencies 
show themselves in industrial occupations although it is not so easy 
to contrast the motives which operate to discourage one dass and to 
give advantage to the other. But democracy demands the same 
in both cases and the solution is not different. Suppressed motives 
must be evoked and the obstructions to social unification set aside. 
To make the bearing of these statements plain it is neoessaiy 
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to define more clearly the meaning of an economic democracy. An 
economic aristocracy is a society where the capitalists are a sdf- 
perpetuating class distinct from the workers both in occupation and 
in motive. Capital once saved is perpetuated and gives to its 
holder advantages denied to other classes. Low rates of interest 
with extraordinary inducements for individual enterprise are the 
basis of this condition. The high personal rewards give the basis 
of large fortunes and the low rates of interest stop the growth of 
competing capital. In contrast to these conditions a democratic 
economy is' one in which privileges do not endure. All personal 
advantage is slowly reduced so that in time any family or class loses 
its industrial superiority and sinks back to the common level from 
which it must take a fresh start if its advantages are to be renewed. 
From shirt sleeve to shirt sleeve in three generations is an old adage 
which has a social significance if it means that the superior energy of 
one generation does not lift a family into a self-perpetuating leisure 
class. The adage implies that the descendents will be extravagant 
and thus lose their superiority. Socially, however, the advantage 
should not be lost in this way but by conditions which prevent the 
self-perpetuation of capital. This self-perpetuation is now favored 
because it is bdieved feo be the only means by which an adequate 
supply of capital can be obtained. But the need of this perpetuation 
depends on the rate at which new capital is secured. Low rates of 
interest check the increase of new capital while high rates encourage 
it. The problem of democratic finance is to get a rate of interest 
which will produce a growth of new capital large enough to supply 
an increasing industry and to replace the decrease which is actually 
taking place in old capital. If, for example, old capital decreased 
at the rate of 2 per cent a year while an increase of 3 per cent a year 
was demanded to supply the increasing need of industry, the annual 
increase of new capital must be at least 5 per cent a year. If this 
condition were brought about, we would have democratic finance 
and the permanance of class distinctions would cease. Everyone 
would be permitted to gain whatever advantages his superior 
advantages permitted but what he left to his heirs would not be a 
self-perpetuating fund; it would be merely an annuity which would 
finally disappear. 

The diificulty is not in preventing this self-perpetuation, but to 
secure the requisite capital to take its place. We now think of 
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capital as a permanent fund and do not realise how an industrial 
system could work without it. The advantage of capital now se^ms 
to lie in elevating one's family into the leisure class. A democratic 
view would not h6 this but the creation of a period of economic 
leiaiu^ for one's old age. We reatiae the advanti^ of limiting the 
hoiurs of labor in each day, but we do not in a similar way see the 
advantage of limiting the years of labor. We stop work at 5 p.m. 
but we do not stop industrial activity at sixty. This lack of a social 
concept is largely due to the shortness of life in the past and to its 
uncertainty. Just as men were glad to get work they were glad to 
work until they dropped dead. The decrease of disease and the 
growth of sounder views of life permit us to think of a thirty-year 
working period as we now think of an eight-hour day. Should this 
view become prevalent a new attitude about saving would result. 
Men would save freely during^heir working period and spend freely 
in their old age. Their capital would become an annuity and not a 
permanent fund. Each generation would supply the capital for its 
successor who in turn would save for those which follow. A con- 
tinuous destruction and replacement of capital would result with no 
permanent class enjoying its advantage. The old would lend to 
the young and the yotmg would save for their old age leisure. 

The longer life and the better living are now realities and will 
engage more attention no matter what financial system we use. 
The choice is between low rates of interest with a permanent leisure 
dass and high rates with democratic saving by the whole population. 
The heredity of the upper and lower classes are not di£ferent. It is 
conditions which evoke saving habits and they may be made general 
by calling them into activity with the proper inducements. When 
a region is new and capital scarce, there is no difficulty to arouse 
the proper amount of saving. It is when the inducement fails 
because of low interest rates that the division into classes appears. 
If taxation had prevented this self-perpetuation of capital the 
general inclination to save would have continued and fresh cap- 
ital would have appeared each year to replace that lost by taxation. 

A democratic society must think more of its health, more of the 
length of life and more of leisure both in old age and from day to 
day. It must be a working organization active and efficient but it 
cannot afford to be 100 per cent efficient in work and only 20 per 
cent efficient in its amusement, recreation and leisure. Production 
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and consumption must complement each other and each bring its 
joys. Democracy is a many-sided life and not an alley leading to a 
single goal. 

These statements I assume will be accepted in a vague way by 
most people who read them. We have become so used to the 
presentation of Utopias that we read of them with pleasure and for- 
get them with equal readiness. It is only as they are transformed 
into facts that they become realities for the realization of which 
practical plans may be devised. I shall try to do this by presenting 
figures which show how the ends desired may be reached. We must 
begin this with a study of the prosperous for it is with changes in 
their attitudes that we are mainly concerned. We are as a class 
quite willing to lecture the workers but we do not take home the 
lessons taught. Many budgets have been presented of workers and 
we know fairly well of the merits and defects of their expenditure. 
We lack a like picture of the upper middle class whose expenditures 
are more than any other factor the cause of the present situation 
and the obstacle to its improvement. I shall present not the usual 
budget of the workers which visualizes the minimum of necessities 
needed by working families, but a budget of those whose expendi- 
tures represent the lower limit of good living. These' "good livers" 
represent the tendencies of the prosperous and the pressiure to spend 
forced on them by the social life they enjoy. In the cost of an 
automobile I have included depreciation chaises. A $1,200 
automobile run by the owner will cost him 1300 a year on this basis. 
The rule for wise insurance is that the income to be derived from it 
should equal half the family income. 

Tbb Munrnxru of CtOod Living 

Annual Budget 

Rent 1800 Summer expenses * 300 

Automobfle 300 Amusement 200 

Service 300 Generosity 200 

doihing 300 Taxes 100 

Food 600 Extras 200 



Household expenses 100 

Insurance 600 Total $4,000 

The defect in this budget is not from the personal but from the 
social viewpoint. The comforts of life are provided for but there is 
po pressure to encourage thrift. Such a standard is therefore in* 
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complete and undemocratie. It is incomplete in that the thrift 
instinct must be aroused to make a normal man. A thriftless man 
is as liable to degeneration as is a man who does not work. Such 
families, however pleasant and wholesome, sink in intelligence and 
vital power. They are also xmdemocratic because if they do not 
save there must be a capitalistic class to perform this function, and 
back of them, a predatory class to amass the fortunes which the 
capitalist class inherit. Only when energy and thrift are combined 
and simultaneously evoked, will a democratic family appear which 
is thus independent and self-determining. To bring this about a 
thrift item must be added to their budget and thrift motives evoked 
by a sufficing rate of interest. 

The working epoch of each man should be followed by a period 
of leisure in old age. During the working period he saves, in old 
age he spends. What sum of annual saving will give a thirty-year 
period of work and saving coupled with a period of twenty years' 
leisiue in old age? If the sum of this saving sufficed to keep up the 
capital of the country there would then be a replacing capital 
instead of the permanent fund now sought. There could then be 
fresh capital saved each generation to replace the spending of their 
predecessors of the past generation. Capital in one sense would be 
permanent for enough would always be at hand, but it would be 
temporary in the sense that the capital of each generation would go 
as they go. To bring this about would demand an annual saving 
of S400 a year if the rate of interest remained at 4 per cent while an 
annual saving of $200 a year would sufficQ if the rate of interest was 
8 per cent. It is plain that $400 a year of saving would exceed 
present possibilities while a saving of $200 a year is practicable. If 
the actual return on capital is now 8 per cent there is no external 
obstacle to an unified democratic society. It is the thrift-pressure 
which we need and this cannot be evoked while the rate ot interest 
remains at 4 per cent. 

Such a picture the reader may regard as picturesque if he wiU. 
It is not this which I have primarily in mind but to show the dilemma 
in which the nation is at the present time. We have had in the past 
a society more or less predatory in its nature. The gains of the few 
were at the expense of the many and out of these gains came the 
capital of the nation. The ''good liver" is an adjunct and com- 
pleted product of this epoch. But against this regime the peo|de 
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have of late revolted and pressure has been put in ways which have 
reduced profits. However, capital came from these high profits and 
with their reduction comes a failure to supply the capital needed for 
industrial enterprise. This restrictive economy is thus bound to 
fail. The check to the increase of capital must be obviated either 
by a return to the epoch of high individual profit or by pushing on 
to a more democratic society in which the people do their own sav- 
ing. Such a choice the American people face and to which they will 
turn I cannot say. But I can say that a policy of restriction will not 
work. I can also say that a more fully democratic society is a prac- 
tical expedient if the mental attitude of the people is altered to meet 
the new situation. The struggle of coming years is thus not a 
struggle with nature but a struggle of conflicting motives. Om* 
democratic ideals may become real forces, or a keen desire for good 
living may keep active the forces on which our social class distinc- 
tions depend. 
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I 

POSSESSION AND CX)NTROL OF RAIL AND WATER TRANSFORTA- 

TION SYSTEMS 



Bt the President of the United States of America 

A Proclamation 



"V TK THEREAS the Congress of the United States, in the exercise of the con- 
^^ stitutional authority vested in them, by joint resolution of the Senate 
and House of Representatives, bearing date April 6, 1917, resolved: 

That the state of war between the United States and the Impoial Ger- 
man Government which has thus been thrust upon the United States is hereby 
formally declared; and that the President be, and he is hereby, authorised 
and directed to employ the entire naval and military forces of the United 
States and the resources of the Government to cany on war against the Im- 
perial German Government; and to bring the conflict to a successful termina- 
tion, all of the resources of the coimtry are hereby pledged by the Congress 
of the United States. 

And by joint resolution bearing date of December 7, 1917, resolved: 

That a state of war is hereby declared to exist between the United State; 
of America and the Imperial and Royal Austro-Hungarian Governments 
and that the President be. and he is hereby, authorized and directed to em- 
ploy the entire naval ana military forces of the United States and the re- 
sources of the Government to carry on war against the Imperial and Royid 
Austro-Hungarian Government; and to bring the conflict to a sucoossful 
termination, all the resources of the country are hereby pledged by the Con- 
gress of the United States. 

And whereas it is provided by section 1 of the Act approved August 29, 1916, 
entitled "An Act making appropriations for the support of the Army for the fiscal 
year ending June 30, 1917, and for other purposes, " as follows: 

The President, in time of war, is empowered, through the Secretary of 
War, to take possession and assume control of any system or systems of trans- 
portation, or any part thereof, and to utilize the same, to the exclusion as far 
as may be necessary of all other traffic thereon, for the transfer or transporta- 
tion of troops, war material and equipment^ or for such other purposes con* 
nected with the emergency as may be needful or desirable. 

272 
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And whereas it has now become necessary in the national defense to take 
sion and assume control of certain ss^stems of transportation and to utilise the 
same, to the exclusion as far as may be necessary of other than war traffic thereon, 
for the transportation^ of troops, war material and equipment therefor, and for 
other needful and desirable purposes connected with the prosecution of the war; 

Now, Thsreforb, I, WooDROW WiusoN, President of the United States, 
under and by virtue of the powers vested in me by the foregoing resolutions and 
statute, and by virtue of all other powers thereto me enabling, do hereby, through 
Newton D. Baker, Secretary of War, take possession and assume control at 12 
o'clock noon on the twenty-eighth day of December, 1917, of each and every 
system of transportation and the appurtenances thereof located wholly or in part, 
within the boundaries of the continental United States and consisting of raihroads, 
and owned or controlled systems of coastwise and inland transportation, engaged 
in general transportation, whether operated by steam or by electric power, includ- 
ing^ also terminals, terminal companies and terminal asBociations, sleeping and 
parlor cars, private cars and private car lines, levators, warehouses, telegraph 
and telephone lines and all other equipment and appurtenances commonly used 
upon or operated as a part of such rail or combined rafl and water systems of 
transportatbn; — ^to the end that such systems of transportation be utilised for the 
transfer and transportation of troops, war material and equipment, to the exclu- 
sion so far as may be necessary of all other traffic thereon; and that so far as such 
exclusive use be not necessary or desirable, such systems of transportation be 
operated and utilized in the performance of such other services as the national 
interest may require and of the usual and ordinary business and duties of common 
oaniers. 

It is hereby directed that the possession, control, operation and utilization of 
such transportation systems hereby by me undertaken shall be exercised by and 
through William G. McAdoo, who is hereby appointed and designated Director 
General of Railroads. Said Director may perform the duties imposed upon him, 
80 long and to such extent as he shall determine, through the Boards of Directors, 
Receivers, officers and employees of said ssrstems of transportation. Until and 
except so far as said Director shall from time to time by general or special orders 
otherwise provide, the Boards of Directors, Receivers, officers and employees of 
the various transportation systems shaU continue the operation thereof in the 
usual and ordinary course of the business of common carriers, in the names of their 
respective companies. 

Until and except so far as said Director shall from time to time otherwise by 
general or special orders determioe, such systems of transporation shall remain 
subject to all existing statutes and orders of the Interstate Commerce Commission, 
and to all statutes and orders of regulating commissions of the various states in 
which said systems or any part thereof may be situated. But any orders, general 
or special, hereafter made by said Director, shall have paramount authority and 
be obeyed as such. 

Nothing herein shall be construed as now affecting the possession, operation 
and control of street electric passenger railwa3rs, including railwa3rs commonly 
called interurbans, whether such'railwa3rs be or be not owned or oontroUed by 
such railroad companies or systems. By subsequent order and proclamation, if 
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and when it ehall be found necessary or deBurable, poasesBiony oontrol or operation 
may be taken of all or any part of suoh street railway systems, including subways 
and tunnels; and by subsequent order and proclamation posseasiony oontrol and 
operation in whole or in part may also be relinquished to the owners thereof of any 
part of the railroad systems or rail and water systems, possession and control of 
which are hereby assumed. 

The Director shall as soon as may be after having assumed such possessbn 
and oontrol enter upon negotiations with the several companies looking to agree- 
ments for just and reasonable compensation for the possession, use and control of 
their respective properties on the basb of an annual guaranteed compensation, 
above accruing depreciation and the maintenance of their properties, equivalent, 
fia nearly as may be, to the average of the net operating income thereof for the 
three year period ending June 30, 1917, — ^the results of such negotiations to be 
reported to me for such action as may be appropriate and lawf uL 

But nothing herein contained, expressed or implied, or hereafter done or 
sufiFered hereunder, shall be deemed in any way to impair the rights of the stock- 
holders, bondholders, creditorB and other persons having interests in said systems 
of transportation or in the profits thereof, to receive just and adequate compensa- 
tion for the use and control and operation of their property hereby assumed. 

Regular dividends hitherto declared, and matiuing interest upon bonds, 
debentures and other obligations, may be paid in due course; and such regular 
dividends and interest may continue to be paid until and unless the said Director 
shall from time to time otherwise by general or special orders determine; and, 
subject to the approval of the Director, the various carriers may agree upon and 
arrange for the renewal and extension of maturing obligations. 

Except with the prior written assent of said Director, no attachment by 
mesne process or on execution shall be levied on or against any of the property 
used by any of said transportation systems in the conduct of ihdff business as 
oonunon carrier; but suits may be brought by and against said carriers and judg- 
ments rendered as hitherto until and exc^t so far as said Director may, by general 
or Q>eoia] orders, otherwise determine. 

From and after twelve o'clock on said twenty-eighth day of December, 1917, 
all transportation systems included in this order and proclamation shaU con- 
clusively be deemed within the possession and control of said Director without 
further act or notice. But for the purpose of accounting said posse^on and con- 
trol shall date from twelve o'clock midnight on December 31, 1917. 

In Witness Whebxof, I have hereunto set my hand and caused the seal of 
the United States to be affixed. 

Done by the President, through Newton D. Baker, Beoretary of War, 
in the District of Columbia, this 26th day of December, in the year of 
(gBAL.] our Lord one thousand nine hundred and seventeen, and of the inde- 
pendence of the United States the one hundred and forty-second. 

WOODROW WIMON 
By the President: 

RoBEBT Lanbino, Nbwton D. Basbb, 

Secretary <if SUU4. Secrdary cf War. 

Pio. 1410.] 
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II 

THE PRESIDENT'S ADDRESS TO CONGRESS ON FEDERAL 
CONTROL OF RAILROADS, JANUARY 4, 1918 

QenUemen cf the Congress: 

I have asked the privilege of addressing you in order to report that on the 
28th of December last, during the recess of Congrees, acting through the Secre- 
tary of War and under the authority conferred upon me by the act oi Congress 
approved August 29, 1916, 1 took possession and assumed control of the railway 
lines of the country and the systems of water transportation under their control. 
This step seemed to be imperatively necessary in the interest of public welfare, 
in the presence of the great tasks of war with which we are now dealing. As our 
ejcperienoe develops difficulties and makes it dear what they are, I have deoned 
it my duty to remove those difficulties wherever I have the legal power to do so. 
To assume control of the vast railway qrstems of the country is, I realise, a very 
great responsibility, but to fail to do so in the eiisting circumstances would have 
been a much greater. I assumed the lesser responsibility rather than the weightier. 

I am sure that I am speaking the mind of all thougihtf ul Americans when I 
say that it is our duty as the representatives of the nation to do everything that 
is necessary to do to secure the complete mobilization of the whole resources of 
America by as rapid and effective a means as can be found. Transportation 
supplies all the arteries of mobilization. Unless it be under a singile and unified 
direction, the whole process of the nation's action b embarrassed. 

It was in the true spirit of America, and it was right, that we should first tiy 
to effect the necessary unification under the voluntary action of those who were 
in charge of the great railway properties; and we did try it. The directors of the 
railways responded to the need promptly and generously. The group of railway 
executives who were charged with Uie task of actual coordination and general 
direction performed their duties with patriotic zeal and marked flkbiUty, as was 
to have been expected, and did, I believe, everything that it was possiUe for them 
to do under the circumstances. K I have taken the task out of their hands, 
it has not been because of any derelietion or failure on their part, but only because 
there were some things which the government can do and private management 
cannot. We absJl continue to value most highly the advice and assistance of 
these gentlemen, and I am sure we shall not find them withholding it. 

It had become unmistakably plain that only under government administra- 
tion can the entire equipment of the several systems of transportation be fully 
and unreservedly thrown into a common service without injurious discrimini^ 
tion against particular properties. Only imder government administration can 
an absolutely unrestricted and unembarrassed common use be made of all tracks, 
terminals, terminal facilities and equipment of every kind. Only under that au- 
thority can new terminals be constructed and developed without regard to the 
requirements or limitations of particular roads. But under government admin- 
istration all these things will be possible, not instantly, but as fast as practical 
difficulties, which cannot be merely conjured away, give way before the new man- 
figement. 

The commop administration will be carried out with as little disturbance 
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of the present operating organizations and personnel of railwa3ns as possible. Noth- 
ing will be altered or disturbed which it is not necessary to disturb. We are serv- 
ing the public interest and safeguarding the public safety, but we are also regard- 
ful of the interest of those by whom these great properties are owned and glad to 
avafl ourselves of the experience and trained ability of those who have been 
managing them. 

It is necessary that the transportation of troops and of war materials, of food 
and of fuel, and of everything that is necessary for the full mobilisation of the 
energies and resources of the country, should be first considered, but it is deariy 
in the public interest also that the ordinary activities and the normal industrial 
and commercial life of the country should be interfered with and dislocated as 
little as possible, and the public may rest assured that the interest and conven- 
ience of the private shipper will be as carefully served and safeguarded as it is 
possible to serve and safeguard it in the present extraordinary circumstances. 

While the present authority of the executive suffices for all purpoees of ad- 
ministration, and while, of course, all private interests must for the present give 
way to the public necessity, it is, I am sure you will agree with me, right and neces- 
sary that the owners and creditors of the railways, the holders of their stocks and 
bonds, should receive from the gDvemment an unqualified guarantee that their 
properties will be maintained throughout the period of federal control in as good 
repair and as complete equipment as at present, and that the several roads will 
receive under federal management such compensation as is equitable and just 
alike to their owners and to the general public. I would su|g^t the average net 
railway operating income of the three years ending June 30, 1917. I earnestly 
recommend that these guarantees be given by appropriate legislation and given 
as promptly as circumstances permit. 

I need not point out the essential justice of such guarantees and their great 
influmoe and significance as elements in the present financial and industrial situa- 
tion of the country. Indeed, one of the strong arguments for assuming control 
of the railroads at this time is the financial argument. 

It is necessary that the values of railway securities should be justly and fairly 
protected, and that the large financial operations every year necessary in connec- 
tion with the maintenance, operation and development of the roads should, during 
the period of the war, be wi^y related to the fiiiancial operations of the govern- 
ment. Our first duty is, of course, to conserve the common interest and the com- 
mon safety and to make certain that nothing stands in the way of the sucoessful 
prosecution of the great war for liberty and justice, but it is an obligation of public 
conscience and of public honor that the private interests we disturb should be kept 
safe from unjust injury, and it is of the utmost consequence to the government 
itself that all great financial operations should be stabilized and co6rdinated with 
the financial operations of the government. 

No borrowing should run athwart the borrowings of the federal treasury, 
and no fundamental industrial values should anywhere be unnecessarily impaired. 
In the hands of many thousands of small investors in the ooimtry, as well as in 
national banks, in insurance companies, in savings banks, in trust companies, in 
financial agencies of every Und, railway securities, the sum total of which runs^up 
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to some ten or deven ihouBand milliooB, constitute a vital part of the structure 
of credit, and the unquestioned solidity of that structure must be maintained. 

The Secretary of War and I easfly agreed that, in view of the nmny complex 
interests which must be safeguarded and harmonised, as well as because of his ex- 
ceptional experience and abiUty in this new field of governmental action, the Hon. 
William G. McAdoo was the right man to assume direct administrative control 
of this new executive task. At our request, he consented to assume the authority 
and duties of organizer and director general of the new railway administration. 
He has assumed those duties and his work is in active progress. 

It is probably too much to expect that even under the unified railway admin- 
istration which will now be possible sufficient economies can be effected in the 
operation of the railways to make it possible to add to their equipment and extend 
their operative facilities as much as the present extraordinary demands upon their 
use will render desirable without resorting to the national treasury for the funds. 
If it is not possible, it will, of course, be necessary to resort to the Congress for 
grants of money for that purpose. 

The Secretary of the Treasury will advise with your committees with regard 
to this very practical aspect of the matter. For the present, I suggest only the 
guarantees I have indicated and such appropriations as are necessary at the out- 
set of this task. I take the liberty of expressing the hope that the Congress may 
grant these promptly and ungrudgingly. We are dealing with great matters and 
will, I am sure, deal with them greatly. 

Ill 

OFFICIAL ORDERS OF DIRECTOR GENERAL McADOO» 

Obdeb No. 1 

December 29, 1917. 

Pursuant to the order of the President of the United States, through the 
Secretary of War, the undersigned, as Director General of Railroads, has taken 
possession and assumed control of certain transportation systems described in the 
Proclamation of the President, of which Proclamation and Order officers, agents 
and employes of said transportation systems are to take immediate and careful 
notice. In addition to the provisions therein contained, it is, 

Until FvrtKer Order, DireeUd Thai: 

1. All officers, agents and employes of such transportation systems may con- 
tinue in the performance of their present regular duties, reporting to the same 
officers as heretofore and on the same terms of employment. 

2. Any officer, agent or employe desiring to retire from his employment shall 
give the usual and seasonable notice to the proper officer to the end that there 
may be no interruption or impairment of the transportation service required for 
the successful conduct of the war and the needs of general commerce. 

1 OiBdal orden tened by the Direetor General of IUilro«ds up to the time thia voluine went to 
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3. An transportation ByiABom eowemd by wtSd FhMdamatioii and Order shall 
be operated as a national system of transportatkm, the eommon and national 
needs being in all instances hdd paramount to any actual or supposed corporate 
advantage. All terminals, ports, looomotiyes, rollmg stock and other tniaqxxta- 
tion facilities are to be fully utilised to carry out this purpose without regard to 
ownership. 

4. Ilie designation of routes by shippers is to be disregarded when qpeed and 
efficiency of transportation service may thus be promoted. 

5. Traffic agreements between carriers most not be permitted to interfne 
with expeditious movements. 

6. Through routes which have not heretofore been established because of 
short hauling or other causes, are to be established and used whenever expedition 
and efficiency of traffic will thereby be promoted; and if difficulty is experienced 
in such through routing, notice thereof shall by carriers or shippera or both be 
given at once to the Director by wire. 

7. Existing schedules of rates and outstanding orders of the Interstate Com- 
merce Ck>mmission are to be observed, but any such sdiedules of rates or orders as 
may hereafter be found to conflict with the purposes of said Proclamation or with 
this order shall be brought immediately by wire to the attention of the Director. 

Gbnsbal Obi»b No. 2 

To the CkUf Executives of the Railroade: 

Pursuant to the authority vested in me by the President of the United States 
in his proclamation of December 26, 1917, wherein it was stated that for purposes 
of accoimting, possession and control of the railroads shall date from 12 o'clock 
midnight on December 31, 1917, you are notified that, tmtil otherwise directed, 
no changes in the present methods of accounting as prescribed by the Interstate 
Ck)mmerce Ck>mmis8ion will be required. The accounts of yoiu* respective com- 
panies shall be closed as of December 31, 1917, and opened as of January 1, 1918, 
in the same manner as they have heretofore been handled at the dose of one fiscal 
period and the beginning of another; and in the same manner that you should 
have handled your accounts had the government not taken possession and control 

• 

Obdbb No. 3 

All carriers by railroad, subject to the jurisdiction of the undersigned, are 
hereby ordered and directed forthwith to publish and file, and to continue in effect 
until further order, tariffs effective January 21, 1918, wherein demurrage rules, 
regulations and charges shall be changed so as to provide. 

A. (1) Forty-eight hours' (two days) free time for loading or unloading on 
all commodities. 

(2) Twenty-four hours' (one day) free time on cars held for any other 
purpose permitted by tariff. 

B. Demurrage charges per car per day or fraction of a day until car is re- 
leased, as follows: $3.00 for the first day, $4.00 for the second day, and for each 
succeeding additional day the charge to be increased $1.00 in excess of that for the 
preceding day imtil a maximum charge of $10.00 per car per day shall be reached 
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on the eighth day of detenticm beyond free time, the charge thereafter to be $10.00 
per car per day or fraction thereof. These charges will supersede all those named 
in existing tariffs applicable to domestic freight, and specifically contemplate the 
cancellation of all average agreement provisions of existing tariffs. 

No change is authorised hereby to be made in demurrage rules, regulations 
and charges applying on foreign export freight awaiting ships at export points. 

Upon my request, the Interstate Commerce Comnussion has issued Fifteenth 
Section Order No. 225' authorising the filing of tariffs to accord with this order to 
beeome effective January 21, 1918, on one day's notice. 

Carriers shall immediately file said tariffs with appropriate state commis- 
sions or other state authorities. 

Dated at Washington, this fifth day of January, 1918. 

t FIFTEENTH SECTION ORDER NO. 226 

At m fkm\(m U Uifntxat 2 of the ImBwrATa CoMumaam CoMMiBBioir, bald at its oiBoe in Waahing- 
too, D. C, on tba 6th day of Januaxy, A. D. 1918. 

EooAH E. Class, 

WiHTEBOP M. DAxma, Commiuionen, 

ROBXBT W. WOOLUIT, 

AppKoation under Section 16 of the Aot to Regulate Commeroe, aa amended August 0, 1017, 
for approral for filing of an ineeaaed rate, fare, oharge, or olaaaifieation. 

Defnurrag€ JSiiIm, RegtUaHcna and Chargm 
I'he Director General of Railroads having requeated the Commiaaion's approval for filing tarifb 
containing ebangea in demurrage rules, regulations and chargea in compliance with his ordar No. 3 
of January 6, 1018, effective January 21, 1018, so as to provide aa follows: 

** A. (1) Forty-eight hours' (two days) free time for loading or unloading on all commodities. 
(2) Twanty^onr hours' (one-day) free time on can held for any other purpoae per- 
mitted by tariff. 
B. Demonaga chaiosa per car per day or fraction of a day until oar ia releaacd, aa follows: 
$3.00 for the first day, S4.00 for the second day, and for each auooeeding additional day the 
oharge to be inoreaaed $1.00 in excess of that for the preceding day until a maximum charge of 
810.00 per car per day shall be reached on the eighth day of detention beyond free time, the 
charge thereafter to be SlOiX) per car per day or fraction thereof . Theae chargea will aiqsersede 
aO thoae named in eadating tacifla i^^pUeable to dcunaalie freight, and ftpeoificaUy contemplate 
the cancellation of all average agreement proviaiona of existing tariffs. 

No diange is authorised hereby to be made in demurrage rulea, regulations and charges 
applying on foreign export freight awaiting ahipa at export p<nnta." 

It i% ordered. That the rulea, regulationa and chargea herein above set forth be, and they are 
hereby, approved for filing, without formal hearing, which approval shall not affect any subsequent 
pvoeeeding relative thereto; 

Jt ia fyrther ordered. That said tariffs may be filed, effective January 21st, 1018, upon not leas 
than one (1) day'a notice to the Commission and to the general public in the manner prescribed in 
flection of the Act to Regulate Commerce; 

Atid a U further ordered. That the tariflb filed under authority of this order shall bear on title 
thereof the following no t a t io n ; 

Increased demurrage rules, regulations and charges in this tariff are filed on one day's 
notice under authority of the Interstate Commerce Comnrfasion'a Fifteenth Section Order No. 
226 of January 6, 1018, without formal hearing, which approval shall not affect any subaequent- 
proceeding relative thereto. 

By the Commission, Division 2: 

[bbal] Gbobgb B. MoGimtt, 

Secretary, 
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Gbnbbal Obdbb No. 4 

January 18, 1918. 

For purpoeeB of operation the railroads of the United States will be cJawified 
as Eastern Railroads^ Southern Railroads and Western Railroads, defined as 
follows: 

Eaalem BaUroada — ^The railroads in that portion of the United States north 
of the Ohio and Potomac riven and east of L«ke Michigan and the IndianarUlinois 
state lines; also those railroads in Illinois extending into that state from points 
east of the Indiana-Illinois state line; also the Chesapeake A Ohio, the Norfolk ft 
Western and the Virginian railways. 

Southern RaUroada — All railroads in that portion of the United States south 
of the Ohio and Potomac rivers and east of the MisBissippi River, except the 
Chesapeake ft Ohio, Norfolk ft Western and the Virginian railways; and also 
those railroads in Illinois and Indiana extending into those states from points 
south of the Ohio River. 

Western BaUroade — All railroads not included in the above definitions and, 
broadly speaking, all railroads in the territory west of Lake Michigan and of the 
Indiana-nUnois state line to the Ohio River and west of the Mississippi River 
from the Ohio River to the Gulf of Mexico, excepting those railroads in Illinois 
included in Eastern Territory, and those railroads in Illinois and Indiana included 
in Southern Territory, as above stated. 

Mr. A. H. Smith, President of the New York Central, is appointed Regional 
Director, with office at New York, in charge of the operation of Eastern Railroads. 

Mr. C. H. Markham, President of the Illinois Central, is appointed Regional 
Director, with office at Atlanta, in charge of the operation of Southern Railroads. 

Mr. R. H. Aishton, President of the Chicago ft North Western, is appointed 
Regional Director, with office at Chicago, in charge of the operation of Western 
Railroads. 

Orders issued by the gentlemen named in their capacity as Regional Direct- 
ors w£D be issued by authority of the Director General and will be reqieeted 
accordingly. 

Gbmsbal Obdbb No. 6 

Pursuant to the authority vested in me as Director General of Railroads by 
the President of the United States in his proclamation of December 26, 1917, I 
hereby create a Railroad Wage Commission and name as the members thereof, 
Franklin K. Lane, Secretary of the Interior; Charles C. McChord, member of the 
Interstate Commerce Commission; J. Harry Covington, Chief Justice of the 
Supreme Court of the District of Columbia and William R. Willcox of New York. 

It is Ordered and Directed that: 

The Commission shall make a general investigation of the compensation of 
persons in the railroad service, the relation of railroad wages to wages in other 
industries, the conditions respecting wages in different parts of the country, the 
special emergency respecting wages which exists at this time owing to war oondi- 
tions and the high cost of living, as well as the relation between different classes of 
railroad labor. 
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The CommiaBion shall begin its labors at onoe, and make report to the Di- 
rector General, giving its recommendations in general terms as to changes in 
existing compensations that should be made. 

Officers, agents and employes of the railroads are directed to furnish to the 
Railroad Wage Commission upon request all information it may require in the 
course of its inTostigations. 

General Obdbb No. 6* 

January 28, 1918. 
To Officers and Dvredan of Railroad Companiea: 

During the period of possession, operation, and government control of rail- 
roads, it is necessary that officers, directors, and agents of railroad companies be 
very careful in the handling of moneys and in the dealing with transportation 
matters. Without attempting at this time to give general directions, there are a 
few matters involving the expenditure of moneys for purposes having no direct 
relation to transportation, which should receive immediate attention; as well as 
the issuance of free transportation. 

It is therefore ordered that the carriers' operating revenues shall not be 
expended: 

1. For the payment of agents or other persons who are employed in any way 
to affect legislation. 

2. For the employment of attorneys who are not actually engaged in the 
performance of neoessaiy legal work for the company. 

3. For the payment of the expenses of persons or agencies constituting asso- 
ciations of carriers unless such association is approved in advance by the Director 
General. 

4. For any political purpose or to directly or indirectly influence the election 
of any person or an election affecting any public measure. 

iMuance of Free Passes 

No passes or free transportation shall be issued by any carrier under federal 
control or any official of such carrier unless the issuance of such free transporta- 
tion is expressly authorized by the Act of Congress entitled "An Act to Regulate 
Commerce, Approved February 4, 1887, and Amendments thereto"; and any 
such passes or free transportation heretofore issued not in conformity with said 
act must be recalled. 

This order applies to all carriers under federal control, whether interstate or 
intrastate. 

*NoTB — Since this volume went to press, Order No. 7 and Fifteenth Section 
Order No. 300, in re National and Car Demurrage Rules, Regulations and 
Charges have been issued. Copies of these orders may be secured from the 
office of the Director General of Railroads, Washington, D. C, upon appli- 
cation. 
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■ 

IV 

Railroad statistics 

These statistioB, not generally aooeariUe, are offered f(v two {mrpoBes: 

(1) Toaffonlabaskforanimderatandingofthetaflkcai^nmtingtlieDiieetor 
General. 

(2) To enable the reader to picture for himself something of the change in the 
railroad situation which has taken place during the war period. (Wherever pos- 
sible official figures are given for the fiscal years 1914-15-16; analysiB of operating 
income covers the period 1891-1917 indusive.) 

For a clear understanding of the tables, terms frequently appearing should 
be defined. As designated by the Interstate Ck>mmeroe Commission, CSasB I 
roads are those having annual operating revenues above $1,000,000; Oaas U roads 
are those having annual operating revenues from $100,000 to $1,000,000; and 
Class III roads are those having annual operating revenues below $100,000. Eadi 
reporting carrier is assigned to that district in which the major part of its opera- 
tions lies or with which it seems most closely allied in character, and no arbitraiy 
subdivisions or apportionments are made of the returns of any carrier. The three 
districts may be defined substantially as follows: The Eastern District comprises 
that portion of the United States botmded on the west by the northern and west- 
ern shore of Lake Michigan to Chicago, thence by a line to Peoria, thence to East 
St. Louis, thence down the Mississippi River to the mouth of the Ohio River, and 
on the south by the Ohio River from its mouth to Parkersburg, W. Va.; thence 
by a line to the southwestern comer of Maryland; thence by the Potomac River 
to its mouth. The Southern District comprises that portion of the United States 
bounded on the north by the Eastern District and on the west by the Mississippi 
River. The remainder of the United States, exclusive of Alaska and of island 
possessions, is included in the Western District.^ 

The statistical bibliography appended will make available further sources of 
information necessary for a complete picture of the railroads of the United States. 

of lUUwayt in the United States 1014, Intentate Commeree Coinmfarion, p. 10. 
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Tabu 1. Numbbb qw IUiiaoadb in thb Unitbd Statsb in 1914 GLAaamBD 

AocoBDma to Obqanuation fob Opbbation^ 



dtm 


Number 


Opermting roftda: 

Iiidiq>0Dd6iit 


• 

818 


fliihddiuy 
Find nnt. 







1 


OtlifT r«il«tioB 


287 






Prirwte 


185 


• 

Total opcntiBi TCNidb. 


1.207 


Nooropentiiis roadt: 
SnlMidiuy 
VIxod rrat 


• 

« 323 


Continfeiit T«Bt r .. r ....... . 


107 


Othflr relttlioD 


273 






Piivkto 


21 


'*LiiM owMd" not in operation 
Indiipradflnt t .« . 


04 


giJMdiaiT 


4 




10 


Votal WfTin-TntiiwIiwg ronda 


808 


Total nnnbw ol madi 


2,106 







•Lateat ofBdal fisiuea ayailable. Btatiatica of Railwaya in the U. S. 1014, 1. C. C p. 16. Doea 
not indude roada ouaalfied aa awitohing and terminal. 
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Tabijb 2. MiuDB (MP Railwat Tbackb on Junb 30, 1914^ 

BT RSPOBIB OF OFnunoNB^ 



OOffHOd 


8Wi 
(or feat) 

tea* . 


SeeoBd 
tnok 


Tnird 
tiaek 


fburth 
•ta. 


Taid 
tiaek 
and 


TVilal 

opsaled 
(aOtnMla) 


CiMilRMWiK 

XMtamDteifll 

flouUMni Dirtriok 

WertsnOiiteiet 


MUm 

\S8jmM 

42,066.86 

•U8»2n.20 


MUtt 

tl6,161.10 

8,142.00 

• 8,074.06 


MOm 

2,414.82 

48.70 

281.04 


MUtt 

1,770.04 
1S7.06 
148.71 


MUtt 

i88»481.87 

14348.81 

'40J888.10 


«u7^m.r 

80^846.74 
•174318.89 


Totel 


•226.809.20 


M 27,870.04 


2,000.46 


2,070.88 


° 08,804.17 


»888388.7D 






ClaallRMwiK 

EMtanDiilriet 

Southern Dbtriet 


4,481.68 

4,m.l2 

11,266.68 


208.10 

8.08 

19.87 


8.67 


.82 


1,888.41 

648.10 

1,067.68 


6,068.87 
6J88.M 


WMtsnDHlriei !. 






18J48.14 










Total 


20JB6.80 


226.06 


6.67 


.62 


8,080.00 


1L688.78 






ClMlIIlOMiK 

EMtorn Diilriet 


1,863.81 
2,908.01 
4,808.70 


.48 

8.40 

.66 


• 




264.66 

234.81 
462.04 


2,117.86 


Sontkera Dalriet 






8.141.82 


Wegtm Dfatriet 






4346.80 










Total 


0,140.61 


4.64 






051.81 


10,106.86 











All operatinc roadK 
Eastern Dktriei . 
Sootbem Dbtrkt. 
Wcatem Dietriet. 



United SUtei. 1914 . 



164,041.08 

40370.89 

• 141,935.68 



•6303.77 


2.420.80 


1,770.68 


8,149.41 


48.70 


157.06 


•8,096.48 


231.94 


143.71 



•40360.84 

15,729.02 

'42.496.71 



•186366.19 

68,740.80 

•102303.52 



•256347.10 



M 27,608.66 



2,696.03 



2,071.45 u 96386.07 tt887308.81 



• Do«a not include mileace of awitehinc and 
terminal companiea 

• Indudee 1,209.10 milea lyin|E in Canada. 

• Indudea 480.24 milea lying m Canadn. 

• Indudea 495.45 milea lying in Canada. 

• Inoludea 2,184.79 milea brmg in Canada. 

• Indudee, 731.63 milea lying in Canada 
and 61.67 milea lying in Mezioo. 

• Indudea 7.12 miles lying in Canada. 
'Indudea 106.80 milea lying in Canada 

and 11.22 milea lying in Mezioo. 



•Indudea 846.64 milea lying in Canada 
and 02.80 milea lying in Afeaoo. 

• Indudea 1.040.63 milea lying in Canada, 
and 61.67 milea lying in Mezioo. 

>• Indudea 487.86 milea lying in Canada. 

u Indudea 602.84 milea lyug in Canada 
and 1 1 .22 milea lying in Mezioo. 

B Indudea 8,030.33 milea lying in Canada 
and 62.88 milea lying in Mezioo. 

Twenty'eeventh Annual Report on the 
Statlatica of Railways in the United Stotes 
for the year ended June 30, 1014, p. 18. 
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Tabijb 2, (eonHnued) Mhju of Railway Tracks on Juiob 30, 1916, Coysbbd 

BT Rbpobtb of Opbrationb* 



Clan of Mirian and ter- 




Seeottd 


Tnird 


Another 


Yard 


Total an 


ritory ooTvnd 


Boad 


nun 


nain 


main 


tnckand 


tiaeb 






tnek 


track 


tiaeka 


iidinp 




Clan I eanrien: 


MUrn 


MUm 


MiUt 


MUm 


MilM 


MOn 


Eaakom Diftriet 


1^58,911.63! 
'42,186.411 


16.442.92 


2,405.17 


1.769.56 


88,966.54 


1 118,496.81 


SoDthern Difltriet 


3.446.68 


42.76 


244.81 


15.103.58 


61.021.24 


WntemDirtriet 


> 127,890.99. 


J 8364.68 

• 


261.42 


267.86 


41,034.66 


•177309.61 


Total 


•228.980.03 


28«444.28 


2.709.35 


2382.22 


96.094.78 


• 857319.66 






Clan n eairiera: 














EMtem Difltriet 


« 4.420.01 


170.72 


4.95 




1.296.24 


« 5301.03 


Sovthan Dirtriet 


4343.69 


4.84 






714.63 


5362.56 


Wnten District 


10.361.93 


20.54 




20.84 


1390.37 


12393.68 








Total 


« 19.625.53 


105.60 


4.06 


20.84 


3.901.24 


« 28,748.16 






Clan in earrien: 














EMtcmDMtriet 


1.778.06 


.73 






274.27 


2,063^06 




2.864.38 
4.812.37 


3.40 
.66 






208.M 
431.33 


8,070.27 


Wcfltcrn Difltnct 






4.744.36 










Total 


8.964.76 


4.79 






914.14 


9378.69 










Cbnn I, n, and m earrien: 














Eaatera Dktriet 


» 65.109.70 


16.614.37 


2.410.12 


1,769.55 


40.537.05 


•126,440.79 


SoQtheni Difltriet 


493M.33 


8.454.42 


42.76 


214.81 


16.026.75 


69,663.07 


Weitera Difltriet 


U42.565.29 


8375.88 


261.42 


288.70 


43346.36 


> 195,087.66 


United Stotes. 1916 . . . 


• 257.569.32 


28.644.67 


2.714.30 


2.303.06 


99310.16 


• 391.141.51 


United SUtn, 1914... 


'256.517.10 


•27,608.66 


2.696.03 


2.071.45 


•98385.07 


>« 387,208.31 


United Statn. 1913 . . . 


u 253.470.20 


a2637S.70 


2388.68 


1,964.06 


u 05311 -41 


M 379306. 14 


United Statn, 1912 . . . 


u 249352.06 


24.951.65 


2311.76 


1,903.32 


92,019.13 


371337.02 


United Statn, 1911... 


1*246,238.03 


23.451.26 


2.414.16 


1,747.10 


88,973.95 


362.824.40 


Unhed8tatei.l910... 


>' 210.830. 75 


21.658.74 


2306.89 


1.488.78 


85381.03 


851,766.50 


United BUtn, 1909 .. . 


"235.402.09 


20,949.41 


2.169.55 


1,453.56 


82376.68 


842351.24 


United Statn. 1908... 


» 230.494.02 


20309.05 


2.061.16 


1.408.99 


79,452.64 


388,645.86 



* Doea not include mileage of awitching and 
terminal oompaniea (1.037.40 milea. main track, 
and 8.416.61 milea, yard track and aidinga. etc). 

1 Indudea 1,166.44 milea in Canada. 

• Indudea 766.80 milea in Cwnada and 51.67 
milea in Mexico. 

• Indudea 1,912.33 milea in Canada, and 
61.07 milea in Mexico. 

* Indudea 64.02 milea in Canada. 
•Indudea 1310.36 milea in Canada. 
•Indudea 1,967.25 mika in Canada, and 

51.67 milea in Mexico. 

' Indudea 1,040.63 milea in Canada, and 
61j07 milea in Mexico. 



• Indudea 487.36 milea in Canada. 

•Indudea 602.34 milea in Canada, 
11.22 milea in Mexico. 

M Indudea 3,030.33 milea in Canada, 
62.80 milea in Mexico. 

u Indudea 1,046.04 milea in Canada. 

tt Indudea 470.74 milea in Canada. 

u Indudea 619,03 milea in Canada. 

14 Indudea 2,935.81 milea in Canada. 

tf Indudea 1,870.86 milea in Canada. 

M Indudea 1,761.58 milea in Canada. 

n Indudea 1384.86 milea in Canada. 

It indudea 1.343.45 milea in Canada. 

M Indudea 1300.68 milea in Canada. 



and 
and 



2d6 



The Annals of the Amsrican Acadeitt 



Tablb 2f (eonHnued) Milbaob, 191G* 

On June 30, 1916, the roads oovered by this abstract represented 259,210.86 
miles of line operated, including 11,856.42 miles used under trackage ri^^its. The 
aggregate mileage of railway tracks of all kinds covered by operating returns for 
these roads was 394,944.26 miles, classified as follows: 



Item 


ClassI 
roads 


OassU 
roada 


OassTTI 
roads 


Total 


MUm of roftd 


231,263.08 

28,732.60* 

2,726.68 

1,060.00 

238.34 

07,108.06 


18.018.68 

105.84 

6.04 


0.033.20 
0.87 


260,210.86 


Miles of Moond main track 


28,035.21 


Miles of thiid nudntrsok 


2,730.62 


Miles of fourth nudn track 


• 


1,060.00 


Miles of aU other main tracks 






288.34 


Miles of yard track and sidincs 


8,710.76 


053.68 


101309.23 


Total, all tracks 


362,110.86 


22,831.81 


0,003.60 


304,944.26 







« SouMes— Figures for 1014, Statistics of Railways in the United States, 1014, by the Xnteistate 
Commerce Commission. Statement No. 4, p. 13; for 1016, text of the twenty-eightn annual report 
on the Statistics of Railways in the United States for year ended June 30, 1015, statement No. 4. 

Sage 13; for 1016, Abstract ot Statistics of Steam Railways in the United States for the year ended 
una 80, 1016 p. 2. 

The figures above given for total mileage (all tracks), as compared with the 
corresponding statement for the preceding year, show an increase of 3,802.75 
miles. Of this increase 1,641.64 miles were in single or first track, and 1,959.07 
miles in yard track and sidings. 
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Table 3. Raiuioad Qboupb and Stbtemb 



I. Vaitdbrbii^ Imtsrbsts 



Botton A Albany 

New York CentxBl 

Lake Shore A Miehisan Southern 

Midiigan Central 

New York, Chieaco ft St. Louiai 

Lake Erie ft Weetem 

Big Fonr 

Pitteburgh ft Lake Erie 

Chicago, Indiana ft Southern. . . , 

Toledo ft Ohio, Central 

Other affiliated eastern lines 

Western Maryland 

Chicago ft Northwestern* 

Total 



::} 



Mileage 
804 

6^208 

1,800 
667 
906 

2,361 
224 
3fl9 
446 
677 
661 
10.162 

23,676 



II. PbnnstijTanxa Raiuioad Iktkrbstb 

Pennsylvania System 11,821 

Norfolk ft Western 2,013 

Total 13,834 



Texas 



III. MoaaAK Imtbbsstb 

Erie Railroad , 

Pere Marquette* , 

Southern Railway System 

Cincinnati, New Orleans ft 

Pacific 

Mobile ft Ohio 

Atlantic Coast Line System . . 

Louisville ft Nashville 

Chicago Great Western 

Total 



2.643 
2.321 
8.648 

337 
1,122 
6,060 
6,880 
1,496 

29,407 



IV. FORMXBLT COIVTROLLBD BT QOTTLD 



Wabash System* 

Wheeling ft Lake Erie« . . . \ 

Missouri Pacific* \ 

St. Louis Iron Mountain ft Southern / 

St. Louis Southwestern* 

Texas ft Pacific 

International ft Great Northern* . . . , 

Denver ft Rio Grande 

Western Padfio* 



} 



2,616 
612 

7,294 

1318 
1,991 
1,160 

4,071 



Total 19,361 



V. FOBMXBLT CONTBOLLBn BT MOOBB 
iMTJBBSm 

Rook Islaod System* 8,330 

Delaware, Lackawanna ft Western* . . 1,000 
Lehigh Valley* 1,444 

Total 10,774 



VI. Habbiuan JxTmaMam 

Mileace 

Oregon Short line 2,120 

Oregon-Washington R. R. ft Nav. Co. 2,067 

Union Padfio System (remainder) . . . 8,616 

Southern Pacific System 10397 

minois Central System 6,423 

Central of Geoiila 1,924 

Baltimore ft Ohio Syetem* 4,600 

Delaware ft Hudson Systems^ 930 

San Pedro, Los Angeles ft Salt Lak«> 1,416 

Cincinnati, Hamilton ft Dayton*** . . . 1,016 

Chicago ft Alton* 1,050 

Total 36,666 

VII. Hill Imtbbxsts 

Northern Padfio 7,749 

Great Northern 7,870 

Chicago, Burlington ft Quincy By&- ' 

tern > 12,434 

Colorado ft Southern J 

Total 28,063 



VIII. FOBMBKLT COMIBOLLBn BT EbB-YOA- 

KuM Imtbbxstb 

Minneapolis ft St. Louis 1,646 

Toledo, St Louis ft Western* 461 

I^isoo System* 6,391 

Chesapeake ft Ohio 2,545 

Missouri, Kansas ft Texas System*. . 3,686 

Hocking VaUey 352 

New Orleans, Mobile ft Chicago* .... 403 



Total 16,324 



IX. NbW HaVBN INTBBB8T8 

New York, New Haven ft Hartford . . 

Boston ft Maine*** 

New York, Ontario ft Western 

Maine Central 

Central New England 

Rutland* 

Other lines 

Total 



2,046 
2,302 
668 
1,209 
304 
468 
208 

7,106 



X. ATCHiBOir, TopBXA ft Samta Fb 
SrsfTBic 11,546 

XI. CHICAaO, MiLWAUKBB ft ST. 

Paxil Ststkm 10,442 

XII. Sbaboabd Aib Ldtb Ststbh . . 3,262 

XIII. PmLADBLPBiA ft RbaDINO 

Srannf 2.427 

Grand total of above groups and 
systems 210,766 



1 SoM to independent syndicate in 1916. 

* Jointly with other interests. 

• Reodvership, Dec. 26, 1911; soU July 21, 1916. 
4 In hands ol^recdver. 

> Stock held by federal trustees pending reorganisaticm. 

Of the 253,788.64 miles of road in the United States in 1915, 210,766 miles 
were ft1<uMifiAH Into 13 groups according to ownership. In some of the systems 
tabulated, financial control is not unified, the affiliation amounting to little more 
than the existence of harmonious mutual relations. (Table compiled by Dr. 
G. O. Huebner, Asst. Professor of Transportation and Commerce, Univ. of Penn- 
sylvania; American Year Book 1916, page 541.) 
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Table 5, {conHnved) Equipment, 1916* 

It appean from the annual reports submitted to the Conmuasion by the 
roads covered by this abstract that there were 63,862 locomotives in their service 
on June 30, 1916, as shown by the following statement: 





Kind of looomotiTe 


CaHtl 

roads 


Oam II 

roads 


CaHtlll 
roads 


Total 


Stfiam X 


80.700 
287 


1,028 
14 


seo 

8 


68,578 


Other 


284 






Total 


61.057 


1.042 


868 


63,862 



The total number of cars of all daases in service was 2,478,159, assigned as 
follows: Passenger service, 64,664; freight service, 2,326,987; company service, 
96,508. These figure^ do not include so-called private cars of commercial firms 
or corporations. 

Of the cars in freight service, exclusive of caboose cars, 2,298,263 were classi- 
fied as follows: 



• 


Claas I roads 


Clam II roads 


Item 


Number 


Aggresate 
oapaoity 


Number 


Anresate 
capacity 


Box flart. 


1.014,210 

120,303 

82.123 

875,316 

0.462 

51.610 

83.180 


Totu 

36.582.648 

4.505,486 

2,652.574 

41,244,672 

880.002 

1,660,462 

3.731,160 


0.015 

12.788 

1.204 

22.004 

240 

130 

6,826 


Tofu 
276,252 


FlAt can 


386,306 


Stook oan 


36,752 


Coal oars 


008,558 


Tan^ oaia 


7,186 


RefriserBtor ears 


3,355 


Other freishi-train oars 


232,708 


X OUbl ••••••f • #•••■••• 


2,236,312 


00,766.004 


63.201 


1,041,172 


^ 


CaassIII roads 


Total 


Item 


Nomber 


AggngfiiB 
eaiMMity 


Number 


Aoregate 
eaiMMOtgr 


Box cars 


1.184 

3.548 

70 

1.418 

117 

6 

2,412 


Totu 

28,205 

00,405 

1,807 

56.057 

3,028 

150 

40.127 


1,024.418 

136.710 

83.487 

800,688 

0,828 

51.746 

02,427 


Ton» 
86,887,105 


Flat cars 


4.001,377 


Stock cars . 


2,000,633 


Coal oars. 


42,200.287 


Tfcn'r cars , 


301,176 


Refriserator cars 


1,672,067 


Other freighi^tram oars 


4,012,000 


Total 


8,750 


238.260 


2,208,263 


02,045,585 







* Abatraot of Stotistios of Steam Railways in the United States for the year ended June 30, 
1016, p. 3. 
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Tablb 6. PuBUC Sebvigb of Raxlboadb* 



Item 



Ymt ended June 90 



1014> 



19151 



1018> 



Nttxnber'of pfuaencetB canied 

Number of pmtwmgeni carried 1 raile. . . . 

Number of pmenger curied 1 mile per 
mile of roiid 

Number of tons of frei^^t carried in- 
dttding freight reoeired from oonziee- 
tioos 

Ton mileage or number of tons carried I 
mile 

Freight denaity, or number of tons car- 
ried 1 mile per mil^ of road 

Average receipts per passenger per mile, 
cents , 

Average receipts per ton per mile, oents. . 



1.058,138,718 
35;358,407,500 

144,278 



l,076.138.1fi6 

288,810,800,210 

1,176,923 



1.982 
0.783 



976,303,002 
32.384,247,563 

131,165 



1,802,018.177 

276,830,302,723 

1,121,059 

1.085 
0.732 



1,005,683,174 
34,213,606,127 

137,818 



2,225.943,388 

343,090,937,805 

1,380,340 

2.006 
0.716 



* These figures cover returns for dass I and II roads. 

1 Figures for 1014-15 from Abstract of Btatisties of Steam Railways in the United States for 
the year ended June 80, 1915. p. 6. 

> Abstract of Statistics ot Steam Railways in the United States for the year ended June 30, 
1916, p. 6. 
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Table 9. Summabt of the World's Railwatb ahd Ratio of Mhaagb to 
Abba and Population in Each Coxtntst, Togethbb with Stat»Owi«ed 

MiLBAGB IN 1913* 



Coaatriflt 



Miki«0iiilO13 



State 



Total 
nolwBTS 



Miles of 

fine per 

100 aq. 

milee 



Inhafaitanta 

per mile 

of line 



I. EoBOpa 



Auetiin-Hnnseiy Gnolnding Boenin end 
Henegovinn) 

Gnat Britain and Inland 

Fkanee 

Ruena In Europe Coding Finland 
3,829 mflce) 

Italy 

Belgium 



NethflriandB. 
Switwrland . 

Spain 

Portngtf . . . 



Norway 

Sweden. ••• • 

Serria 

Ronmania 

Greece 

Bulgaria 

Turkey in Europe 

Malta, Jersey. lale of Man. 



Total for Europe. 1013 



Total for Europe. 1912, 

1911. 
1910. 
1909. 
1906. 
1907. 
1906. 
190B. 
1904. 
1908. 
1902. 
1901. 
1900. 

Xlfvv . 

1898. 
1897. 
1896. 



«• 
»t 
•• 
•• 
«• 
«• 
•• 
«« 
•• 
«• 
«• 
•• 
•t 
•• 
•• 
«« 



«< 

•( 
•« 
I* 



t* 
t« 
«f 
«( 

la 



Inorease in 18 yean . 



86,538 

28,391 



5,807 

24,609 
9,070 
2.699 
123 
1,111 
1.608 



712 
1,216 
1,631 
2368 

688 
2.200 



1.197 



116.181 



111.745 
109,719 
107.727 



89,513 

28,648 
28385 
81,737 

88362 

10388 

5,465 



2.019 
3.015 
9,517 
1,849 
2.338 
1317 
8,984 

683 
2338 

998 

1.197 

1.236 

68 



214.668 



212,425 
210,574 
207.444 
204,864 
201.619 
109,345 
196,437 
192.507 
189,806 
186,685 
183.989 
180.817 
176,396 
172.953 
167.614 
163.560 
160.030 



54.638 



19.0 

10.9 
19.8 
15.8 

1.9 

9.8 

48.1 

82.5 

15.8 

18.8 

5.0 

5.2 

15.8 

1.6 

5.2 

3.4 

4.7 

4.0 

8.2 

1.9 

16.1 



5.6 



5.6 
5.6 
5.5 
5.5 
6.8 
5.3 
5.2 
5.1 
5.0 
5.0 
4.9 
4.8 
4.7 
4.6 
4.4 
4.8 
4.2 



=1 = 



1,' 



1,792 
1343 
1341 

8360 
8,162 
1366 

767 
8380 
1,177 
1,967 
2,932 
1,105 
1322 

609 
4,480 
2.032 
2.644 
3,584 
5,040 
5376 



2.042 



2,064 
2.083 
2.180 
1,928 
1,941 
1.887 
1,993 
2.084 
2.064 
2.084 
2,127 
2,174 
2320 
2320 



* This table is taken from Railway Statisties of the United States of Ameriea foe; the ymt 
ending June 30. 1916. by the Bureau of Railwwr News and Statisties. pp. 84. 35 and 36. The 
original source of these figurss is the Arohiv f6r ESsenbahnwesen. May-June. 1915. 
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Tabus 9, (conHnued), Wobld'b Railways and Ratio or Mhaaob to 

Population 



CmmtriM 



Mflfli«e in 1018 



State 
raUwayB 



Total 
raUwayt 



MOmoT 

Una per 

100 aq. 

inllee 



Inhabitants 

per mile 

of line 



II. Ambuca 

Canada 

United Btatee of America (induatve of 

Alaaka 668 miks) 

Newfoundland 

Mexico 

Central America 

Greater Antilles 

Tiewer Antillei 

Colombia 

Veneiuela 

British Oniana 

Dutch Guiana 

Ecuador 

Peru 

Bolivia 

Brasil 



Uruguay 

Chili 

Azsentine Republic. 



Total for America. . 



m. Asia 
Centnd Rusda in Asia, including Siberia 

and Manchuria 

China 

Japan (induding Coiea) 

British India 

Ceylon 



Asia Minor, Syxii^ Arabia, including 

Cyprus.. 
Portuguese 
Malay Archipelago 

Dutch Indies 

Siam 

Cochin China. .... 



Total for Asia. 



IV. AyniCA 

Eg3rpt 

Algiers and Tunis 

Belgian Congo 

South African Union, including Cape 
Colony, Natal, Central South Africa 
and Rhodesian Railways 



1,768 



12,824 
868 
140 



110 
68 



1.050 
6,712 



1,077 
3,482 



27,008 



6,788 



4.860 
20.262 



010 



1.633 
6^ 



43.038 



2.003 
1,700 



7,820 



20,238 

264,760 

76S 

16,806 

2,001 

3,308 

836 

620 

032 

104 

37 

660 

1,716 

1,400 

16,401 

231 

1,636 

3,040 

20,603 



863.466 



0,864 

6.100 

6,811 

34,672 

602 

83 

8.300 

61 

866 

1,760 

701 

2,202 



67,060 



3,687 

3,067 

862 



10,020 



0.8 

7.1 
1.8 
2.1 



0.13* 

0.16 

0.11 



0.64 

0.32 

d.32 

0.48 

0.16 

2.4 

1.8 

1.0 



0.14 

2.7 

1.8 

2.4 

0.006 

0.48 
3.6 

2.6 
0.8 
0.32 



1.0 

1.1 



266 

381 
300 
022 



7,331 
3,840 
2,820 



2,160 

2,781 

1,607 

1,613 

2,734 

637 

840 

288 



63,760 

0,487 

8,060 

6,720 

268,800 

6,760 

11,620 

840 

16,128 

13,440 



8.048 
1,608 
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Table 9, (canHnued). Wobld's Bailwatb and Batio of Milxagb to 

POPUIATION 





MleaceinlOlS 


llikaof 

fiaaper 

100 aq. 

nileB 


lahalatenti 

per mile 

of fine 


ConntriM 


State 
raJhnya 


Total 
xaflwaya 


COLOMni 
Qcrmaii 


2389 
1311. 


2389 
2.350 
1395 
96 
1307 






Faffli^ r . . . . 


....4....... 




FnuMh 






ItoHMi 








PortucueM 
















Total for Afrifla 


16381 


27,472 












V. AUSTKALIA 

New ZfflUwl 


2364 
3,689 
3,922 
2,076 
4,614 
606 
2,848 


2388 
8,664 
4,088 
2306 
4,807 
699 
8,422 
88 


2,7 

4.2 

1.8 

0.16 

0.64 

2.7 

0.82 

1.8 


854 


ViotorU 


347 


New South Wales 


891 


Soath Aoetnlia 


181 


QoeeDeland 


188 


Temuuiia 


266 


Wflst Auntnlia 


138 


Hawaii. etOr r ....... r 


1341 








Total for Australia 


20.350 


21.950 


0.64 


273 






RaOAPRTTLATIOIf 

I. Europe 


115,181 
27,998 
48,938 
15.481 
20359 


214,668 

353,466 

67.050 

27.472 

21.959 


5.6 


2.042 


II. America 




Til. Aeia 






IV. Africa 






V. Auitralia 


0.64 


278 






Total 


223,907 


684,615 
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STATISTICAL BIBUOGRAPHY 

• 

For a complete detailed atudy of the railroads of the United States the follow- 
ing list of statistical sources will be found valuable. This list indudes only the 
more important sources. 

■ 

I. Intbbstatb Commebcb Ck)MiassioN Publicationb 

A. StaHaUeal qf RaUtoays in the United StaUs, Published annually. This is 
the most comprehensive and detailed work available, presenting operating and 
financial statistics of railroads in this coimtry. It is compiled from the annual 
reports of each road to the Commission and^contains the following tables: (1) 
general balance sheet, income statement, profit and loss statement, operating 
revenues and expenses in detail, operating statistics, and an itemized statement 
of capital and investment other than road and equipment. These tables are 
given for each railroad. The roads are divided according to the classification 
adopted by the Commission defined (p. 000) in this volimie and tables arranged 
accordingly. (2) Preceding these tables is an analytical report by the Commis- 
sion's statisttdan toget]|fBr with condensed tabulations summarising the large 
tables. 

This report is usually two years late in being published, but this disadvantage 
is partiaUy offset by preliminary reports made as follows: 

1. Ah^ad of Statistics of Steam Railways in the UniUed States, A brief tabu- 
lar summary of the statistics of the more important groups of railroads. 

2. PreUndnary Ahstraet cf Statistics of Common Carriers containing an ab- 
stract of the individual reports of railroads to the Conmiission. 

3. Text of the Annual Report on the Statistics qf RaUtoays, containing most of 
the tables, and summaries as well as the statistician's analyses which will appear 
in the final volume. This is not complete. 

These statements appear in the above order anywhere from one to two years 
following the dose of the fiscal year. 

In addition, the Commission publishes as soon as possible after the dose of 
each month a statement of the total monthly earnings and expenses of railroads. 

II. Statb Rbporfb 

Most of the states having utilities or railroad commissions publish statistics 
covering the roads within their borders. , Some of these, of which New York is 
t3^ical, contain as complete and accurate information as to intrastate railroads 
as the Interstate Commerce Comnussion reports for interstate railroads. These 
can be obtained from the various state authorities. 

lU. Railboad Statistical Bubeaub 

Two bureaus maintained by the railroads publish at regular intervals 
statistics and other information concerning railroads'. 

1. The Bureau of Railway Economics, Washington, D. C, publishes a 
monthly statement of revenues and expenses of steam roads of Class I. In ad- 
dition they publish other bulletins at intervals. Among the recent ones are the 
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;: (a) Summary of RaiOway Beiurn» for (he juad year ending June 90, 
1916 (amikr report for 1915); (b) Campcaratiee BaOway SUxHeUee, United SUOee 
and Foreign Cmniries 191t, and 191S; (c) SuaUHce of BaUwaye 190Jhl9H, 
UnUed Staies. This bureaa eominleB its statistioB from the annual reports of the 
railroads to the Interstate Conuneroe Commission and endeavors to publish them 
as soon as possible after the dose of each stated period. 

2. Tlie Bureaa of Railway News and StatistiOB of Chicago pablisbes annually 
a pamphlet containing statistical tables covering American and foreign raihrayB, 
and also a number of The Railway Library ^riiich contiftinw sdections written by 
leading authorities in the field of transportation as wdl as statistical compilations. 

The publications of these two bureaus can be obtained upon request. 

lY. Railway AmniAL Rspobtb to BrocKsoumaB 

These are prqiared according to forms prescribed by the Interstate Com- 
merce ConmiisBbn. They contain the most detailed statistical analysis of the 
individual roads obtainable. 

V. Poor's Manual or Railboads and Moody's Manual or Railboads 

each of whidi contains an analytical summary of statytics for each road in the 
United States with comparisons with previous years. The statistics are taken 
from the railroad's annual reports. 

VI. Vasioub Bbokeragb Houbbs 

also compile and publish statistical reports dealing particulariy with the finandal 
aspeciB of the railroads. 



BOOK DEPARTMENT 

THE BUSINESS MAN'S LIBRARY 

BaNKINQ lN.7a0nCBNTB AMD FiNANCB 

DuMBABy Charles F. The Theory and History of Banking (3rd ed., rev. and en- 
larged by Oliver M. W. Sprague). F]p. yiii, 207. Price, $1.50. New York: 
G. P. Putnain's Sons, 1917. 

To this edition of Dunbar's work Professor Spiague has contributed three 
new chapters on Foreign Exchange, Central Banks and the Federal Reserve Bank- 
ing System. As the chapters on Combined Reserves and the Bank of Amsterdam 
have been omitted, over one-third of the volume is now the work of Professor 
Sprague. 

E. M. P. 

LouoH, William H. BusineM Finance, P]p. xiv, 031. Price, $3.00. New 
York: The Ronald Press Company, 1917. 

The author states his purpose in the preface: to write a book useful to organ- 
isers, directors, executive officers, bankers, bond d^ers, financial men, engineers, 
lawyers, accountants and other professional men. The book deals primarily with 
business conditions and financial practice in the United States and includes many 
references also to the experience and practice of other countries. The numerous 
concrete cases of financial operations are extremely valuable and much space is 
given to their exposition, but some of them seem to be superfluous. The impres- 
sion given is that the book has been written largely from data at hand used some- 
what diffusely without any special effort having been made to cover some of the 
subjects in their entirety. For example, his treatment of Subscription Privileges 
or "Rights" is in some respects inadequate. 

The book is on the whole a valuable and practical contribution to the subject, 
on which little has been written. The various topics are carefully arranged and 
the exposition has been made exceptionally dear and sufficiently elementary for 
those who are nnfmnili^tr with the subject of business finance in any of its aspects. 

T. C. B. 

Todd, John A. The Mechanism of Exchange. Pp. xiv, 256. Price, $2.25. 
New York: Oxford University Press, 1917. 

As a convenient and weU-aiianged treatise on money and banking. Professor 
Todd's volume is to be commended. Within a comparatively brief space he has 
presented a very eVccellent description of the most important facts and theories 
in the field, all of them studied, of course, from the Enghsh viewpoint. Refer- 
ences to other systems than the Rn gliah are few and merely incidental to the main 
account. The historical and theoretical aspects of the question are well covered, 
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some of the more important chapters being those on the quantity theory of money, 
bimetallism^ the English banking system and the theory of international trade. 
A statistical appendix furnishes some valuable data for reference purposes and 
several diagrams on prices and trade returns are also included. 

The author makes no contribution of importance to the theory of his subject. 
His defense of an ideal paper money without a metallic reserve is not convincing. 
His confidence that "the war has taught the governments of Europe what was 
well enough known as a matter of theory before, that the evils of paper money lie 
entirely in its abuse" (p. 85) suggests an optimism regarding war finance that 
others may not share. Even his belief in "the much higher standard of national 
honour and financial efficiency and rectitude which has been displayed by the 
governments of the belligerents'' (p. 104) does not quite satisfy those who may 
beUeve that even high-minded officials often are unable to control such pressing 
fiscal problems as those of the present. Chapter XIII, in which he teste the 
quantity theory and finds it wanting, is weakened by an inconsistency in the use 
of the word "money " which leads to an unfair criticism of the theory he is attack- 
ing and entirely invalidates his argiunent. 

E. M. Paitbbson. 
UhivenUy pf Penntylvania, 

FOBEIQN TbADB and COMICBBCIAL GbOORAPHT 

Babtholoiodw, J. G. The Advanced Atlas of Phymcal and PdUical Oeoffraphy. 
Pp. 107. Price, $3.76. New Yoric: Oxford University Press, 1917. 

The name Bartholomew attached to any cartographic production is sufficient 
to insure exactness of detail and excellence of workmanship. It is to be expected, 
therefore, that this new atlas must be heartily commended to all students of 
geography, but it needs to be inspected in order to get an adequate appreciation of 
some of the physical maps. 

As is customarily the case in preparing atlases for European use primarily, 
there are proportionately many more maps of the old world than of the new, thus 
six pages are given to Australia and only four to South America. A number of 
useful, new maps, not found in earlier atlases, have been included, increasing 
materially the general value of the book. 

W- 8. T. 

Haubbb, Hbkbi. Oermany'9 Commercial Chip on the World (trans, by Manfred 
Emanuel) . Pp. xv, 259. Price, $1 .65. New York : Charles Scribner's Sons, 
1917. 

This book is an explanation of Germany's business methods whidi, according 
to the author, resulted iif the world war. Her rapid industrial rise, which is 
briefly sketched, created the necessity for expansion in which the principal factors 
were the banks and credit, cartels and dumping, means of transport and the aid 
of the state. By these agencies and a systematic study of the markets she brought 
about the economic penetration of the world. But success was by no means 
entirely due to a highly-organized, well-directed, subsidised industrial and oomr 
merdal system. Germany's work-energy and extremd productivity, her spirit 
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• 
of asBodation, her imperial union of masters and men, of adenoe and industry, 
combined with a prooess of standardisation, resulted in an overproduction and 
laid the foundation for a complete economic conquest of the world. France and 
the allies are warned of the dangers confronting Uiem economically at the return 
of peace unless some of the methods of the enemy be employed and some of the 
dangers of those methods be avoided. One criticism, of logic rather than content, 
might be raised, namely, whether the assertion that Germany might by peaceful 
methods have subdued the world economically in the next twenty years, can be 
reconciled with the conclusion of her entire responsibility for the war, though an 
explanation is offered. It is, however, an instructive work, loaded with telling 
facts. 

• K. F. G. 

Indttbtbial Managkment 

Shbpabd, Gbobgb H. Ths AppiicatUm of Efficiency PrincipUa. Pp. x, 368 
Price, 13.00. New York: Engineering Magazine Company, 1917. 

FiGXBB, NichoiaAS T. Shop Exp&rue Analyna and Control. Pp. ix, 236. Price, 
$3.00. New York: Engineering Magazine Company, 1917. 

Mr. Shepard's book fills the gap between Taylor's Shop Management, Emer- 
son's Efficiency and The Tvfdve PrincipUa of Efficiency, on the one hand; and Paric- 
hurst's Appiied Methodi of Scientifie Management and Enoeppel's InetaUing Ef" 
fieiency Methode, on the other hand. Whfle Taylor's and Emerson's works outline 
philosophies and principles, Enoeppel's and Parkhurst's books present discussions 
of specific instances. Mr. Shepazd presents practical methods of applying the 
philosophies and principles to any given case. He regroups Emerson's twelve 
principles as follows: (a) all inclusive: higher common sense; (b) primary: ideals, 
personnel, organization; (c) secondary: adaptation of condition and work to each 
other, correct methods, instruction, fair deal, discipline, planning and despatching, 
records, standards, efficiency reward. 

The examples given to illustrate the adaptation of principles to conditions 
are drawn from a wide variety of industries. Mr. Shepard's book will prove a 
valuable aid to industrial managers in answering the question: ''How can I apply 
efficiency principles to my business?" 

Mr. Picker's work on shop expense is a far more comprehensive work in this 
field than has as yet been published. The fact that manufacturing expense is, in 
almost all industries, greater than the total direct labor should amply justify 
manufacturers in itemizing and allotting shop expense just as thoroughly as th^ 
analyze direct labor. Economies in diop expense are not more difficult, but 
frequently easier to bring about, after analysis, than economies in direct labor. 
The author p r e s en ts a thorough discussion of the subject of daasification and 
interpretation of general ledger accounts pertaining to production; also such 
matters of administration as rent and current variation ratios for adjusting current 
costs. Numerous examples are given of graphical cost statistics and reports. Mr. 
Picker's book will be a valuable addition to every cost accountant's library. 

Hugo Dombb. 
Ordnance Dept., U. 8, B^ 

Lowell, Maee. 
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Tranbfobtation 

Blaxb, Hxnbt W. and Jacebon, Walter. Bledrie Railway TroMporlation. 
Pp. m, 487. Price, $5.00. New York: McQraw-Hill Book Company, 1917. 

The authors of this volume have for years been dosely associated with the 
dectric railway industry. Mr. Blake is editor of the Electric RaUway Journal, 
and has served as a member of many important committees of the American 
Electric Railway Association. Mr. Jackson is a former associate editor of the 
Journal and its present business manager. 

No daim is made4hat the volume bringB to light a large amount of hitherto 
unpublished material. Most of the data contained in the book has appeared in 
transactions of various electric railway organisations. It is, however, the first 
attempt which has been made to bring within one cover a connected accoimt of 
the electric railway industry. In general, the volume deals with three main 
problems: traffic, fares, and the handling of employes. It is copiously illustrated 
with diagrams and charts, bringing out the various matters discussed, and will be 
of great value to all young men about to enter the electric railway field, or indeed 
to anyone desiring a knowledge of this important indiistiy. 

The style is simple and the text is illustrated by hundreds of examples taken 
from current practice. 

T.C. 

Dixon, Frank Haigh and Parmsleb, Jxtuus H. War Admmutration of the RaU- 
ways in the Uniied States and Great Britain. Pp. x, 155. Price, 000. New 
York: Oxford University Press, 1918. 

This monograph is one of a series of preliminary economic studies of the war 
edited by David Kinley, Professor of Political Economy, University of Illinois, 
and published by the Carnegie Endowment for International Peace. The co- 
authors. Professor Frank Haigh Dixon of Dartmouth College and Julius H. 
Parmelee, are Chief Statistician and Statistician, respectively, for the Bureau of 
Railway Economics maintained at Washington, D. C, by the railroads of the 
United States. 

The foreword states that the authors have attempted nothing beyond a 
simple narrative. The section dealing mth the United States covers the period 
of volimtary cooperation by the railroads of this coimtry to solve the transporta- 
tion problems caused by the war, or, to be more exact, from the fall of 1915 when 
the American Railway Association appointed the Special Committee on Coopera- 
tion with the Military Authorities, to the end of 1917 when recommendations were 
made to Congress for greater unification of management, the most important of 
which was the special report of the Interstate Commerce Commission of Decem- 
ber 6, 1917. The organization, itself, the problems encountered and the extent to 
which they were solved by that organisation comprise the major portion of the 
description. 

The history of the war administration of railways in Great Britain is simihurly 
presented. Although the author's purpose was not to compare the handling of 
war transportation problems in the two coimtries, they have given the reader a 
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basis for oontrasting the methods of both countries and some of the results ao- 
oompltthed. 

There are several appendices of interest. Conoeming this country, there is 
given the personnel of the railway war organization and the proclamation of 
President Wilson taking possession of the railways. Concerning Great Britain 
there is given the text of the Regulation of Forces Adf 1871 (under which Great 
Britain took over her railroads), the text of the law granj^ing special powers to the 
Board of Trade and the orders which that body, issued. 

This study is particularly timely, although it could have been made more 
valuable by source references, especiidly to some of the statistics used. 

W. E. Wabrington. 
Univernty of Pentuylvania, 

Hebbick, C. a. History of Commerce and Industry. Pp. xxv, 562. Price, $1.60. 
New York: The Macmillan Company, 1917. 

Professor Herrick gives a survey of the development of commerce and indus- 
try from the earliest historical times to the present. He preserves admirable pro- 
portions in the division of space, and writes in a dear and readable style, in his 
discussion of the commercial development of the English colonies in America the 
author falls into the all too common error of misstating the terms and purposes of 
the English Acts of Trade, and he fails to note the sharp distinction between the 
English colonial policy as developed before 1763 and the policy pursued after that 
year. 

T. W. V. M. 

HiTNOBRFOBD, Edward. The Railroad Problem, Pp. 266. Price, $1.50. Chi- 
cago: A. C. McQurg and Company, 1917. 

A series of articles in popular style on the "sick man of American Business.'' 
Mr. Hungerford analyzes the present difficulties of the railroads and points "the 
way out" through a better government policy, increased efficiency, arbitration of 
labor disputes, and the utilization of other means of transportation. 

T. W. V. M. 

Jackson, Duoald C. and MgGbath, David J. Street Railway Fares: Their 
Relation to Length of Haxd and Cost of Service. Pp. xiii, 169. Price, $2.50. 
New York: McGraw-Hill Book Company, Inc., 1917. 

The electric railway industry is unfortunate in having the little book Street 
Railway Fares by Messrs. Jackson and McGrath appear at this time. The original 
conclusions in the book are largely based upon a superficial study of a very small 
group of companies situated in the state of Massachusetts, where operating and 
traffic conditions are quite dissimilar to those prevailing in the larger part of the 
United States. Thus, for example, the conclusion is reached that, due to traffic 
losses, ''the companies received little or no increases in gross revenue in spite of a 
20 per cent increase in rates of fare" (page 55) where six-cent fares have been 
inaugurated. This conclusion is based upon an insufficient examination of the 
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statiBticB relating to nine oompaaieB in MiHwrifhaaetta, and ignores the generally 
very satisfactory financial results which have been secured throughout the oountiy 
where six-cent fares have been tried. 

A large part of the volume consists of a restatement without credit of material 
which appeared in Studies in ihe Cost of Urban TransportatUm Service by Mr. F. W. 
Doolittlei comprising the results of his investigations as Director of the Bureau of 
Fare Kesearch of the American Electric Railway Association. 

T.C. 

MaoGibbon, Duncan A BaUway Baiee and the Canadian Railway Commiseum, 
Pp. XV, 264. Price, $1.75. Boston: Houghton, MifOin Company, 1917. 

This book, whidi was awarded first rank in the competitive essay contest 
founded by Messrs. Hart, Schaffher and Marx, deals mainly with the regula- 
tion of rates by the Canadian Bailway Commission. The writer's main purpose 
was to "exhibit the guiding principles in the rate decisions" of the commission. 

As a background the book contains an account of the development of Cana- 
dian waterways, the policy of the Confederation Provinces, the construction and 
development of the Canadian transcontinental railroads, the results of the general 
transportation policy of Canada, and the r^ulative statutes, commissions and 
other forms of public control that have obtained in Canada. Since the author was 
primarily concerned with the woric of the present Canadian Commission his ac- 
count of existing freight rate structures and rate territories is brief. 

The greater part of the book, which is weU written and bears evidence of care> 
f ul study, deals with the rate theories developed by the commission in connection 
with the charge of excessive rates; those developed in connection with the diarge 
of unjust discrimination; and the relation between the oommissicm's rate theories 
and public policy such as the making of charges to develop or protect industries 
and traffic. Dr. MacGibbon concludes that "on the whole, while the Board has 
caused the reduction of excessive rates, and has eliminated certain abuses of dis- 
crimination, it has not used its power over rates and tariffs to influence the ordi- 
nary conmiercial development of the Dominion. It has essentially functioned as 
a convenient informal court of justice rather than as a regulative commission." 

G. G. H. 

MuNDT, Flotd W. (Ed.). The Earning Power of RaUroade, 1917. Pp. 478. 
Price, 12.60. New York: Jas. H. OUphant and Company, 1017. 

The 1917 issue of Mund/s Earning Power of Railroads adheres to the same 
outline or plan as the issue of the preceding year. It contains ten chapters con- 
taining definitions of railway accounting terms and outlines the principles that 
should be applied by investors. These explanatory chapters are followed by a 
series of tables containing statistics of the fiscal year 1916 in comparison with 
those of previous years for the principal railroads of the United States, Canada, 
Cuba and South America. The tables are supplemented by over 260 pages of 
notes concerning the capitalization, dividends, physical and financial condition 
and earnings of the railroads included in the statistical tables. 

a G. H. 



,m.^r 
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PuLBPOBD, Edwabd. CcmmefCB and the Bmpim 1914 ond After, Pp. x, 248. 
Prioei 78. 6d. Landon: P. S. King and Son, 1917. 

An exhaustive argument in favor of the continuation of the free-trade polioy 
of the British Empire, by a member of the Senate of the Commonwealth of Aus- 
tralia. 

Wbbb, Wavtbr LouNa. Railroad ConHruetum (6th ed. rev. and enlarged). 
I^. zv, 831. Prioe, $4.00. New York: John Wiley and Sons, Inc., 1917. 

This ezoellent han4book deals with all phases of railway construction from 
the standpoint of the practicing engineer. It not only presents in detail approved 
methods of modem construction practice, but indicates the economic justification 
for the methods. The former edition has been thoroughly revised and greatly 
improved by the addition of much new material. ^T. W. V. M. 

ECONOMICS 

Ely, Riohabd T.; Hbss, Ralph H.; Lbtth, Chablbb K.; Cabvbb, Thomas 
NizoK. Th8 PoundaHona of National Prosperity, Pp. xxiv, 378. Price, 
$2.00. New York: The Maomillan Company, 1917. 

As indicated in the sub-title, this volume is a coUection of ''studies in the 
conservation of permanent national resources.'' Each of the four authors deals 
with a separate topic: Professor Ely with conservation and economic theory, 
Professor Hess with conservation and economic evolution, Professor Leith with 
conservation of certain mineral resources and Professor Carver with conservation 
of human resources. 

, . Professor Ely sketches the growth of the theory of conservation, particularly 
in the writings of economists, and lays the foundations for the other three studies 
of^the volmne. Conservation is broadly defined and the problem dosely corre- 
lated with the distribution of wealth, from which it follows that "a wise conserva- 
tion policy means wise property relations." Professor Carver with his usual 
vigor presents views that are for the most part familiar to those who are acquainted 
with his writings, especially his Euays in Social Justice, One of the most inter- 
esting and valuable chapters is the one on idleness as a source of waste. Professor 
Leith discusses coal, iron ore and copper, laying stress on the extent to which 
oonservational measures already in operation in these three industries have been 
initiated by private enterprise for self-interest. He emphasizes the possibilities 
of further use of private control while at the same time urging strongly the im- 
portance of the sphere of public kideavor. 

It is in the section by Professor Hess that the general theory of conservation 
is most fully and satisfactorily developed, although he limits his discussion to 
the natural agents of production. There are four, periods of industrialization, 
i.e. those of exploitation, industrial development, industrial maturity and indus- 
trial regression. Each period has its characteristics and for each there is an 
appropriate conservation policy. In the earlier periods private proprietorship 
may not be incompatible with social interest but in the later ones there may be 
more divergence. Since there is a technical superiority of present over future 
goods, private proprietors must be spurred to saving by the offer of an interest 
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return as a reward for abstmeace. But this may be inadequate to meet the 
problem and consequently "it is the principle of compound interett rather than 
that of annual interest which must be applied to conservation finance." Much 
may accordingly be done for conservation through individual ownership, but 
there should be a gradual substitution of corporation management while "the 
formulation and execution of a oomprel;Lensive conservation policy is fundament- 
ally a government fimction." 

Such defects as the volim[ie possesses are due largely to the joint authorship. 
Considerable space is given to some natural resources and comparatively little 
to others, e.g., liunber and water power. A few duplications occur in the develop- 
ment of argument but they are insignificant. The book is a valuable one and is 
a gratifying evidence that modem economists are not guilty of the criticism 
of the older writers as stated by Professor Hess (p. 118) : "The rdle of labor and 
capital was relatively over-drawn and the industrial fxmctions of natural resources 
were neglected." 

E. M. PATTEBfiON. 

UnUfenity of Penruyloarda, 

HoxzB, RoBBBT F. Trade Unionum in the United States, P^. zxxvii, 426. 
Price, 12.50. New York: D. Appleton and Company, 1917. 

This book is the result of an effort to reproduce as faithfully as possible the 
notes and lectures on Trade Unionism used by Robert F. Hoxie diuing his last 
year of teaching in the University of Chicago, and to combine with them some of 
his papers previously published. The task has been skillfully done and the result 
is a remarkably logical and coherent presentation of a vital phenomenon in present 
industrial relations. The exceptional equipment of Professor Hoxie is stated by 
Professor Downey in an introductory chapter in these words : ' ' Trained originally 
in the straightest sect of cloister economics, he had the good fortune to escape its 
influence before his teachers had succeeded in dulling his appetite for reality. 
Falling next under the potent spell of Thorstein Veblen, he acquired the genetic 
standpoint, a wide acquaintance with cultural history, and an abiding interest 
in institutional development. After this varied apprenticeship he devoted him- 
self for the space of more than ten years to an intensive study of American trade 
unionism^" 

The most valuable chapters in the book are perhaps those on general Char- 
acter and Types, Present Union Groups, Industrial Workers of the World, Em- 
ployers' Associations and the ones on scientific management and the opposition 
to it on the part of organized labor. The characteristic note of the book is its 
presentation of the subject in terms of structure and function and the laying of 
stress on the latter. Structurally, some six main forms of labor organization are 
shown to exist, while the real differences, which are functional, are seen in such 
types as business unionism, uplift uniomsm, revolutionary unionism, and preda- 
tory unionism, with varieties in both revolutionary and predatory unionism. The 
book is a distinct contribution to the literatdre of labor problems and should be 
of value to both the student and the general reader. 

GsoBGB M . Janbs. 
UnivenUy of North Dakota, 
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SsAGBBy Henrt R. Principles cf Economics (2nd ed., rev.). Pp. xx, 062. Price, 
$2.25. New York: Henry Holt and Company, 1917. 

This revised edition is substantially the same as the 1913 Principles of Eco- 
nomics, and users of the older edition may feel a certain disappointment that 
more extended revision was not made. Twelve pages of new material have been 
added. These include the Underwood Tariff (pp. 397-8), a reference to Section 
19a of the Interstate Commerce Act (p. 448)| the Federal Trade Commission 
Act (pp. 473^), the Clayton Act (pp. 474 ff.), the Amended Federal Income Tax 
Law of 1916 (p. 625). 

C H. C 

Smabt, Wiluam. Economic Annols of the Nineteenth Century. Second volume. 
Pp. xxii, 584. Price, $6.50. New York: The MacmiUan Company, 1917. 

This volume covering the decade ending with 1830 was the final work of 
Professor Smart. It had been revised before Professor Smart's death and was 
presumably practically ready for the printer. Like other works by the author, 
it presents concisely and accurately material selected with scholarly judgment. 
Naturally the beginning and early progress of the free-trade movement in Eng- 
land receives much attention. The struggle between economic classes has so 
changed during the past hundred years that American economists have difficulty 
in giving as great importance as do English economists to the movement, which 
started in the third decade of the last century, for reduction of import duties on 
agricultural products. It is probable that economic histories of England for the 
first half of the nineteenth century written a century hence will give greater em- 
phasis to subjects other than free trade. However, finance, taxation, navigation 
laws, industries, Ireland, speculation, labor legislation, railway beginnings, etc., 
each receive careful attention, despite the special emphasis given to the campaign 
to repeal or amend the "com laws." No serious student of English economic 
history can neglect to study the two volumes of Economic Annals prepared by 
Professor Smart. It is to be regretted that he did not live to continue the work 
so ably begun. 

E. R. J* 

WooDBURT, R. A. Social Insurance: an Economic Analysis, Pp. x, 171. Price, 
$1.25. New York: Henry Holt and Company, 1917. 

This book performs a service that society desired about the tune the New 
York Court of Appeals declared our first compulsory workmen's compensation 
act unconstitutional. At that time we needed a careful economic analysis of 
costs and burdens to establish the right of workmen's compensation to be. Its 
principles were new in the United States and it was hailed as a dream of social 
reformers. This book plunges straightway into such questions as the burden of 
accident cost, the point at which the burden falls, and the way in which the 
biuden will affect capital and industry, wages, and the development of thrift; 
and finally the effect of workmen's compensation on the prevention of accidents. 
The disappointing thing is that it did not appear until 1917. 
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Que has the feeling on reading the book now that it has outlived its useful- 
ness before its appearance. For today the principles of workmen's compensation 
are scarcely open to question. Present problems deal wiU^ the perfection of 
laws — ^better adjustment of benefitSi better administration, scientific determina- 
tion of costs. The author's conclusion leads one to believe that it was written 
long before thirty odd workmen's compensation laws had been passed, before 
even the question of constitutionality had been settled with some degree of final- 
ity by the United States Supreme Court. Aside from the fact of its tardy appear- 
ance, it is a very careful and thorough analysis and will be of considerable value 
to the student of so<ual insurance. 

Bbugb D. MuDGsnr. 
UrdvenUy qf Waakinglon. 

POLITICAL SCIENCE 

CoRWiN, Edward S. The President's CorUrol of Foreign Relations, Pp. vi, 216. 
Price, $1.60. Princeton: Princeton University Press, 1917. 

In this work Professor Corwin has given an flluminating presentation of one 
of the vexed questions in American constitutional practice. Fortunately for 
the students of the subject, he has reprinted two historical discussions relating to 
the power of the Executive over the foreign relations of the United States, viz., 
the early discussion between Hamilton and Madison in 1793, and the senatorial 
controversy between Senators Bacon and Spooner (1906). 

The author has selected his material with great skiU and discrimination, and 
as a result the reader receives a clear picture of the growing power of the Executive 
over foreign relations. 

A particularly suggestive portion of the work is the chapter deahng with 
Executive agreements with foreign countries. The arrangements entered into 
by the President clearly demonstrate the far-reaching power which the Executive 
may exercise independently of the Senate. In a number of instances, notably 
the San Domingo protocol, the President proceeded in spite of the opposition of 
the Senate, entering into an arrangement which was not ratified until neaf ly two 
years after the original agreement had been effected. 

L. S. xv. 

« 

Fish, Carl Russell. American Diplomaq/. Pp. xi, 541. Price, $2.76. New 
York: Henry Holt and Company, 1915. 

Professor Fish has here presented in great, and sometimes needless, detail 
a history of the major part of the important political events in the foreign rela- 
tions, not of America, but of the United States from June 16, 1775 to sometime 
in February, 1915. The title adopted for the work is essentially and unforttmately 
misleading. The book has very little to say about American Diplomacy and the 
author shows no evidence of having drawn to any appreciable extent upon the 
vast and rich stores of original source material in this broad field of politics, law, 
and history well known to be accessible even in one single country, the United 
States. A brief prefatory note, presimiably written by the author, explains his 
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puipose to be to give "a comprehensive and balanced though brief review of the 
history of American Diplomacy" which '^will help to diffuse a knowledge of our 
diplomacy at a time when it is becoming iacreasingly important that public 
opinion idiould be internationally minded." The book makes no claim to be, 
and very clearly is not "a contribution to knowledge, but rather a condensation 
of ascertained condusions" drawn from some of the new and some of the old con- 
tributors to the knowledge of our foreign affairs. If the words "American Di- 
plomacy" in the preface dted were replaced by the phrase "chief elementaiy 
facts in the foreign relations of the United States" it would pass as a fairly accur- 
ate characterisation. The viewpoint, subject matter,, and method of treatment 
are neither political nor legal, but historical. The work though absurdly com- 
prehensive of minor details, such as relations with the North American Indians 
and "the West," manifests a serious lack of balance in the treatment of and 
emphasis {^ven to certain important topics, periods, and personalities, suggesting 
a lack of digestion or assimilation of much of the secondary material absorbed 
by the author. Among many well-selected chapter headings unfortunately 
appear such uniHuminating titles as: The West; Old Problems in New Hands; 
Routine, 1861-1877; Baiting the Lion, perhaps more appropriate to the novelist 
than to the historian. It is too bad that the great subject of arbitration, in which 
the United States has been one of the world leaders, has been tied up in a chapter 
on " Routine and Arbitration." It seems trivial in connection with serious faults 
in a history of important foreign relations or policies to mention such blunders 
as the confusion of the British island of Dominica with the Dominican Republic, 
or with the island of Santo Domingo or Haiti (pp. 327, 349, 363, etc.), or the ref- 
erence (p. 26) to the well-known trading name of Caron de Beaumarchais as if it 
were a real and not a fake "commerdal company," and then to misspell it as 
"Rodriguez Hortalie" instead of "Roderigue Hortalez." From this error, a 
simple stance into the ably-written precursor of his work, Foster's A CerUury of 
American Diplomacy^ might have saved the author. At any rate, Still6 (who 
appears in Dr. Fish's own footnote, p. 26) or Lom^nie, not to mention original 
letters of Beaumarchais in Steven's Facnmiliea, could have set the author right. 
One would get no idea, adequatdy or otherwise, from this book of the problems 
that beset America in the creation of her diplomacy owing to obstruction at home 
and abroad. The Commisdon to France, its actual compodtion, and agents, 
work, and squabbles, and relation to Congressional digues, which all but wrecked 
the success of Franklin's labors in France, are left largely to an unstimulated 
imagination, while a chapter of ten pages is given to non-essential colonial topics 
in the period 1493 to 1764. One gets no further with the origin and importance 
of the "open door'' policy than that it was once applied by John Hay. As a 
piece of literature the book is about as refreshing as The Sahara. But why par- 
tioularizel It is no easy matter to write a good history of our fordgn affairs, 
even of the dements of them, and we owe Professor Fish a debt for his industrious 
labor and the resulting compendium. 

The author, notwithstanciing errors too numerous to mention here and at 
times serious ones, has succeeded better than many of his predecessors. For 
what book is free from errors? To an extent he is a pioneer in his attempt to 



316 The Annals of the AiiERiCAN Academy 

produce a brief and comprehensive work* He has not failed in a moat important 
objective. The book will do much to make Americans take an interest in this 
very vital subject. It has great value in the hands of a well informed teacher. 
It can be used and is used with profit by professors and students in univenity 
classes with other literature to supplement and correct it. - The reviewer regards 
it as one of the best books ol its kind that exists. It has six interesting maps 
and a good index. 

Jas. C. Baij«agh. 
Univenity of Pennsylvania, 

Wallace, David D. The Government of England: Nalionalf Local, and Imperial 

Pp. xi, 384. Price, $2.00. New York: G. P. Putnam's Sons, 1917. 

It is the author's purpose ''to describe the "Rngliah government aS it is with- 
out distracting the reader with a long account of how it came to be what it is"; 
also to avoid "the common habit of first describing the government as it is sup- 
posed to be in theory and then follow this with an equally detailed account ex- 
plaining that it is not really this, but something very different." 

In certain quarters both of these purposes will be regarded as revolutionary. 
As to the first, however, what Professor Wallace really imdertakes is to use his- 
torical materials w^th greater brevity than his predecessors. Usually he is judi- 
cious in his brevity. Occasionally he seems to turn a comer somewhat too sharply 
as in the phrase (p. 23), "if the Ck>mmons persisted in demanding the passage of 
a law that the people wanted." His second purpose — ^that of avoiding detailed 
expositions regarding conflicts of theory and practice — ^is well maintained, al- 
though it also gives way occasionally as in his treatment of the "legally unlimited 
and potentially despotic power" of Parliament (p. 21). 

It is invidious, however, to single out these minor points in a work so well 
conceived and executed as a whole. Professor Wallace's description of the gov- 
ernment of England is lucid in style, well selected as to matter, and fertile in 
suggestive comparisons with American institutions. Of course many sweeping 
changes have taken place since the outbreak of the great war, chtmges which 
have not as yet run their course. Professor Wallace has not attempted to deal 
with such matters. Even so his presentation of the F.ngliah constitution, in 
addition to its other advantages, is so much more up-to-date than any other text 
book that it is likely to be widely preferred for use in American college daas 
rooms. 

Robert C. Bbooks. 
Swarthmore CoUege. 

SOCIOLOGY 

Chafin, F. Stuart. An Hiatarical Introdudum to Social Economy. Pp. 314. 
Price, 12.50. New York: The Century Company, 1917. 

Professor Chapin has sought to present in this volume the background of 
the picture of social evolution as it effects the problems of modem social life. 
He presents our social economy as the natural produce of a continuous evolution 
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which he traces through (1) the Greek and Roman periods, (2) the industrial 
developments of the Middle Ages, and (3) the industrial revolution of modem 
times. His descriptions of the earlier periods are valuable mainly in the light 
they throw upon social processes. Descriptions of the revolutionary changes in 
agriculture, industry and communication serve to reveal the causative effects 
of these changes in social life. The result of the work is to show the historic 
reasons for both the motive and the method of "transition from remedial to con* 
structive charity and preventive philanthropy." It is the type of book that 
strengthens confidence in the scientific formation of a rational and self-consobus 
social program. 

J. P. L. 

Dbtbdalb, G. V. The SmaU FamUy System (new and enlarged ed.). Pp. 1, 
196. Price, $1.60. New York: B. W. Huebsch, 1917. 

This is a reprint of the 1913 edition with tables corrected to date and the 
addition of two new chapters on Progress since 1913 and The War and The Birth- 
Rate Gommission. It is the best single volume in English devoted to the interest 
of Birth Gontrol. 

HuMFHBET, Seth K. Mankind: Racial Values and the Racial Prospect. Pp. 
xvi, 223. Price, $1.50. New York: Gharles Scribner's Sons, 1917. 

"Mankind is divided into races primarily according, to physical unlikeness; 
but dissimilarities of mental attributes and capacities are so closely associated 
with outward physical differences that they enter as important factors in dis- 
tinguishing races one from another. Whether or not the mental attributes which 
have set up the White as the dominant race of the world were also once lodged 
with the Yellow, the Black and other inferior races, and gradually became lost 
through outbreeding during their milleniums of separation from the parent 
stock, is a question as unanswerable as it is unimportant. The outstanding fact 
is that th^ are not possessed of these attributes today." From thi»— alleged 
scientific — starting point the author has no trouble in demonstrating that the 
Anglo-Saxons and the Germans are easily the ablest race stocks today and that 
in the future it is a question which will survive and dominate. Germany is 
blessed with a homogeneous population; America is handicapped by mongrel 
stock. Yet the United States, Ganada, Australia, South Africa cooperating will 
win out if they eliminate the unfit and stimulate the multiplication of the highest 
types. 

The author claims that less than one per cent of the people of any country 
really count, in so far ss ability goes. Yet in discussing the present war he 
«rgues: "It is safe to say that among the millions killed will be a million who are 
carrying superlatively effective inheritanceB--the dependence of the race's 
future." 

Mr. Humphrey is discussing most interesting and important topics. He 
appeals to prejudice rather than to fact, even though he seeks to outline a scien- 
tific basis, and his logic may be judged from the preceding paragraph. 

G.K 
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LswiB, BTTRDKTnB G. The Offender and Hie BeUxHon to Law and Socidy. Pp. 
382. Price, $2.00. New York: Harper and Brothers, 1017. 

A useful book from the hand of the Commissioner of Correction of New York 
City. It contains much valuable material rather loosely put together. The 
author is committed to the principle of specialization in the treatment of offenders, 
although, like most officials dealing with the practical application of criminal 
science, singularly prejudiced against the theory of pathology as a cause of 
criminal behavior. His chapter on classification is not dear, but the chapters 
on Probation, The Central Clearing House for Criminal Cases, and The Indeter- 
minate Sentence are worthy of careful consideration by those engaged in ooneo- 
tional work. The volume contains much useful material oonceming modem 
institutions of New York State for dealing with the problems of delinquency, 
including working plans and pictures. Part II, on the Prevention of Crime, 
contains much sound social philosophy and is espedaUy recommended to the 
clergy, educators, correction officials and the police. On the whole, the volume 
is a useful addition to the literature of criminology. P. A P. 

Maciver, R. M. Community f a Sociological Study, Pp. xv, 437. Price, $3.75. 
New York: The Macmillan Company, 1917. 

''Wherever living beings enter into, or maintain willed relations to one 

another, there society exists Social facts fall into two great classes 

(a) social relations proper, and (b) social institutions By a commu- 
nity, I mean any area of common life, village, or town, or district, or coxmtry, or 

even wider area An association is an organisation of social bongs 

(or a body of social beings as organised) for the pursuit of some common interest 

or interests The special sciences consider the special associational 

activities in themselves; sociology considers them as aspects within a common 
life." Add to these general statements the author's belief in the "unity that 
underlies all the forms of communal development" and his denial of the alleged 
contrast between the interests of the individual and society, and one will get a 
crude idea of his standpoint. 

An analysis of community, is made in Book II, while the primary laws of 
the development of community are studied in Book Xll. "Socialisation and 
individuaUsation develop pari passu. The unity of these two factors is revealed 
in every life as well as in the whole they constitute, for that unity is personality. 
The actual development of personality attained in and through community by its 
members is the measure of the importance they attach to personality both in themsdoes 
and in their feUovHnerk." , Space forbids further exposition of this interesting posi- 
tion. 

The author has made a real contribution to the literature of sociology. It 
has the great merit of being clear and logical. Dr. Maciver is fortunate both in 
the presentation of his own views and in his criticisms of various theories. The 
volume deserves careful consideration and may well be used as the basis of class 
discussions. 

Cabl Kbi^et. 
University of Pennsylvania, 
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YvsB-GuTOT, M. La Question de L'Alcool; AUigaiians et Rialitia. Pp. zi, 288. 
Price, 3 fr. 85. Paris: librairie Felix Alcan, 1017. 

FiBK, Ettgenb Lyman. Alcohol: lU RelaUon to Human Efficiency and LongwUy, 
Pp. XX, 216. Price, $1.00. New York: Funk and Wagnalls Company, 1917. 

In the presence of increased agitation over the liquor problem, which has 
arisen out of war conditions, it is encouraging to note an increasing tendency to 
treat the question scientifically and dispassionately — an attitude idl too lacking 
in former prohibition propaganda. 

It is against just this extravagant and biased propaganda that M. Yves- 
Guyot has hurled his book upon the alcohol question. 

His work^ which he intends as a scientific and dispassionate analysis of the 
liquor problem, turns out to be a virulent attack on the prohibitionista, an attack 
which ignores some of the most significant evidence against the use of alcohol, and 
which is guilty of the very bias and exaggeration which he condemns. Baaing 
his argument on the well-known experiments of Atwater and Benedict, he claims 
a high food value for alcohol. He then endeavors by statistical analyses to show 
that alcohol has none 9f the physiological and social evils ascribed to it, and that 
all attempts at regulation and prohibition have failed of their object. 

More careful in its tone is Dr. Fisk's work. Frankly convinced of the evil 
effects of even a moderate use of alcohol, he presents his reasons for this belief 
in a scientifically reasoned analysis. The author bases his argument upon the 
extensive experience of life insurance companies, and psychological and medical 
researches, which tend to show that the use of alcohol increases mortality and 
impairs bodily health. He has gone far toward gathering together the evidence 
that careful students of the liquor problem have long been seeking, viz., proof of 
the ill effects of moderate use of alcohol. By far the most important part of his 
book is his excellent summarization of recent psychological experiments carried on 
by the Nutrition Laboratory. Using only moderate doses of alcohol, these experi- 
ments have in the main confirmed the marked depressant toxic effect of alcohol 
established by Kraepelin's researches where large doses were used. There is 
also an effective answer to the claim that alcohol is a food. Dr. Fisk's book is 
undoubtedly the best presentation of our present knowledge as to the physio- 
logical and psychological effects of alcohol that has been published. 

Raymond T. Btb. 
University of Pennsylvania. 
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V 

I. Rbyisw of thb AcADEirr's AcnvmBS 

The current year has demonstrated more clearly than ever 
before the importance of the national and international service 
which the Academy is in a position to perform. As the war pro- 
ceeds, the necessity of keeping the public opinion of the coimtry in 
close touch with every change in the development of national and 
international affairs becomes more and more apparent. This 
great democracy of ours cannot hope to meet the stupendous prob- 
lems with which it is now confronted unless every agency, especially 
a national educational agency such as the Academy, devotes itself 
unremittingly to the enlightenment of public opinion. 

It was this thought that led the Academy to inaugurate this 
year a series of national conferences, each devoted to some one as- 
pect of the war upon which we have entered. The main purpose 
that the officers of the Academy had in view was to secure a nation- 
wide interchange of opinion with reference to the policy which the 
country must adopt in bringing the war to an early and successful 
conclusion. In this work we have had the earnest and enthusiastic 
cooperation of civic organizations, chambers of commerce and other 
voluntary associations throughout the country. The discussions 
were participated in by men who have made a life study of these 
problems and the proceedings of these conferences were widely 
reported throughout the country. The Academy is especially 
indebted to Dr. Clyde L. King who organized the conference on the 
"World's Food Supply" and to Dr. E. M. Patterson who made the 
arrangements for the conference on ''Financing the War." 

Diu'ing the past year, the publication activities of the Academy 
were pushed forward with unabated vigor. I hope that every mem- 
ber of the Academy realizes the magnitude of the problem which 
the Editorial Council is called upon to perform. To publish six 
special volumes annually, each devoted to some question that is in 
the foreground of public attention, is no small task. A group of 
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devoted men under the leadership of Dr. King have been giving 
their time and energy to the purpose for no compensation other 
than the satisfaction of performing a public service. It is no exag- 
geration to say that through these six volumes, which are placed 
in the hands of the members of the Academy, they are able to keep 
in close touch with the progress of national and international 
affairs. 

During the past year we have again had requests from a nimi- 
ber of our members to undertake the organization of local centers 
in different parts of the United States. Your Board has called 
attention to this question on several occasions and feels that it is 
only a question of time when the Academy will have to undertake 
such a plan. This will involve a far more elaborate organisation 
than we have at the present time and will add very greatly to the 
responsibilities of those directing the Academy's work. 

Your Board again desires to call attention to the pressing need 
of an Endowment Fund, which wUl enable the Academy to conduct 
investigations on a much larger scale than has heretofore been 
possible and will also enable us to secure the Academy building of 
which we stand in such great need. 

II. PUBUCATIONS 

During the year 1917 the Academy has published the following 
volumes: 

January — ^The Present Labor Situation 

March — Modern Insurance Problems 

May — Stabilizing Indlistrial Employment 

July — ^America's Relation to tKe World Conflict and to the 

Coming Peace 
September — Justice Through Simplified Legal Procedure 
November — The World's Food 

III. Meetings 

During the year 1917 the Academy has held the following 

meetings: 

January 27 — Railways and Railway Law as Affected by the 

Eight Hour Law 
April 20-21 (21st Annual Meeting) — America's Relation to 
the World Conflict and to the Coming Peace 
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September 14-1 &— The World's Food 
November 2-3 — ^Financing the War 

IV. Membebship 

The membership of the Academy on the Slst of December, 
1917, was 6,263, with a subscription list of 1,052. Of the 6,263 
members, 1,426 are residents of Philadelphia, 4,587 of the United 
States outside of Philadelphia, and 250 foreign. Of the 1,052 sub- 
scribers, 7 are from Philadelphia, 943 from the United States outside 
of Philadelphia and 102 foreign. Compared with the membership 
on the 31st of December, 1916, we find that in the Philadelphia 
membership there is a gain of 98; in the membership in the United 
States outside of Philadelphia 296, and in the foreign membership 
3, or a total of 397. This is a gain of 53 in membership over 
the year 1916. In the subscription list there is a gain of 3 in 
Philadelphia, 110 in the United States outside of Philadelphia 
and 15 in foreign or a total gain of 128. The total gain during the 
year 1917 in the combined membership and subscription lists is 525. 

During the year the Academy has lost through death 66 of its 
members, one of whom was a life member. 

Foreign 
T. Matsumoto 



Miss F. Brown 
Denis A. Hayes 
J. A. McKee 



Philaddphia 

Arthur J. Meredith 
Fred W. Simmons 
F. B. Wooley 



Outside 



Fred J. Allen 

John D. Archbold 

Hon. John H. Baker 

W. E. Barns 

Alfred D. Barnard 

H. C. Beck 

Lester M. Bloch 

Hon. Boucher de La Brudre 

Hon. Sam Cohn 

Chester A. Congdon 



Dr. Henry Ferguson 
James L. Glase 
Hon. G. W. Guthrie 

E. W. Hammer 
Henry 0. Harris 
N. W. Harris 

F. R. Hazard 

Dr. Henry D. Holton 
William B. Hurst 
Frank Jacobs 
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George L. Jewett Benjamin F. Pabodie 

Dr. Geo. Ben. Johnston Will H. Parry 

Bryan Lathrop Frederic H. Reed 

Hon. Preston Lea H. J. Schumacher 

Rabbi J. Leonard Levy Isaac N. Seligman 

Major E. C. Lewis Rt. Rev. F. S. Spalding 

Hon. David Mackeen A. A. Stevens 

Martin A. Marks Edw. R. Taylor 

T. F. McCrickett J. P. Taylor 

J. Charles F. Merrill J. K. Turner 

Thomas P. Merritt George Thompson 

Howard D. Newton ♦Charles J. WiUett 

W. A. Northcott Sidney M. Winslow 

Richard Olney W. S. Witherbee 

The death of these members has deprived the Academy of 
some very warm friends and enthusiastic workers. 

During the year the Academy has lost by resignation 499 of 
its members and 9 subscribers, while 951 members and 137 sub- 
scribers have been added to the list. 

In addition to the resignations and deaths there are being 
held for two years to June 30, 1916, 101 members and two years to 
Jime 30, 1917, 126 members for non-payment of dues. This would 
reduce the membership to 6,036 and make the total gain 170 in 
membership. 

V. Financial Condition 

The receipts and expenditures of the Academy for the fiscal 
year just ended are clearly set forth in the Treasurer's report. 
The accounts were submitted to Messrs. E. P. Moxey and Com- 
pany for audit and a copy of their statement is appended herewith. 

In order to lighten the burden of expense incident to the Annual 
Meeting as well as to the conferences on the World's Food and 
Financing the War, special funds amounting to $2,415 were raised. 
These funds are as follows: 

Annual Meeting $1,575 

Food Conference 295 

Finance Conference 545 

$2,415 

* Life member. 
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The Board takes this opportunity to express its gratitude to the 
contiibutors of these funds. 

VI. Conclusion 

During the past year the officers of the Academy have been 
unremitting in their efforts to develop closer personal relationship 
between members of the Academy. Through such cooperation 
the Academy's national influence will be greatly strengthened. 
It is our hope during the year 1918, still further to stimulate this 
codperation. Every step in this direction enables the Academy 
better to perform its service to the nation. 

January 17, 1918. 
Charles J. Rhoads, Esq., Tbbab., 

American Academy of PoUHcal & Social Science^ Philadelphia, 
Pa. 

Dear Sir: We herewith report that we have audited the 
books and accounts of the American Academy of Political & Social 
Science for its fiscal year ended December SI, 1917. 

We have prepared and submit herewith statement of receipts 
and disbursements during the above indicated period, together 
with statement of assets as at December 31, 1917. 

The receipts from all sources were verified by a comparison 
of the entries for same appearing in the Treasurer's cash book with 
the record of bank deposits and were found to be in accord there- 
with. 

The disbursements, as shown by the cash book, were supported 
by proper vouchers. These vouchers were in the form of cancelled 
paid checks or receipts for moneys expended. These were examined 
by us and verified the correctness 6f the payments made. 

The investment securities listed in the statement of assets 

■ 

were examined by us and were found to be correct and in accord 
with the books. 

As the result of our audit and examination we certify that the 
statements submitted herewith are true and correct. 

Yours respectfully, 

Edward P. Moxby & Co., 
Certified Public Accountants. 
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Balance Cash on Hand January 1, 1917 95,866.88 

BeeeipU 

Members' Dues $25,282.77 

life Membership 100.00 

Special Donations 2,405.00 

Subscriptions: 

Individuals $277.93 

Agents 3,259.43 

Libraries 457.29 8,994.65 

Salesof Publications 5,005.61 

Interest on Investments 4^719.77 

Sundries 51.16 41,558.95 

ToUd BeceipU $47,414.28 

'DMmnemenU 

Office Expense: 

Office Sabiries $4,253.12 

Supplies and Repairs 1,169.90 

Stationery and Printing 446.13 

Telephone and Telegraph 43.78 

Postage 424.43 

Freight, Express and Carfares. 9.00 

General Expense 1,143.26 $7,489.62 

Philadelphia MeetingEi: 

Salaries $1,333.99 

Hall Rents 770.00 

Stationery, Engraving and Printiag. . 1,721.84 

Clerical Services 135.92 

Expense of Speakers 1,279.23 

Postage 378.02 

Telephone and Telegraph 91.98 

Carfare, Newspapers, and sundries . . . 109.53 5,820.51 

Publicity Expense: 

Salaries $1,316.13 

Pamphlets, Cards, and Advertising. . . 416.23 

Postage 750.67 

Stationery, Supplies and Repairs 1 ,072 . 42 

Telephone 11.97 3,567.32 
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Pubfication of ilfimilt: 

Salaries $3,901 .29 

Printing 14,663.00 

Reprints 771.34 

Binding 345.70 

Postage 1,333.33 

Advertising 45.00 

Stationery and Supplies 928.16 

Freight, Express, Carfare and Sundries 260 . 77 

Telephone and Telegraph 115.96 

Storage and Insurance 12.69 21,786.24 

Investments Purchased 5,000.00 43,663.69 

Balance December 31, 1917 $3,750.69 



Livestments (book value) $100,505.77 

Gash: 

In Academy OflS oe $300 . 00 

In Treasurer's Hands: 

Centennial National Bank 200.00 

Girard Trust Company 3,250.59 3,750.59 

$104,256.36 

Liabilities 
None 
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Act to Regulate Commerce: enact- 
ment, 264, 212; interpretation, 206; 
provisions, 6, 122, 213, 245, 248. 

Additions: how paid for, 43; means of 
securing, 54; purpose, 43; securities 
for, 179. 

Administration Bill, provisions, 81. 

Alabama, security issues in, 183. 

Alaska railroad: government owner- 
ship, 80; operation, 15. 

American Railway Association: car 
service authority, 16; principle of 
car service, 28. 

Anti-pooling laws, suspension, 21. 

Anti-trust laws, suspension, 21. 

Arizona, security issues in, 168, 170, 
171, 172, 176, 176, 178, 179, 180, 
183, 185, 186. 

Arkansas: security issues in, 177, 183, 
185; commission decisions, 216. 

Army Bill, provisions, 15. 

Australia,, railroad operation, 160. 

Austria, railroad operation, 71. 

Barron, Mary L. State Regulation 
of Securities of Railroads and Public 
Service Companies, 167-90. 

Belgium, railroad operation, 71, 160, 
162. 

Bonds: control, 193; issue, 65. 

Box cars: pooling, 30; service, 31. 

Budget, national, 258. 

Bureau of Railway Economics: descrip- 
tion, 303; reports, 117. 

Bureau of Railway News and Statis- 
tics, description, 304. 

Btram, H. E. Principles and Prac- 
tices of Car Service Regulation, 25- 
33. 

California: public utility investments, 
201; security issues in, 168, 170, 171, 



172, 176, 176, 177, 178, 179, 180, 
182, 183, 184, 186, 187, 196, 200. 

Capital: control, 193; cost, 232; de- 
mand, 35, 55, 89, 191, 257; increase, 
260; outstanding, 296-8; nominally 
issued, 299; railroads, 60; source, 257. 

Capitalization: protection, 63; regu- 
lation, 168, 234, 236. 

Car Service: authorities on, 17; Bureau 
of, 38; charges, 28; Conmussion on, 
29-32, 38, 52; Division of, 16; defini- 
tion, 26, 32; efficiency, 18, 38; prob- 
lem, 25, 26, 29, 33; rules, 36. 

Act, provisbns, 37. 

Car Service Regttlatiok, pRixa- 

PLES AND PrACTICBS OF. H. E. 

Byram, 25-33. 

Car Service, Regttlation of, under 
Government Control of Opera- 
tion. John J. Esch, 34-41. 

Car shortage: causes, 18, 35; defini- 
tion,. 28; history, 18, 34, 52; remedies, 
18. 

Cars: charges, 39; joint use, 27; num- 
ber under repair, 38; passenger 45, 
48. 

Carriers: arguments, 8; compensation, 
87; suggestions to, 38. 

Chicago & Alton Railroad: abuses by, 
188; failure, 197; overcapitalization, 
61. 

Coal: pooling, 51; substitutes for, 162. 

Colorado, securities issues in, 185. 

Competition: advantages, 141, 149; 
disadvantages, 132, 161, 163; elim- 
ination 13, 22, 24, 41, 235; results, 
3, 126. 

Condemnation, elements in, 129. 

Congeiition: causes, 42, 135; Pitts- 
burgh, 4; relief, 31; terminals, 36. 

Congress, powers, 23, 124, 147, 149, 
242, 24&n50. 
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Connecticut, security issues in, 177, 185. 

CoNWAT, THOMAS, Jb. Railroad Se- 
curity Issues Under Government 
Operation, 111-20. 

GouncO of National Defense, resolu- 
tion. Id. 

Gbbnnan, G. H. Documents and 

[ Statistics Pertinent to Gurrent Rail- 
road Ploblenps, 272-304. 

DacKXB, Mabtin S. How could Na- 
tionalisation of Rate Regulation 
Best be Accomplished? 229-38. 

Delaware, security issues in, 177, 183, 
187. 

Denmark, railroad operation, 71, 160. 

Demurrage, charges advances, 30, 40, 
52, 121, 136. 

Depreciation: neglect, 128; provisions 
for, 54, 81. 

Director General of Railroads: ap- 
pointment, 14, 86, 273; Interstate 
Gommerce Gommission and, 23, 123; 
orders. 51, 121, 277; powers, 23, 40, 
50, 121, 229. 

Discrimination: classification, 160, 210; 
Interstate Gommerce Gommission 
and, 225; evils, 219; removal, 122, 
211, 220. 

District of Golumbia, security issues 
in, 168, 171, 175, 181, 184, 187. 

Dividends: stock, 182; guaranty of 
fwmimnm^ 143; incressc, 87, 114; 
payment, 118, 274; security issues 
for, 181, 182. 

Embargoes, regulation, 137. 

EscH, John J. Regulation of Gar 
Service under Government Gontrol 
of Operation, 34r-41. 

Equipment: existing, 29, 290-2; effi- 
ciency, 18, 111; increase, 20, 38, 45; 
pooling, 40, 234; special 41, 49; 
standardization, 39. 

Facih'ties: demand for, 56; efficiency, 
163; increase, 54; pooling, 12, 40, 135. 



Faxlubes AMD PoBsmmnxB in Rah/- 
BOAD Regulation. T. W. Van 
Metce, 1-13. 

Fares, Great Britain, 48. 

Fedebal Gontbol, Status of Exist- 
ing Railboad Laws and Regula- 
ttvb Agencdbb Undeb. Edgar 
Watkins, 121-4. 

Fedebal Gomtbol of Opbbation 
Has the Impobtance of Fedebal 
Valuation of Railboads Been 
Incbeased ob Lessened Bt. H. B. 
Whaling, 125-30. 

Fedebal Gontbol of Railboads in 
Wab TmE. Max Thelen, 14-24. 

Fedebal Gontbol oveb State and 
Intebbtatb Rates, Necessity 
FOB Exclusive^ Edgar J. Rich, 
214r-228. 

Federal Railroad Board: advantages, 
152; plans for, 145. 

Loan Bureau, proposed, 236. 

Fedebal Regulation of Intbastatb 
Rates, the Point now Reached 
IN THE. J. A. Little, 202-13. 

Fedebal Regxtlation of Raelboad 
Secubihes, Desibablb Scope and 
Method of. Max Thelen, 191- 
201. 

Federal regulation: dangers, 156; legal- 
ity, 194; state and, 192, 193, 240, 
242. See also Government Regula- 
tion. 

Securities Gommission, recom- 
mendations, 195. 

Finance, the Tomobbow of. S. N. 
Patten, 257-271. 

Florida, security issues in, 185. 

France: interest rates, 89; locomotives 
for, 47; railroad operation, 15, 71. 

Franchise, capitalization, 179, 199. 

Freight: classifications, 153, 159; 
growth, 43. 

cars: foreign use, 48; movement, 

136; number, 26, 35, 38, 45, 47; 
pooling, 19, 41. 

rates, 85. See Rates. 
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Georgia, security iasueB in, 168, 170, 
171, 176, 179, 185, 186. 

Germany, railroad operation, 15, 160, 
162. 

Government bonds: railroad stock and, 
88, 99; railroad stock and, 99. 

Government Contbol of Operation, 
Regulation of Car Service 
UNDER. John J. Each, 34r-41. 

Government Control, Phtbigal 
Needs of the Railways .xtnder. 
Julius H. Parmelee, 42-^. 

Government guarantees: basis, 116; 
justice, 117. 

control: advantages, 22, 24, 52, 

105, 140; duration, 81, 99, 119, 142; 
effects, 24, 41, 231; expenditures, 
115; Great Britain, 103; improve- 
ments during, 114; legal basis, 15, 
40, 272; necessity, 42, 133, 275; 
objections to, 86, 232; purpose, 273; 
precedents, 72; private ownership 
and, 80. 

Government Operation of Ameri- 
can Railroads. Clifford Thome, 
84-110. 

Government Operation of Trans- 
portation Faciuties, Precedents 
FOR Prtv ATE Ownership AND. Delos 
F. Wilcox, 70-83. 

Government Operation, Railroad 
Securitt Issues under. Thomas 
Conway, Jr., 111-20. 

Government Ownership: Alaska, 80; 
arguments, 13, 132, 157; basis, 69, 
81; conditions, 250; economics, 162; 
Europe, 159; Federal Railroad Board 
and, 145; objection to, 9, 143, 231. 

regulation: future, 232; standards, 

236, 238; defects, 5. 

Governmental Supervision of Rail- 
road Operation after the War. 
A Suggested Plan for Perma- 
nent. Alexander W. Smith, 142-56. 

Great Britain: compensation, 103; 
dividends, 15, 104; freight rates, 101; 
government control, 14, 15, 95, 103, 



104; interest rates, 89; labor, 104; 
passenger traffic, 48. 

Holding companies: federal, 143, 144; 
regulation, 197. 

Howe, Frederic C. The Necessity 
for Public Ownership of the Rail- 
ways, 157-66. 

Hungary, railroad control, 71. 

Idaho, security issues in, 177, 183. 

Illinois: security issues in, 168, 170, 
171, 172, 175, 176, 178, 179, 180, 
182, 183, 184, 185, 186, 187; dis- 
criminations, 212. 

Improvements, amount invested in, 54. 

Incorporation, federal, 195. 

Indiana, security issues m, 168, 170, 
171, 172, 176, 177, 179, 180, 182, 
186, 187. 

Industry: effect of war on, 89, 90; Ger- 
many, 160; railroads and, 165. 

Interest rate: France, 89; effect, 261; 
government securities and, 164; 
increase, 89, 119. 

Interstate Commerce Commission: car 
service control, 32, 36, 37; Director 
General of Railroads and, 123; 
jurisdiction, 1, 11, 16, 100, 133, 146, 
189, 205, 209, 212, 229, 234, 236, 
242, 244, 248, 273; limitations, 225; 
procedure, 225; publications, 303; 
reports, 21, 116; security issues and, 
197, 199. 

commerce, regulation, 149, 197. 

Intrastate commerce, federal regula- 
tion, 215. 

Intrastate Rates, the Point Now 
Reached in the Federal Regu- 
lation OF. J. A. Little, 202-13. 

Iowa, security issues in, 177, 188, 185, 
187. 

Italy, railroad operation, 15, 166. 

Kansas, security issues in, 68, 170, 

171, 175, 178, 179,. 182. 
Kentucky, security issues in, 183. 
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Labor: demands, 2; shortage, 21, 53. 

Labor's Demands Dubikg Fedehal 
Control of Railroad Operation, 
Adjustment of. Glenn E. Plumb, 
59-69. 

Lamb, William E. Legal Questions 
Involved in Nationalization of Rate 
Regulation, 239-^51. 

Little, J. A. The Point Now Reached 
in the Federal Regulation of In- 
trastate Rates, 202-13. 

Load, increased, 46. 

Locomotives: Fiunoe, 47; mileage, 38, 
46; number, 45, 47. 

Love, J. E. Regional Railroad Com- 
missions: Their Relation to the 
State Commissions and the Inteiv 
state Commission, 252-56. 

Louisiana: security issues in, 183, 187; 
complaint of commission, 206. 

Maine: rate jurisdiction in, 222; 

security issues in, 168, 170, 171, 175, 

178, 179, 182, 184, 186. 
Maintenance: guaranteed, 81, 87; 

how paid, 43; neglect, 53, 262. 
Maryland, security issues in, 168, 170, 

171, 175, 176, 177, 179, 180, 184, 

185. 
Massachusetts: security issues in, 168, 

170, 171, 173, 176, 178, 179, 180, 
181, 183, 185, 186, 187; rate juris- 
diction in, 222. 

Michigan, security issues in, 168, 170, 

171, 175, 179, 185, 186, 187. 
Mileage, 9U Railroads. 
Minnesota, security issues in, 177. 
Rate Cases: complications, 217; 

decisions in, 204, 209, 243. 

Mississippi, security issues in, 183, 185. 

Missoiui, security issues in, 168, 170, 
171, 172, 175, 176, 177, 178, 'l79, 
180, 182, 183, 184, 186, 187. 

Montana, secmity issues in, 177, 185. 

Nebraska: security issues in, 168, 
170, 171, 175, 179, 180, 183, 184, 



185, 187; decisions of commission, 
209. 

Needs of the Railwatb Under 
Government Control, Physical. 
Julius H. Parmalee, 42-58. 

Nevada^ security issues in, 177. 

New Hampshire: jurisdiction of com- 
mission, 222; security issues in, 168, 

170, 171, 176, 178, 179, 181, 184, 
185, 186. 

New Jersey, security issues in, 168, 

170, 177, 180, 182, 186, 187. 
New Mexico, security issues in, 177. 
New York, security issues in, 168, 170, 

171, 175, 178, 179, 180, 181, 184, 

185, 186. 

New York, New Haven and Hartford 

Railroad, failure, 197. 
North Dakota, security issues in, 177. 
Norway, railroad operation, 71, 72. 

Ohio, security issues in, 170, 171, 175, 
177, 178, 179, 180, 182, 184, 186, 

186, 187. 

Oklahoma, security issues in, 177, 255. 
Operating income, analysis, 294-5. 

Palmer, Henrt A. Control of Rail- 

oads after the War, 131-138. 
Panama, railroad control, 15. 
pARBflELEB, Juuus H. Physical Needs 

of the Railways under Government 

Control, 42-58. 
Patten, S. N. The Tomorrow of 

Finance, 257-71. 
Pennsylvania, security issues in, 168, 

171, 172, 175, 183, 185, 187. 
Plumb, Glenn E. Adjustment of 

Labor's Demands During Federal 

Control of Railroad Operation, 59- 

69. 
Pooling: advantages, 4, 12, 30, 155, 

234, 238; legaUty, 19, 29, 51, 134, 

278. 
Post, George A. Reconstituting 

Railroad Regulation, 139-41. 
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President Wilflcm: addiesB to Gongrefls^ 
275; jiffisdiction, 17, 22, 40, 87, 122, 
272; Proclamation, 14, 112, 272. 

Priority, orders, 17. 

Private operation: limitations, 22; 
objections, 3; rates under, 126. 

Pbivate Ownsbship and Govebn- 
MENT Operation of Tbanbpobta- 
TiON Facilities, Pbecedemtb fob. 
Delos F. Wilcox, 70-83. 

Private ownership, waste under, 161. 

Pttbuc Ownership of the Railways, 
The Necebsitt for. Frederic C. 
Howe, 157-66. 

Public Service Companibb, Statb 
Reottultion of Sbcttrihes of 
Railroads and. Ma-^y L. Barron, 
169-90. 

Railroad commissions: number, 253; 
regional, 252-54. 

operation: aims, 160; Alaska, 15; 

changes in, 85; divisions, 70; Europe, 
14, 160; Panama, 15. 

Railroad Operation after the War, 
A Suggested Plan for Perua- 
nent Governmental Supbrvi- 
sioN. Alexander W. Smith, 142-56. 

Railroad Laws and Rboulativb 
Agencies under Federal Control, 
Status of Existing. Edgar Wat- 
kins, 121-24. 

Railroad Problems, Documents 
AND Statistics Pertinent to Cur- 
rent. C. H. Crennan and W. E. 
Warrington, 272-304. 

Railroad Regulation, Reconsti- 
tuting. George A. Post, 139-141. 

Railroad Securities, Desirable 
Scope and Method of Fedbbal 
Regulation of. Mac Thden, 191- 
201. 

Railroad Sbcubitt Issues under 
Government Operatiok. Thomas 
Conway, Jr., 111-20. 

Railroads: bonds, 87, 177; capitalisa- 
tion, 7, 61, 165; dividends, 60; effi- 



ciency 1, 2, 31; employes, 60, 63; 
expenditures, 11, 232, 281; facilities, 

56, 136, 290-2; federal incorpora- 
tion, 194; finances, 20, 257; guaran- 
tees to, 23, 81, 86, 95, 100, 112, 229, 
274; income, 8, 88, 116; importance, 
165, 233; loans to, 95; maintenance, 

57, 58; mileage, 7, 26, 70, 234, 284- 
6, 300; political activities, 157; prop- 
erty, 59; protection, 5, 88, 157; regu- 
lation, 1, 5, 10, 131, 191, 241; reven- 
ues, 95, 141, 232; rights, 64; securi- 
ties, 14, 91; service, 293; size, 14, 
158, 283, 287; stocks, 65, 87, 177; 
taxation, 154. See also Govern- 
ment Control, Government Owner- 
ship. 

Railroads and Public Service 
Companies, State Regulation of 
iSecuiutieb of. Mary L. Barron, 
167-90. 

Railboads, Control of. After the 
War. Henry A. Pahner, 131-38. 

Railroads in War Time, Federal 
Control of. Max Thelen, 14-24. 

Railroads' War Board: formation, 16; 
limitations, 50, 51 ; reports, 45. 

Railways under Government Con- 
trol, Physical Needs of the. 
Julius H. Parmelee, 42-^. 

Rate-making, basis, 126; co6peration 
in, 5; principles, 127; authority, 123. 

Rate Regulation, Legal Questions 
Involved in Nationaukation of. 
William £. Lamb, 239-51. 

Rate Regulation, How Could Na- 
tionalization of, Best Be Accom- 
pushed? Martin S. Decker, 229-38. 

Rates: adequate, 10, 236; basis, 227; 
freight, 85, 101, 154; importance, 
230; Interstate Commerce Com- 
mission and, 206, 244; increase, 7, 
62, 120, 134; jurisdiction over, 134; 
inflexibility, 11; regulation, 10, 134, 
203, 223, 227, 233, 239, 242, 251; 
securities and, 189; standards, 224; 
state and interstate, 10, 213, 216, 
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219, 220, 226, 237, 245, 248; wages 
i^id, 63, 138. See aleo Intentate 
Commeroe CommuBioii. 

Ratbb, Necbsbitt won Exclubivx 
Fbdbbal (Control oyer Statb and 
Imtbbstatb. Edgar J. Rich, 214-28. 

Regional Railroad Ck>MMi86ioNB: 
Their Relation to the State 
Commissions and to the Inter- 
state Commission. J. E. Love, 
252-56. 

Regxtlation, Failxtrbs and Possi- 
bilities in Railroad. T. W. Van 
Metre, 1-13. 

Rhode Island, security issues in, 168. 

Rich, Edgar J. Necessity for Ex- 
clusive Federal Control Over State 
and Interstate Rates, 214-28. 

Rock Island Railroad: failure, 197; 
problems, 188. 

Routing privilege, disregard, 41, 50, 
137, 150, 278. 

Securities: decline, 111, 262; future of, 
120; manipulation, 28 ; maturing, 111; 
sale, 114; par value, 68, 232; watered, 
65, 66. 

SECURtTiBS ov Railroads and Pub- 
uc Service Companies, State 
Regulation of. Maiy L. Barron, 
167-90. 

Security issues: control, 11, 128, 151, 
160, 175, 188, 105, 238; definition, 
173; excess, 232; government guar- 
anty, 172, 196, 200; jurisdiction 
over, 167; kinds, 176; limitations, 
65, 118, 180, 183; operating expenses 
and, 180; par, 185-7; proceeds, 172, 
190, 197; purpose, 20, 55, 178, 198; 
sale, 185^7; used as dividends, 181, 
182; validation, 168; valuation and, 
184. 

Securitt Issues under Government 
Operation, Railroad. Thomas 
Conway, Jr., 111-20. 

Service: government control, 227, 232, 
235; standards, 227, 230. 



Shippers: oomplaints, 2; co5peratioiiy 
31; righte, 5, 100, 122, 138, 248; 
suggestions to, 38. 

Shreveport cases: decisions in, 192, 
206, 220, 242; description, 218. 

Smith, Alexander W. A suggested 
Plan for Permanent Governmental 
Supervision of Railroad Operations 
after the War, 142-56. 

South Carolina, security issues in, 181, 
183. 

South Dakota: security issues in, 177, 
183; exp r e s s rates, 217. 

State Commissions: establishment, 1, 
167; jurisdicUon, 123, 153, 189, 190, 
214, 241, 255, 273; Interstate Com- 
merce Commission and, 208, 212, 
222; Personnel, 5, 12, 188, 190; re- 
ports, 303; security issues and, 167; 
suggested changes, 133, 252, 254. 

States, rights, 134, 148, 203, 208, 215, 
239,240. 

Statistics Pertinent to Current 
Railroad Problems, Documents 
AND. C. H. Crennan and W. E. 
Warrington, 272-^04. 

Stocks, issue, 65. 

Street railway franchises: Chicago, 73; 
Kansas dty, 78; New York, 75. 

Street railways, operation, 23, 274. 

Surplus: capitalisation of, 63, 106-^, 
164; increase, 26; use, 182. 

Switsa*land, railroad operation, 160. 

Taxation: basis, 129; inadequacy, 259. 

Tennessee, security^iasues in, 185. 

Terminal facilities: inadequacyi 36, 
111, 136; New York, 161; reorgani- 
sation, 13. 

Texas, security issues in, 170, 171, 
172, 175, 177, 183, 184, 185, 186, 
187. 

Thelen, Max. Desirable Scope and 
Method of Federal Regulation of 
RaihxMid Securities, 191-201. Fed- 
eral Control of Railroads in War 
Time, 14-24. 
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T^OBNK, CuvFOBD. GovemmoDt 
Operation of Aznerioan Railioads, 
84-110. 

TYack: annual demand, 56; coat per 
mfle, 57; inoreaae, 44. 

Traffic: oongeation, 50; demand, 43, 
233; facilities and, 45, 46; freight, 
49, 51; government, 102; passenger, 
41, 43, 48, 122. 

Utah, security issues in, 177, 183, 187. 

Valuation: expenditures for, 125; neces- 
sity, 63, 125, 130, 190. 

Valttation of RAmtoADs, Has thb 
Impobtangb of Federal Been, In- 

GBEAfiBD OB LbSSBNED BT FbDBRAL 
Ck>MTBOL OF OpEBATION? H. B. 

Whaling, 125-30. 
Values, increase, 26. 
Van Mbtbb, T. W. Failures and 

Poasibilities in Railroad Regulation, 

1-13. 
Vermont: security issues in, 168, 170, 

171, 175, 178, 183, 185; rate juris- 

diction, 222. 
Virginia, security issues in, 168, 183, 

185, 186, 187, 196. 



Wages: increase in, 62, 261; rates and, 
63,138. 

WABBmQTON, W. E. Documents and 
Statistics Pertinent to Current Rail- 
road Problems, 272-304. 

Waste, reduction, 258. 

Water transportation, suppression, 
161. 

Watkinb, Edgar. Status of Existing 
Railroad Laws and Regulative 
Agencies Under Federal Control, 
121-24. 

West Virginia, security issues in, 182, 
183. 

Whalxng, H. B. Has the Importance 
of Federal Valuation of Railroads 
Been Increased or Lessened by 
Federal Control of Operation, 125- 
30. 

Wilcox, Dblos F. Precedents for 
Private Ownership and Government 
Operation of Tnmsportation Facili- 
ties, 70-83. 

Wisconsin, security issues in, 170, 171, 
175, 177, 178, 179, 180, 182, 183, 
186, 187. 

Wyoming, security issues in, 177, 185, 
187. 
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